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BARGE LINE PROFITS 

On the basis of operating results for the first eight 
months this year, Brigadier-General T. Q. Ashburn, 
chairman and chief executive of the Inland Waterways 
Corporation, in a report to the Secretary of War, esti- 
mates that operation of the government barge lines on 
the lower Mississippi and the Warrior River will show 
a profit of $347,632.04 for the calendar year 1926, after 
having charged off depreciation, as compared with a loss 
in net income of $34,519.39 for the calendar year 1925. 

It remains to be seen, of course, whether or not the 
estimate is borne out by the operations for the last four 
months of the year. Assuming, however, that the actuai 
results af operation will show a profit of $347,632, as 
figured by the corporation, the same explanation must be 
made of this report that was made in these columns, 
May 8, 1926, with respect to the report of the Inland 
Waterways Corporation for 1925, in that “profit” or 
“loss,” as used by a government agency engaged in busi- 
ness, does not mean the same thing it means in a report 
on the results of operation of a private business. 

The excuse given for the government engaging ii 
the transportation business on the Mississippi and War- 
rior rivers is that an effort must be made to demonstrate 
that barge line operation on those inland waterways can 
be made a paying proposition for private capital.’ The 
barge line operations, as also the operation of a govern- 
ment-owned merchant marine, had their inception in the 
war period. After the war there were ships, barges, and 
tugs on hand, and their operation was continued. We 
think it is important to keep in mind, in considering the 
question of the government’s activities in the field of 
transportation by water, how those activities originated. 
It is important because the government, through Con- 
gress, has not committed itself to a policy of permanent 
government ownership and operation of ships on the 
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seas or of beeen and tugs on the inland waterways. 
What is being done with respect to waterway transpor- 
tation is defended on the ground that the government 
must demonstrate that private capital can operate suc- 
cessfully on the waterways. We do not, of course, sub- 
scribe to that view, but, in view of the fact that that is 
the justification offered for the government engaging in 
a business that should be left to private capital, we think 
it is only just to insist that, in reporting the results of 
operations on the Mississippi and Warrior rivers, some 
effort be made to estimate what the results of the opera- 
tions would be if interest on the money put into the 
enterprise were paid and if taxes were paid on the basis 
they would have to be paid if private capital were in 
charge of the enterprise—in other words, that the opera- 
tions as they would be under private ownership and 
operation be visualized as nearly as possible and a 
report made to the public on that basis instead of on 
fhe basis of what is practically excess of income over 
outgo or excess of outgo over income without taking 
into consideration costs of doing business that would be 
faced by a private operator. The officials of the Inland 
Waterways Corporation figure depreciation in arriving 
at their net income figures, but there they stop. Why is 
only one item out of several that must be considered by 
a private operator shown in the account? 


Although he predicts that, on the basis of operating 
results for the first eight months of this year, the Mis- 
sissippi-Warrior services will show a profit of $347,632 
in 1926, General Ashburn does not say in his memo- 
randum to the Secretary of War, as he did in his annual 
report for 1925, that the Inland Waterways Corporation 
has entered on the role of an actual demonstrator of the 
fact that water transportation “is a paying investment 
for private capital.” The 1925 report showed a total 
loss of $65,214, or a deficit in net income of $34,519, the 
Mississippi division having shown a profit while the 
Warrior River division showed a loss which wiped out 
the profit of the Mississippi division. In our comment 
on that report and the General’s statement as to what 
the Inland Waterways Corporation had demonstrated, 
we showed that, if interest charges and taxes were con- 
sidered, it could not be accurately contended that it had 
been demonstrated that the barge lines on the Mississippi 
and Warrior rivers were “a paying investment for pri- 
vate capital.” The same argument applies to the esti- 
mated profit of $347,632 for 1926. If the Inland Water- 
ways Corporation shows a profit of $347,632 for 1926, as 
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October 2, 1926 


“profit” is figured by it, it will still have fallen short of 
earning at the rate of 4 per cent on its investment of 
$10,356,244 in real property and equipment, as shown by 
the 1925 report. Four-per cent on that investment would 
be $414,249. 

We have no doubt General Ashburn and his staff are 
trying to operate the barge lines as efficiently as pos- 
sible and that creation of the corporation has enabled 
him to transact the business of the organization to better 
advantage than before its creation, but we cannot agree 
that a “profit” of $347,632, taking depreciation into con- 
sideration, but not taking taxes and the cost of capital 
invested into consideration, will be “a handsome profit.” 
We showed in The Traffic World of May 8 that, if the 


Inland Waterways Corporation had paid taxes in 1925. 


at the rate of 5 cents on every dollar of operating reve- 
nue, it would have paid $200,228. We used 5 cents as the 
basis for that estimate because Class I railroads in 1925 
paid 5.87 cents in taxes on every dollar of revenue 
received. 

The foregoing has, of course, ignored entirely the 
expenditures from the public treasury for the mainte- 
nance of the “roadbed” of the Mississippi and Warrior 
River barge lines. We suppose, if barge line operation 
on the Mississippi and Warrior rivers were turned over 
to private capital, there would be no charge to the oper- 
ators of the line for the privilege of using the waterways, 
improved and maintained by public taxation, for there 
never has been any indication in government quarters 
that such a policy with respect to these-or other water- 
ways might be adopted. So we do not make an. addi- 
tional offset against General Ashburn’s figures for what 
might be termed rental of the roadway his barges use 
All the same, we believe private operators should pay 
for the privilege of using the waterways, just as we be- 
lieve motor vehicle common carriers should pay for their 
use of the highways, and that anything else is unfair to 
the taxpayers. We are also optimistic enough.to believe 
that some time others besides ourselves will take this 
view. However, it is not necessary to go into that phase 
of the matter to show that,General Ashburn’s figures are 
misleading, in so far as they may indicate to the public 
that barge line operation on the Mississippi and Warrior 
rivers is a profitable business. Almost any business man 
could make money in whatever business he might be en- 
gaged if he had unlimited capital at his command with 
no interest to pay, and if he were free from taxation. 


BARGE LINE OPERATING RESULTS 


In a memorandum to the Secretary of War, issued for pub- 
lication September 27, Brigadier-General T. Q. Ashburn, chair- 
man and executive of the Inland Waterways Corporation, said 
that results of the Mississippi and Warrior river barge line oper- 
ations thus far this year indicated that the combined service 
“will net a handsome profit for 1926, over and including depreci- 
ation expenses.” General Ashburn estimated the profit at $347,- 
632.04 as against a loss of $34,519.39 in 1925. He said the figures 
were gone over by a certified public accountant in his office. 
The text of the memorandum follows: 


From time to time I have shown you some comparative results 
of the operations of the Mississippi-Warrior service by the system 
in Vogue under a federal manager, located at New Orleans, and the 
present system of the Inland Waterways Corporation, where all 
functions of operation, traffic and finance are controlled and co- 
ordinated for you through your executive, located in Washington, 
With the aid and suggestions of a most admirable advisory board, 
Tawn from various localities throughout the country. 

I now present to you for the attention of the interested public 
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extracts from my report to you of September 7, 1926, showing the 
actual results of 1923-24-25, and at your suggestion, a forecast for 
the entire year of 1926. 

The accompanying tables are in such form that the results of 
the respective years may be readily understood and compared by 
anyone. 

The results given for 1926 are actual results for 8 months, and 
estimated results for the remaining four months, based upon the 
present favorable stage of the Mississippi River, unusual at this time 
of the year; the addition of four towboats and 29 barges to the float- 
ing equipment upon the Mississippi, and of 24 barges on the Warrior, 
the acquisition of the Ensley Southern Railroad, the continually in- 
creasing offerings of freight, all of which indicate that the operations 
of the Mississippi-Warrior Service will net a handsome profit for 1926, 
over and including depreciation expenses. 

During 1923 and the greater part of 1924, the operations were 
under a federal manager. The reorganization became effective in 
August, 1924, but probably the full effect of the new order of busi- 
ness was not felt until some months later. 

The table following is aie aad 


Tonnage 979,772 
Total Revenues. $2,846,485.74 
Total Expenses 


1925 
1,142,219 
$3,939,931.28 


1926 
1,353,146 
$5,131,721.57 


1,071,848 
$3,503,751.59 


Including 
Depreciation 3,801,845.65 


1923, Loss 
955,359.91 


4,036,362.01 


1924, Loss 
532,610.42 


3,974,450.67 4,784,089.53 
1925, Loss 1926, Profit 
34,519.39 347,632.04 


Included in this net income is an absorption of $1,492,729.53 de- 
preciation charges. 

The increase in average revenue per ton in 1926 was eighty-nine 
cents over 1923, fifty-two cents over 1924, and thirty-four cents over 
1925. This is due to larger quantities of packet freight carried, greater 
public opportunities for utilization of the line, and to some extent 
to better division of accruing revenue from rail-water hauls, etc. 

The maintenance and operation of vessels, and terminal expenses, 
on the Mississippi decreased 26 cents per ton in 1926 as compared to 
1923. A similar comparison shows that the same expenses on the 
Warrior were 87 cents per ton less in 1926 than in 1923. 

The decrease in overhead expenses for 1926 as compared with 
1923 was two cents per ton on the Mississippi, and two cents per ton 
on the Warrior. Increasing business always means increased over- 
head, and the fact that there has been an actual overhead saving 
in spite of the vast increase of business is noteworthy. 

The consolidated total expense per ton is expected to be 35 
cents less in 1926 than in 1923. 

The total net income on the Mississippi increased $1.15 per ton 
in 1926 over 1923 by changing a loss of 49 cents per ton in 1923 to 
an estimated profit of 66 cents per ton in 1926. 

‘On the Warrior the net deficit was decreased $1.47 per ton in 
1926 as compared to 1923. 

A consolidated per ton comparison shows the total revenues in- 
creasing from $2.90 per ton in 1923 to $3.79 per ton in 1926, the total 
expenses decreasing from $3.88 in 1923 to $3.53 in 1926, including de- 
preciation, and a change in the net income from a loss of 98 cents a 


wae in 1923 to an actual profit of 26 cents per ton handled 
in 4 


Net Income 


Waterway Improvement Costs 


The War Department issued the following statement Sep- 
tember 25: 


The recent allotments for operation and care of locks and dams 
on the Ohio River amounted to $930,000—an increase of $68,000 over 
last year’s allotment for the same purpose. This is an increase of 
cost of a little less than 8 per cent, whereas commerce for the last 
calendar year (1925) showed an increase of 44.8 per cent over 1924 
figures. Major General Edgar Jadwin, Chief of Engineers, in sub- 
mitting these figures to the secretary of war, called attention to the 
marked decrease in cost to the public for water transportation indi- 
cated by these statistics. On the Kanawha River, West Virginia, 
the allotments for operation and care of locks and dams increased 
only $1,000; from $208,000 to $209,000, less than one-half of one per 


cent; while commerce in 1925 showed a 22.9 per cent increase over 
1924 figures. 


REVENUE FREIGHT LOADING 


The greatest number of cars in the history of the railroads 
was loaded with revenue freight the week ended September 18, 
the car service division of the American Railway Association 
announced September 29. 

“The total for the week was 1,187,011 cars, the largest num- 
ber loaded for any one week ever reported,” the division said. 

“The total for the week of September 18 exceeded by 35,665 
cars the previous record established the week ended September 
4, when 1,151,346 cars were loaded. It also was an increase 
of 62,573 cars over the highest week in 1925, which was the 
week ended on August 29, when 1,124,438 cars were loaded. The 
1925 record week has been excelled three times so far this year. 

“Loading of revenue freight has been in excess of one million 
cars a week in seventeen weeks so far this year. From January 
1 to September 18—a total of 38 weeks—cars loaded with reve- 
nue freight totaled 38,068,949. For the first time in the history 
of the railroads for any corresponding period, this amounts to 
a weekly average in excess of one million cars. The total for 
the first 38 weeks this year was an increase of 1,297,030 cars 
over the corresponding period last year and 3,454,960 cars over 
the corresponding period in 1924. 

“The total for the week of September 18 was an increase 
of 88,384 cars over the corresponding week last year and an 
increase of 110,164 cars over the preceding week in 1924. It also 
was an increase of 155,930 cars over the preceding week this 
year, when freight shipments were reduced somewhat owing 
to the Labor Day holiday.” 

Revenue freight loading the week ended September 18, by 
districts, and for the corresponding period of 1935, was reported 
as follows: 


Eastern district: Grain and grain products, 10,353 and 8,516; live 
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stock, 3,887 and 3,141; coal, 51,246 and 29,524; coke, 3,296 and 2,891; 
forest products, 5,512 and 5,119; ore, 6,166 and 5,601; merchandise, 
L. C. L., 76,499 and 74,818; miscellaneous, 117,615 and 110,484; total, 
1926, 274,574; 1925, 240,094; 1924, 247,299. 

Allegheny district: Grain and grain products, 3,848 and 3,114; live 
stock, 3,300 and 2,518; coal, 52,357 and 40,666; coke, 5,274 and 5,435; 
forest products, 3,757 and 2,896; ore, 13,869 and 10,282; merchandise, 
L. C. L., 58,065 and 55,414; miscellaneous, 99,918 and 90,166; total, 
1926, 240,388; 1925, 210,491; 1924, 215,535. 

Pocahontas district: Grain and grain products, 318 and 234; live 
stock, 307 and 363; coal, 44,091 and 41,812; coke, 696 and 597; forest 
products, 1,731 and 1,865; ore, 108 and 98; merchandise, L, C. L., 
7,309 and 7,154; miscellaneous, 7,237 and 5,248; total, 1926, 61,797; 
1925, 57,371; 1924, 48,999. 

Southern district: Grain and grain products, 3,972 and 3,821; live 
stock, 1,943 and 2,118; coal, 27,438 and 27,168; coke, 934 and 891; forest 
products, 22,808 and 22,224; ore, 1,357 and 1,324; merchandise, L. C. 


L., 44,750 and 45,026; miscellaneous, 63,070 and 61,607; total, 1926, 
166,272; 1925, 164,179; 1924, 148,733. 
Northwestern district: Grain and grain products, 13,558 and 


22,363; live stock, 11,005 and 8,205; coal, 9,358 and 8,648; coke, 1,769 
- and 1,145; forest products, 17,520 and 17,712; ore, 51,604 and 38,271; 


merchandise, L. C. L., 34,781 and 34,397; miscellaneous, 46,232 and 
44,152; total, 1926, 185,827; 1925, 174,893; 1924, 164,437. 

Central Western district: Grain and grain products, 13,829 and 
11,628; live stock, 15,144 and 13,416; coal, 15,957 and 18,278; coke, 


290 and 306; forest products, 12,115 and 11,648; ore, 4,186 and 3,736; 
merchandise, L. C. L., 36,362 and 36,159; miscellaneous, 71,885 and 
69,888; total, 1926, 169,768; 1925, 165,059; 1924, 177,807. 

Southwestern district: Grain and grain products, 5,256 and 4,430; 
live stock, 4,014 and 3,747; coal, 6,191 and 5,829; coke, 212 and 176; 
forest products, 9,553 and 8,810; ore, 517 and 384; merchandise, L. 
Cc. L., 18,028 and 17,656; miscellaneous, 44,614 and 45,508; total, 1926, 
88,385; 1925, 86,540; 1924, 74,037. 

Total, all roads: Grain and grain products, 51,134 and 54,106; live 
stock, 39,600 and 33,508; coal, 206,638 and 171,925; coke, 12,471 and 
11,441; forest products, 72,996 and 70,274; ore, 77,807 and 59,696; mer- 
chandise, L. C. L., 275,794 and 270,624; miscellaneous, 450,571 and 
427,053; total, 1926, 1,187,011; 1925, 1,098,627; 1924, 1,076,847. 


Loading of revenue freight this year compared with the two 
previous years follows: 





1926 1925 1924 

Five weeks in January ... ....... 4,432,010 4,456,949 4,294,270 
Four weeks in February.......... 3,676,449 3,623,047 3,631,819 
Four weeks in March............. 3,877,139 3,702,413 3,661,922 
Pour weeks in April. ......ccccsecs 3,795,837 3,726,830 3,498,230 
ive WOGES 8h BABY «occ ccccscccs 5,142,879 4,853,379 4,473,729 
Pour Weens i June. .....ccccsece 4,112,150 3,965,872 3,625,182 
Five weeks in July......cccccceee 5,245,267 4,945,091 4,470,522 
Four weeks in August............ 4,417,780 4,321,427 3,898,384 
Week of September 4............. 1,151,346 1,102,785 921,303 
Week of September 11............ 1,031,081 975,499 1,061,781 
Week of September 18............ 1,187,011 1,098,627 1,076,847 

NE, Spas nates earns. carn *,. .38,068,949 36,771,919 34,613,989 





COMMERCIAL AVIATION 


The Trafic World Washington Bureau 


Methods of encouraging the development of commercial 
aviation have been discussed by President Coolidge and the 
members of his cabinet, according to a spokesman for the Presi- 
dent. The government, it was said, wished to do everything 
possible to aid in the development of that new agency of trans- 
portation. 


The War Department has from 10,000 to 12,000 “Liberty” 
airplane engines which were built for war purposes, and it has 
had under consideration proposals to sell the engines for use in 
commercial planes at a price considerably lower than similar 
engines could be obtained for from manufacturers. However, 
it was said, the desire of the government was not to do anything 
that would interfere with activities of private manufacturers of 
airplane engines, because it wished to see such manufacture 
progress. It was indicated that, if a plan could be worked out 
that would be unopposed by airplane engine manufacturers, the 
“Liberty” engines might be offered for sale for use in commer- 
cial planes. 

Assistant Secretary of War F. Trubee Davison, in an ad- 
dress, September 25, at the dedication of a municipal airport at 
Buffalo, N. Y., said he wished every city in the country would 
follow the example of Buffalo in establishing an airport. After 
referring to War Department aviation activities and plans, Mr. 
Davison said: 


The development of commercial aviation is very important, not 
only because of its economic possibilities, but also because it is well- 
nigh invaluable from a military standpoint. It will help to make the 
American people air-minded; it will bring home to the consciousness 
of the individual the possibilities and the limitations of flying; it will 
provide a large number of experienced pilots; it will build up an 
aeronautical industry that will be trained and equipped to withstand 
the pressure of emergencies; and it will stimulate our native inven- 
bs nt genius to reach new heights of development in the field of avia- 

ion. 

There is no doubt about the fact that many more people would 
be flying every day if they did not have in the back of their minds 
the dangers which are commonly supposed to accompany it. I wish 
more people could realize that during the past few years experience 
has shown the constantly increasing reliability of air transportation. 

It is generally agreed that the most promising way to carry on 
flights between distant points—and it is over long distances that 
aviation makes its greatest contribution—is over what is known as 
airways. These airways are carefully selected routes through the 
air over territory which is well known and which provides adequate 
landing facilities. The army has had for some time, and is con- 
tinuing to expand, a series of military airways which run, generally 
speaking, from New York to the middle west as far as Kansas City, 
and then south to San Antonio, Texas. Many flights over these air- 
ways are conducted each year. In fact, at almost any hour of the 
day or night machines can be heard humming their way along at 
high speeds. The results which have been obtained by the army 
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over these airways justify the belief that air travel will some day 
be an accepted means for general transportation. 

During the past four years the war department planes have flown 
over the airways more than 1,200,000 miles, and have had only one 
serious accident. 

That is equal to forty-eight times around the world—and, to me, 
constitutes a very important and significant story! To travel that 
far, and with such safety, is impressive, and the American people 
should know more about it. No one will deny that circling the globe 
some forty-eight times is a pretty long journey, and, that when only 
one death has occurred in traveling this number of miles, the risk 
is almost negligible. 

This army record proves that as time goes on, as new airways 
are developed, as technical progress is made, and as navigation diffi- 
culties are overcome, transportation through the air will become a 
comparatively safe method of travel. 

‘The opening of this airport, and other airports from Maine to 
California, have, therefore, more than a municipal significance. They 
are part and parcel of a growing national movement, and we may 
all well rejoice in this indication of constant progress. 

The citizens of Buffalo have made a great contribution to that 
progress. You have built upon rock and not upon sand. I con- 
gratulate you on the splendid result of your efforts, and hope that 


I will often have the pleasure of using the superior facilities of your 
great airport. 


ASKS STRIKING OF LETTER 


Asserting that the letter of John L. Lewis, president of the 
United Mine Workers of America, addressed to the Commission 
in No. 16340, Illinois Coal Traffic Bureau et al. vs. Alton & 
Southern et al., and the cases joined therewith, was not only 
“replete with inaccurate and false statements, but it is couched 
in such intemperate and insulting language that it should be 
stricken from the record,” J. V. Norman, in behalf of the West 
Kentucky Coal Bureau, has treated it as if it were exceptions 
filed by the head of the miners’ organization. His suggestion is 
that it be stricken, although he makes answer to it notwith- 
standing that, as pointed out by him, neither Mr. Lewis nor the 
United Mine Workers of America are parties of record. 

“Ordinarily,” says Mr. Norman, “we would not be concerned 
with a letter of this kind which, of course, was written and 
published as a part of the propaganda in which Mr. Lewis so 
successfully indulges, and which he never intended as an argu- 
ment to the Commission, but we feel that certain of his state- 
ments, however intemperately and improperly made, should be 
answered in justice to the examiner who is so bitterly and 
unfairly assailed.” 


He was referring to the attack made upon Attorney-Ex- 
aminer W. A. Disque, who was characterized not only as pro- 
railroad, but non-union as well, because he remarked, in com- 
menting upon testimony, that the wage scale in the union 
districts was higher than in the non-union, and that the higher 
scale so affected the cost of production that the operators in 
the Indiana and Illinois fields were having great difficulty in 
meeting their competitors’ prices. That caused Lewis to refer 
to Disque as making “an open, wanton, and undisguised attack 
upon the present wage structure in the organized coal mining 
districts of this country.” Commenting on the Lewis letter, 
Mr. Norman, in part, said: 


Mr. Lewis later makes the statement: “The examiner for your 
Commission, with careless abandon, dismissed the claim of the 
Illinois and Indiana petitioners by attacking the wage scale of the 
unionized industry. By doing so he has demonstrated that his 
sympathies are not only pro-railroad, but non-union ‘as well.” We 
submit that nowhere in the examiner’s report can any sentence 
or word be found which can be construed as an attack on the wage 
scale of the unionized industry. The examiner contents himself 
with the finding of fact that the wage scales of Indiana and Illinois 
“are so much higher than those of non-union fields in other states 
and so affect production costs that the operators are having great 
difficulty in meeting their competitors’ prices.”” No place does the 
examiner say’ that in his opinion the wage scale in Illinois and In- 
diana is unduly high or that the wage scale in the non-union field 
is unduly low. The examiner might well have found from the evi- 
dence that the Indiana-lllinois wage scale is unduly high since it 
was so described by all witnesses who testified concerning it, but 
the examiner did not find it necessary to make any such finding on 
the subject. He favored the United Mine Workers by his failure to 
make a finding against them as to a fact which was established by 
the uncontradicted evidence, yet he is attacked by their representa- 
tive as being “not only pro-railroad, but non-union as well.’’ 

With the characteristic inconsistency of all stump-speakers, Mr. 
Lewis, after making the statement that the Commission should ad- 
just freight rates based upon transrortation conditions, then proceeds 
to point out the unemployment existing in the Indiana coal fields as 
a reason for changing the freight rates. 

We submit that the Lewis letter is not only replete with inac- 
curate and false statements but that it is couched in such intempe!- 
ate and insulting language that it should be stricken from the record. 





TARIFF RULE INTERPRETATION 


Secretary McGinty of the Commission has sent the follow 
ing tariff rule interpretation to the carriers: 


The Commission has been requested to rule whether or not during 
the period of suspension carriers under authority of Rule 56 of Tal- 
iff Circular 18-A may make reductions in rates held in force by rea 
son of suspension order which contains the following provision: 

_ ‘It is further ordered, That the rates and charges and the regl- 
lations and practices thereby sought to be altered shall not be chang! 
by any subsequent tariff or schedule, until this investigation and 
suspension proceeding has been disposed of or until the period 0° 
suspension and any extension thereof has expired, unless authorized 
by special permission of the Commission.” - 

The above query has been given consideration by the Commission 
and it directs me to announce that Rule 56 of Tariff Circular 18-A 
is to be construed as a standing special permission within the meaning 
of the suspension order and that thereunder, carriers may make re- 
ductions in rates which exceed the aggregate of intermediates in 
the manner prescribed in the rule. 
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_ be called the sloppy tariff publications of the carriers. 
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_ Current Topics 
in Washington | 


Shipper’s Routing Responsibility—Unless the Commission 
soon finds solid ground on which’to place its feet, and clearly 
indicates that solid ground, shippers will not be able to tell, 
in advance, what rate they will have to pay, except, possibly, 
between two points on the same railroad between which there 
is no junction point with any other railroad. Within the week, 
in No. 16779, Frank T. Miller vs. Central of Georgia et al., the 
complainant was deprived of the lowest rate on peaches be- 
cause he did not designate the routing beyond the end of the 
Atlantic Coast Line. In the more or less celebrated Standard 
Oil of Indiana case, the shipper designated the cheapest route, 
but he has, thus far, lost the benefit of the lowest rate, not- 
withstanding that he designated the route. In no case that 
can be recalled has a shipper who designated a higher rated 
route been able to get the benefit of a cheaper route. (See 
Underwriters’ Salvage Co. vs. L. & N., this issue.) Frankly, it 
seems that, to a certain extent, the rule works only one way— 
for the benefit of the carrier. True, there is a difference be- 
tween perishable and dead freight. In the Miller case—that is, 
the peach case—the carriers did not prove, at least the report 
did not show, that the cheapest route, the one through Cincinnati, 
offered such slow service that it would have been sheer idiocy 
for the carriers to have sent the peaches through Cincinnati, 
on their way from Georgia to Jamestown, N. Y. The Commis- 
sion excused the railroads in the peach case by saying that, 
doubtless, the complainant was familiar with the practice of 
the trade and the carriers of pending perishables to Potomac 
Yard, so they might be reconsigned from that point, and that, 
if he wanted an unusual, circuitous movement, he should have 
inserted the necessary instructions in the bill of lading. The 
Standard inserted the routing in its bills of lading, but, up to 
this time, it has not yet received the benefit of its traffic man- 
ager knowing about open routes, shipping over which would 
have the effect, by reason of the intermediate point rule, of 
cutting the rate via the obvious routes—that is, the routes the 
veriest tyro in traffic matters would know about, because he 
had traveled them in a passenger coach. Miller is punished 
because he did not specify circuitous routing and the Standard, 
because it specified routing the Commission said was circuitous, 
is not to have the benefit of the routes left open by what. may 
A remedy 
for the situation, perhaps, would be for the Commission to 
enforce the rule that, if a carrier or carriers left a route open, 
it or they had to “protect” the rate—that is, allow the shipper 
the benefit of the rate, regardless of what the protection might 
cost the carriers. In the oil case, the cost might be millions, 
as alleged. Enforcement of the rule, laid down in scores of 
cases, might have the effect of making the higher officials of 
the carriers give some attention to their tariff publishing forces. 
It is notorious that tariffs are made up, in many instances, by 
youngsters whose knowledge of English is so limited that they 
do not know how to express the intentions of those who told 
them to publish such and such rates. As examples of English 
a good many tariffs might be cited as attempts by beginners, 
familiar with some other language, to express technical ideas 
in a language with which they had only a bowing acquaintance. 
Enforcement of the rules and regulations in Tariff Circular 18-A, 
so far as can be recalled, has never been severe enough to 
attract the attention of the higher executives, at least for not 
more than a few minutes at a time. Atrocious English in the 
tariffs and tenderness of the Commission for the revenues of 
the carriers, it may be suggested, has brought about a situation 
in whicb the shipper may be excused for saying that he was 
getting h— if he did and h—if he did not specify the routes 
he desired to be used, with the burden on him of guessing 
whether it is or is not the duty of the carrier to give him the 
benefit of the cheapest route. 








And Now It Is Coke to the Front.—It is suggested that the 
futile conference on the subject of rates on coke from the Ala- 
bama ovens to points in central territory brings forward the 
fact that coke is one of the commodities on which a rather 
general revision of rates is indicated as needful. Before the 
Commission received the power to prescribe minimum rates, 
there was always the possibility of some strong-minded railroad, 
such as the Louisville and Nashville, the Southern, or the 
Illinois Central, taking the problem into its hands and making 
a settlement that would cause its neighbors to hesitate a long 
time before starting something in the way of a rate war. Now, 
however, all the Louisville and Nashville can do is to fret and 
keep the subject before its neighbors until they agree to some 
Sort of settlement or put the proposition before the Commission 
in such way as to force it to make a settlement. One thing 
the conference seemed to bring out was that there was some- 
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thing wrong with the rates from Connellsville and the C. F. A. 
scale generally. The fundamental question, aside from _ the 
quality of the rates from Connellsville, is as to whether the 
coke should be made near the mines or near the points of con- 
sumption. The by-product oven idea is that the coal should 
be hauled to the point of consumption and there converted into 
coke, because there is a call for coke for domestic use in an 
area where there are steel plants and other big industrial op- 
erations, while near the mines there is often no such outlet 
for the part of the production that goes into domestic consump- 
tion. When the steel industry was concentrated near Pitts- 
burgh, the beehive ovens of Connellsville were ideally located. 
They may still be so located, but the by-product men are inclined 
to say that the development of by-product plants at the points 
of consumption indicates that they are not so well located as 
formerly. Relatively, Connellsville is not as great a factor in 
the coke industry as it was at one time. Whether that is due 
to rates, primarily, or to rates and other things, it would seem, 
is a thing for the railroads serving Trunk Line and C. F. A. to 
consider in an enlightened, unselfish way and, thereby, it may be 
suggested, make the Commission’s problem easier. The C. F. A. 
lines have incomplete plans of that sort. 





Who Is Back of the Idea?—The vitality of the idea that the 
Commission should be put under the control of or made respon- 
sible to some member of the cabinet is explicable to those who 
think such a move would be calamitous, if lawful, only on the 
theory that someone in public life has an inextinguishable long- 
ing for power. Secretary Hoover, time and again, has denied 
that he has any longing definable in the terms of the suggestion 
recently made by Representative Wood, of Indiana. It is, 
therefore, necessary to look beyond Mr. Hoover. Time was 
when railroad executives thought there should be a department 
of transportation in the cabinet. But they have not been doing 
anything with that, at least not openly, since the passage of 
section 15-a, making the Commission responsible for the welfare 
of the carriers. It is, therefore, a first-class mystery. The Com- 
mission’s quasi-judicial work so far overshadows its executive 
functions that placing the Commission under a cabinet officer 
would be a fine case of allowing the tail to wag the dog. The 
Commission is an alternative to the courts when a shipper de- 
mands reparation. If the shipper elects to go to the Commis- 
sion, the doors of the courts are automatically closed to him. 
The Commission is the substitute. So much of a substitute has 
it become that the average judge would throw a shipper out 
of court were he to demand that it pass on the reasonableness 
of rates in the past. The courts never had the power, because 
it is purely legislative, to say what would be a reasonable rate 
for the future. Imagine the political possibilities had a cabinet 
officer the power to supervise the Commission’s rate work. 
Imagine a not impossible case in which the Democratic south 
came into a clash with a Republican part of the country. Or 
imagine a case in which southern shippers were in a clash with 
other shippers and the Republican cabinet officer supervising 
the‘ work of the Commission thought he needed a few dozen 
‘delegates from the south from which he could never hope to 
obtain an electoral vote. Anyone who has ever had any po- 
litical experience knows that, no matter how honest a cabinet 
officer might be, in such cases he certainly would be suspected 
of having decided them for the political benefit that might ac- 
crue. Rate-making, the chief work of the Commission, is leg- 
islative. Keeping it as many miles away from politics as pos- 
sible is the only thing a sane man, not blinded by a longing for 
power, it is believed, could desire. 





Liberty Bond Transactions.—The latest development in the 
Teapot Dome scandal and the testimony in the prosecution of 
Harry M. Daugherty and Thomas W. Miller have had the effect 
of reviving much of the under-cover talk of the prevalence of 
corruption in the war and after the war period. In Washington 
it is possible to hear stories to the effect that this, that, or 
the other man in the Wilson or Harding administrations got 
such and such sums in Liberty bonds as bribes. Seemingly, it 
was the fashion to demand pay in the things that, in the mind 
of the ordinary citizen, would create the impression that the 
holder of such a bond had been patriotic to the extreme of 
subscribing until it hurt, because he found it necessary to part 
with one or more bonds. No one, however, other than officials 
who were in office under Harding, has been indicted. The de- 
velopments have caused so much of a revival of the old stories 
that one can easily understand why someone once said that 
if a man desired to remain a patriot he should keep away from 
Washington. 





This Land of Opportunity—An American, who, for a second, 
can look on what has been done in Russia as affording an 
example for what should be done here, it might be suggested, 
must be a densely ignorant person. If there is anything in the 
United States that keeps a man from rising to the highest point 
any human being could hope to reach, aside from a Methodist 
minister being chosen bishop of Rome, or a man born outside 
of the United States becoming President thereof, it is so deeply 
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hidden as to be imperceptible to the vast majority of mentally 
acute men. Europeans come here and attain first rank, as, for 
instance, Steinmetz, the electrical wizard. Sons of Europeans 
who came here under the double handicap of maturity and 
familiarity with a language not related to English, seem to 
have no trouble in making their way to the front. A case such 
as that is shown by A. Gusack, until a relatively short time 
ago a messenger at the Commission. Born of Russian parents, 
he seems to hold promise of going fairly far before his parents 
are gathered to their fathers. Gusack has completed a chrono- 
logical list of all decisions of the Supreme Court of the United 
States (including the proper use of the name of that tribunal, 
a thing not always done by lawyers) in which each paragraph 
of the interstate commerce act has been construed. It includes 
decisions made at the last term of court. There may be other 
compilaltions of that sort, but they are not common. The list 
is simple. It can be used by lawyers of experience in practice 
before the Commission. It might not do for those wholly un- 
familiar with its practice, though the words used to indicate 
the character of the cases, it would seem, should be enough 
to give the lawyer seeking for citations, plenty of information 
for any sort of search he was undertaking. It might be in- 
teresting to inquire whether an American boy transplanted to 
Russia would have opportunities in that land of pink delight 
to go as far as the former Commission messenger. 





St. Tunney, Patron of Rate Clerks.——Eugene Tunney, the 
new heavyweight champion, it develops, was not a freight 
checker, as alleged, but a stenographer and rate clerk. True, 
he says, his salary never was large. There are several thou- 
sands of rate clerks, it is believed, who will make oath that no 
rate clerk ever received a large salary, so Tunney need not 
take a special amount of pity for himself. His salary, the 
champion said, was $15 a week for a while. Then he asked for 
an increase and got $15.50. In all modesty, he thinks, he can 
say he earned the increase as well as the basic sum of $15. 
To that, it is suspected, he can also obtain an amazing chorus 
of amens. Another suspicion is that real rate clerks will figure 
that Tunney got no farther as a rate clerk than the holding 
of a position in a freight house where he quoted rates from a 
chart that had ben prepared by experienced rate men; in other 
words, that he never got to the point of professing to be able 
to take a Leland and a Countiss tariff into a ring and tell them 
to fight out the question as to which contained the applicable 
rate in that no man’s land in the far southwest where the rule 


of alternative application is supposed to be the most potent 
of all rules.—A. E. H. 


SOUTHERN CLASS RATES 


The Trafic World Washington Bureau 


The Louisville, Henderson & St. Louis has asked the Com- 
mission to relieve it of the duty, imposed by the Commission’s 
supplemental report on reconsideration, in No. 13494, Southern 
Class Rate Investigation, of increasing its rates. It desires to 
be left in possession of its present rate structure. 


“No one has asked for these changes,” says the petition, 
commenting upon what the order would require the petitioner 
to do. “No one wants them, and no one opposes this petition. 
It is submitted that an adjustment of rates which has been pre- 
scribed by the Commission after full hearing, its present adjust- 
ment which has been in effect for some time without complaint, 
which has been generally satisfactory to carriers and shippers 
alike, and which both the carriers and its .patrons desire to be 
continued, should not be disrupted or abandoned, especially 
where substantial increases will result, where the carrier will 
be greatly handicapped in competing with other carriers, with 
water carriers and with motor trucks, where communities and 
industries will be deprived of long standing competitive relation- 
ships and placed at a serious disadvantage as compared with 
their competitors, where many departures from the provisions 
of the fourth section would result, and where no interest would 
be advanced by the proposed changes.” 

The petitioner has its rails along the Ohio River and is in 
competition with lines in C. F. A., boats on the Ohio River, and 
motor trucks on a federal highway, closely paralleling its road. 
It said it understood that the rates prescribed were maxima and 
that it could, with the concurrence of other carriers continue 
present rates except where they might be higher than those 
prescribed. It said, however, that it preferred to be excepted 
from the order so that it would be relieved of the burden of 
making arrangements for a continuance of its present rate 
structure. 

The American Short Line Railroad Association, in behalf of 
the lines represented by it, in No. 13494, Southern Class Rate 
Investigation, has asked for modification of finding 13, so as to 
enable the short lines to simplify their tariff publications and 
avoid the spending of much money. The finding as at present 
is defective, in the opinion of the short lines, in that it provides 
for arbitraries on joint hauls, only when in connection with a 
standard railroad and contains no provision for joint hauls from 
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one short or weak line to another short or weak line; also in 
that it provides that the short lines must use the K-1 scale in 
order to avail themselves of the arbitraries as provided in 
Appendix L-1. 

Application has been made for the Albany (Ga.) Chamber 
of Commerce for a modification of the order in No. 13494, so as 
to change the boundaries of Group 12 shown in Appendix N-1 
of the report in 109 I. C. C. 300, so that Albany may be included 
in Group 11. Chairman Eastman, in announcing the filing of 
the application, said that any representative of the carriers, 
shippers or other parties to the proceedings, who desired to 
comment upon this request prior to action by the Commission, 
might have the opportunity to do so by filing a statement in 
writing, not later than October 14. He said the Commission 
would prefer that such statements be printed, but that they 
would be received in mimeographed form if time limitations 
make printing impracticable. He said that fifteen copies should 
be supplied to the Commission, ten to Charles Barham, chairman 
of the Southern Freight Association at Atlanta, and ten to J. 
Prince Webster, attorney for the petitioner, also at Atlanta. 

The Norfolk-Portsmouth Freight Traffic Commission has 
asked for permission to intervene in No. 13494, Southern Class 
Rate Investigation, in support of the petition of the Montgomery 
Chamber of Commerce and Nashville Traffic Bureau for a modi- 
fication of the second supplemental report, 113 I. C. C. 200-228. 
The petitioner said it adopted and made its own the allegations 
in the first six paragraphs, inclusive, of the Montgomery and 
Nashville petition, except that in its opinion, that whatever scale 
is finally prescribed shall apply regardless of the number of lines 
involved. 

A paragraph in the petition of intervention, the meaning of 
which does not seem to be obvious, is as follows: “Petitioner 
believes that the scale fixed by the Commission in its first sup- 
plemental report (Appendix K-1, 109 I. C. C. 337-338) is too high 
for application ‘between Norfolk and Portsmouth, Va., and points 
in the south and southeast, and that rates not in excess of those 
that would result under Appendix K-1, above referred to, should 
be prescribed for application to class traffic moving between the 
Virginia cities referred to and the south and southeast.” 

The petitioner asks the Commission further to modify its 
supplemental report by eliminating the advances authorized in 
the Appendix K-i scale for distances beyond 150 miles. 


PETITIONS FOR REHEARING, ETC. 
The Illinois Central, New York, Chicago & St. Louis, Penn- 
sylvania, and Chicago & Alton, W. W. Wheelock and W. G. Bierd, 
receivers; respondents, in No. 14534, rates, regulations and 


practices of Peoria & Pekin Union Railway Company at Peoria, © 


Ill., and near-by points, I. and S. No. 1455, intermediate switch- 
ing charges at Peoria and Pekin, Ill., I. and S. No. 1596, inter- 
mediate switching charges at Peoria, Ill., I. and S. No. 2395, 
switching charges at Peoria, Ill., and No. 13110, Minneapolis & 
St. Louis Railroad vs. Peoria & Pekin Union Railway, have 
asked the Commission for rehearing, and/or reargument, and/or 
modification of the opinion and order. 

The Director-General, defendant in No. 14849, S. W. Thaxter 
& Company vs. Director-General, as agent, and in No. 15289, 
Crown Willamette Paper Company vs. Director-General, as agent, 
et al., has asked the Commission to dismiss for lack of prosecu- 
tion. 

The defendants, by Agent E. Morris, in No. 16170 (and Sub. 
No. 1), Eastern Lime Manufacturers’ Traffic Bureau et al. vs. 
Akron & Barberton Belt et al., have asked the Commission to 
further modify its order dated May 10, 1926, by changing the 
effective date thereof from November 20, 1926, to January 1, 1927. 

The Texas Sugar Refining Company, intervener in No. 14781 
and Sub. Nos. 1, 2 and 3, Oklahoma Traffic Association et al. 
vs. Alabama Great Southern Railway et al., has asked the Com- 
mission to grant reargument and reconsideration therein, and 
for modification of the report and order of the Commission dated 
July 9, 1926. 

The complainant in No. 17284, Chicago Carton Company vs. 
Chicago, Burlington & Quincy et al., has asked the Commission 
to grant a rehearing therein. 

The Chicago Association of Commerce has asked the Com- 
mission to set aside the order and to grant rehearing in No. 
15452, The Harbauer Company vs. Ann Arbor et al. 

The Oklahoma Cottonseed Crushers’ Association, in the 
name and on behalf of its members, has asked the Commission 
for modification of its order of September 11, 1925, in No. 14150, 
Corporation Commission of Oklahoma vs. Abilene & Southern 
et al. 


CHANGE IN DOCKET 


Hearing in I. and S. No. 2757, vegetables from Virginia to 
Central Freight Association territory, and fourth section ap 
plication No. 1074—filed by Norfolk Southern R. R.—in re 
charge transportation vegetables from points in Virginia to des- 
tinations in C. F. A. territory, assigned for September 27, at 
Washington, D. C., before Examiner Brennan, was postponed to 
a date to be hereafter fixed. 
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SAND TO INDIANAPOLIS 


The Commission, by division 4, in No. 16932, American Radi- 
ator Co. et al. vs. Detroit & Toledo Shore Line et al., mimeo- 
graphed, found the rate charged on five carloads of refuse sand 
from Detroit to Indianapolis, shipped in 1922, unreasonable, 
awarded reparation and ordered a rate not exceeding $1.89 per 
net ton established not later than November 10. It found that 
one carload was overcharged and directed refund. 

Fourth section application No. 2072 was heard in connection 
with this case. Authority to continue to disregard the fourth 
section in rates on refuse sand was denied in fourth section 
order No. 9368, as of December 20. 

The complaint alleged that the rates on six carloads were 
and the present rates are unreasonable, unjustly discriminatory 
and unduly prejudicial to the extent they exceeded, exceed or 
may exceed the rates from Detroit to Columbus or Cincinnati, 
O., and that the rates were in violation of the fourth section. 
Sixth class rates were collected. 

One of the cars moved, as routed, Michigan Central and 
Monon. The others moved over the Shore Line, Nickel Plate 
and Monon. At the time they moved there were commodity 
rates of $1.64 from Detroit to Columbus and $1.89 to Cincinnati 
maintained by both the Michigan Central and the Shore Line. 

Application of the intermediate rule was the main question 
as to the rates to Columbus and Cincinnati in relation to In- 
dianapolis. The Michigan Central maintained the ordinary rule. 
The Shore Line rule was limited so that the rate to be applied 
at the intermediate point was limited to an intermediate point 
on the “same line.” The Commission found as follows: 


We are of the opinion that the Cincinnati rate of $1.89 was ap- 
plicable on the shipment which was routed, and moved, over the 
Michigan Central and Monon because of the absence of any restric- 
tion in the tariff prohibiting a movement via Michigan City. As 
to the remaining five shipments which moved by the Shore Line and 
connections, the words ‘‘on the same line’ in the intermediate rule 
required that the intermediate point be on the line of the same car- 
rier as the more distant point te which a rate is published. The 
rails of the Monon do not reach Cincinnati; therefore, the intermediate 
rule of the Shore Line tariff did not apply to the shipments which 
moved over that line and were delivered by the Monon at Indian- 
apolis. However, as no routing restrictions were published and as 
shipments to Cincinnati_could be_routed through Indianapolis, the 
higher class rate from Detroit to Indianapolis contravened the :long- 
and-short-haul provision of the fourth section. This departure was 
protected by fourth-section application. By no reasonable construc- 
tion of the tariffs could the $1.64 rate to Columbus be held to apply 
via Indianapolis. 

_. We find that the rates assailed were, are, and for the future 
will be unreasonable to the extent that they exceeded, exceed or 
may exceed $1.89, which rate we also find was the applicable rate 
on the shipment which moved via Michigan City; that complainant, E. 
Rauh & Sons Fertilizer Company, made the shipments described 
and paid and bore the charges thereon; and that it has been damaged 
in the amount of the difference between the charges paid and those 
which would have accrued at the rates herein found reasonable; and 
that it is entitled to reparation, with interest. Complainant should 
comply with rule V of the Rules of Practice. 


SPELTER BY-PRODUCTS RATES 


Following the principle laid down in Lissberger & Co. vs. 

P. R. R. Co., 81 I. C. C. 645, the Commission, by division 4, in 
No. 16286, B. Lissberger & Co. et al. vs. Pennsylvania et al., and 
No. 16701, Federated Metals Corporation et al. vs. Pennsylvania 
et al, mimeographed, has ordered a revision of rates on spelter 
by-products to be made not later than November 10, between 
points in New England and Eastern Trunk Line territories on 
the basis of 85 per cent of sixth class. It found the present 
rates unreasonable and awarded reparation. 
_ _It found rates on like traffic from points in Canada to points 
in Eastern Trunk Line territory unreasonable to the extent that 
the joint and several liability of American carriers, parties to 
Joint rates, subjects them to liability for damages caused by 
unreasonable rates. That is in accordance with the rule laid 
down in International Nickel Co. vs. Director-General, 66 I. C. C. 
627. Reparation on that account was also awarded. Commis- 
Sloner Woodlock dissented on that phase. 

Rates in like traffic from points in central territory, and 
from western termini points, not including Pittsburgh, Pa., to 
Trenton, N. J., were found not unreasonable or otherwise unlaw- 
ful. Rates on traffic from Pittsburgh to Trenton were found 
unreasonable and reparation was awarded. 

Hearings were had in connection with these cases on fourth 
Section applications Nos. 2060 and 2073. The Commission said 
that, with respect to fourth section departures in the 17-cent 
rate from Pittsburgh to Pamerton, N. J., the publication of Rule 
77 of Tariff Circular 18-A, as was the fact, was a compliance 
With the requirements of the fourth section. It added that the 
publication of the 17-cent rate in that manner was equivalent to 
an admission by the defendants that the higher rate to Trenton 
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was unreasonable. 
to Palmerton. 

The question whether relief of the nature sought, in respect 
of rates to rates to Trenton, Phillipsburg and Palmerton, should 
be granted, the report said, was involved in the Eastern Class 
Rate Investigation. Therefore, under the conditions, action on 
the applications under consideration was deferred. 

The title complaint alleged, the report said, that the rates 
on spelter by-products, that is, zinc dross, ashes, skimmings and 
residue, from points of origin in Canada, the New England 
states, Eastern Trunk Line territory to Boston, New York, 
Trenton, Philadelphia, Newport, Del., and Baltimore were un- 
reasonable, unjustly discriminatory and unduly prejudicial. In 
the other complaint it was alleged that the rates on spelter 
by-products and also on sal ammoniac skimmings from points of 
origin in Pennsylvania, Ohio, West Virginia, Michigan, Indiana, 
Illinois, Wisconsin and Missouri were in violation -of the first, 
third and fourth sections, and also that the rates from points in 
New England to Trenton were unreasonable, unjustly discrimi- 
natory and unduly prejudicial. It said that the repetition in 
the second complaint, as to rates from New England to Trenton, 
was due to the omission of the New Haven road as a defendant 
in the first complaint. ; 

The complaints, the report said, were predicated, in part, 
on the earier Lissberger case, supra, in which the rates on zinc 
or spelter by-products, rated sixth class in Official Classification 
territory, were attacked. In connection with that case it was 
agreed that the carriers should publish rates on the by-products 
not higher than 85 per cent of the sixth class, except that where 
there were commodity rates that were lower they would not be 
disturbed. 

Dispuate arose as to whether the agreement was carried out. 
The carriers claimed they had done so. The complainants con- 
tended the rates established were not in accordance with the 
agreement which provided for “between” rates. The carriers 
urged that the agreement did not contemplate the establishment 
of commodity rates on zinc by-products on the same basis as 
those on spelter, except where the rates on the latter commodity 
applied in the same direction. The Commission said that inas- 
much as the agreement used the word “between” and not the 
words “from and to” defendants’ contention was not sound. 
After saying that the allegations of unjust discrimination and 
undue prejudice had not been sustained, the Commission dis- 
posed of the matter by saying: 


The rate to Trenton is 2 cents higher than 


Following Lissberger & Co. vs. P. R. R. Co., supra, we find that 
the rates assailed on interstate shipments of spelter by-products, in 
carloads, between points in New England and eastern trunk line ter- 
ritories were, are, and for the future will be unreasonable to the 
extent they exceeded, exceed or may exceed 85 per cent of the con- 
temporaneous sixth-class rates between the same points, except that 
between points where commodity rates were and are maintained on 
spelter, lower than 85 per cent of the sixth-class rates, the rates 
assailed were, are, and for the future will be unreasonable to the 
extent that they exceeded, exceed or may exceed such commodity 
rates. 

We further find that the rate assailed on shipments of spelter 
by-products, in carloads, between points in central territory, or west- 
ern termini points, and Trenton, N. J., were not and are not unrea- 
sonable or otherwise unlawful, except that the rate from Pittsburgh to 
Trenton was unreasonable to the extent that it exceeded 17 cents per 
100 pounds. ; 

We further find that the rates assailed on shipments of zinc by- 
products, in carloads, from points in Canada to points in New Eng- 
land and eastern trunk line territories were unreasonable to the ex- 
tent they exceeded 85 per cent of the contemporaneous sixth-class 
rates between the same points. 

We further find that the shipments were made as described; that 
complainant or its predecessors, B. Lissberger & Co., the Eagle Smelt- 
ing & Refining Works, or the Trenton Smelting & Refining Co., paid 
and bore the charges thereon and were damaged thereby in the sum 
of the difference between the charges paid and those which would 
have accrued at the rates herein found reasonable, and that complain- 
ant is entitled to reparation, with interest. As previously stated the 
New York, New Haven & Hartford is not named as a defendant in 
Docket No. 16286. Complainants should comply with Rule V of the 
Rules of Practice, furnishing separate statements for each docket. 


RESPONSIBILITY ON SHIPPER 


A decision which seems to put a large amount of responsi- 
bility on the shipper to select the cheapest route, for perishable 
freight, in instances where the tariffs do not restrict routing, 
has been made in No. 16779, Frank T. Miller vs. Central of 
Georgia et al., mimeographed. The Commission, by division 4, 
found that a carload of fresh peaches, from Powersville, Ga., to 
Jamestown, N. Y., shipped on July 19, 1924, was not misrouted. 
It found, however, that there was an overcharge. It directed 
the refund of the overcharge and dismissed the case. 

The car was tendered to the Central of Georgia, the bill of 
lading showing Jamestown as the destination and specifying 
routing “Georgia R. R—A. C. L. R. R.” It moved through Poto- 
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mae Yards. Charges were collected at a rate of $2 but refund 
was made to the Buffalo combination of $1.455. Later the rail- 
roads said they had discovered a combination, based on Macon, 
Ga., of $1.265 and that refurid would be made to that basis. The 
Commission said that that should be done. . 

Attack was made upon the reasonableness of the rate, the 
Commission said, but that the complainant, apparently, rested 
his case wholly upon the ground of misrouting. He claimed that 
the shipment should have been turned over to the Cheaspeake & 
Ohio at Richmond, Va., for hauling through the Cincinnati gate- 
way on a lower rate, claimed by him to be $1.07. The Com- 
mission said the rate was $1.04 to Buffalo and that over that 
route the ultimate destination was intermediate between Powers- 
ville and Buffalo. 

On account of the seeming importance of the case to 
shippers who depend upon that part of the law which seems to 
put the responsibility of finding the cheapest route upon the 
carriers, the discussion of the facts also seems of importance. 
In part the Commission said: 


Pointing out that the shipment was routed by complainant 
over the Georgia Railroad and Atlantic Coast Line for the avowed 
purpose of sending it through Potomac Yard for reconsignment 
to some other market, defendants assert that peaches are gen- 
erally billed to Potomac Yard or to the Ohio River and thence 
reconsigned to consuming markets in the East or West. Because 
of this practice, they urge, the logical route beyond Richmond 
was that actually used. They contrast the distance of 1,642 miles 
by the claimed route with that of 1,190 miles by the alleged actual 
route of movement and 1,025 miles by the short route, viz., Cen- 
tral of Georgia to Atlanta, Ga., Louisville & Nashville to Cincin- 
nati, and Erie beyond. It is their view that the disparity in 
distance shows that complainant intended to reconsign the ship- 
ment to some point east or north of Potomac Yard, and constitutes 
an added justification for their action in sending the car north 
through the latter point rather than west. On exception com- 
plainant denies that it was ever intended to reconsign the ship- 
ment except in the event of its refusal by the purchaser. Such 
denial is inconsistent with one of the allegations in the complaint. 

Defendants also urge that the distance by complainant’s sug- 
gested route is more than 160 per cent of that by the short route, 
and that the former is therefore unreasonably circuitous, espe- 
cially on perishable freight, citing our conference ruling 91 in 
support of that view. Movement over this route, they state, 
would have resulted in a delay of four or five days and would 
have damaged the peaches to an extent which would not have 
been offset by the difference in rates over the two routes. Com- 
plainant, however, states that the shipment was seven days in 
transit; that there is but a light movement of perishable freight 
over the Pennsylvania between Williamsport, Pa. and Elmira, 
between which points local trains only are operated; and that 
between Richmond and Cincinnati there is approximately a 48- 
hour service and between Cincinnati and Jamestown a 36-hour 
service. He denied that the claimed route is 
because of its greater distance. 

There is some testimony for complainant to the effect that 
the routing “Georgia R. R.—A. C. L. R. R.” was inserted in the 
bill of lading by the agent of the originating carrier, from which 
he argues that the shipment, so far as he was concerned, was 
unrouted. The record conveys the impression that he consented 
to routing by way of the Atlantic Coast Line. 

Although the 65.5-cent factor to Cincinnati was not restricted 
as to routing and, therefore, applied by way of Richmond, it 
appears that the customary gateway to the North and East on 
shipments moving over the coastal lines was and is Potomac 
Yard. Complainant was doubtless familiar with the practice in 
this respect; if he desired an unusual and circuitous movement 
he should have inserted the necessary instructions in the bill of 
lading. It would place an undue burden on the agents of carriers 
at origin points such as Powersville to require them to search the 
tariffs for all possible routes over which perishable freight might 
be forwarded at a cheaper rate because of the absence of routing 
restrictions in the tariffs. Under circumstances such as those 
described in the instant case, shippers should not be permitted 
to disclaim all responsibility for the routing of their shipments. 


KEROSENE WAS MISROUTED 


The Commission, by division 4, in No. 17883, Kanotex Re- 
fining Co. vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
has found that the Santa Fe misrouted a carload of kerosene, 
shipped, in October, 1924, from Arkansas City, Kans., to Des 
Moines, N. M., and awarded reparation. The billing showed 
Colorado & Southern delivery. The Santa Fe took the entire 
road haul, giving the delivering carrier only a switch move- 
ment. Charges were collected at a rate of 94.5 cents. The 
Santa Fe said it should have collected a combination based on 
Trinidad, Colo., of 75 cents. The Commission, however, pointed 
out that the Santa Fe was a party to a joint rate of 46 cents, 
the other party to it being the Colorado & Southern, from 
Pueblo to destination. The Commission said that it was the 
duty of the Santa Fe, under the billing, to have sent the car 
by the cheapest route giving the desired delivery. It also 
pointed out that in Associated Oil Co. vs. Arizona Eastern, 112 
I. C. C. 350, it had prescribed a number of maximum rates on 
oil from the mid-continent field to destinations in Arizona and 
New Mexico. It said the traffic in this case was not of sufficient 
importance to warrant any departure from the general basis 
and that therefore no order for the future was necessary. 


illogical merely 


LUMBER CASE DISMISSED 
The Commission, by division 4, has dismissed No. 17795, 
Pine & Cypress Manufacturing Company vs. Louisville & Nash- 
ville et al., mimeographed, finding that the rate charged on a 
carload of dressed pine lumber from Hogansville, Ga., to Norton, 
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Va., in April, 1923, was applicable. The complainant claimed 
the benefit of a proportional rate to Norton, on traffic for 
beyond. The Commission pointed out that Norton was the 
final destination and that a rate intended for lumber going 
beyond could not be applied on a car going no farther than 
Norton. 


STATE RATE APPLICABLE 


The Commission, by division 4, in No. 15764, Traffic Bureau, 
Chamber of Commerce, Lynchburg, Va., vs. Seaboard Air Line 
et al., mimeographed, has found that two carloads of lumber, 
from Trio, S. C., to Spartanburg, S. C., rebilled to Erwin, Tenn., 
in August, 1923, were misrouted and awarded reparation to the 
basis of a state rate equal to 13.75 cents per 100 pounds, Charges 
were collected at an interstate rate of 18.5 cents. The allegation 
of misrouting was based, the Commission said, on the fact that 
the contemporaneous state rate was $33 per car, equal to 13.75 
cents per 100 pounds. The cars were given to the Seaboard, 
billed from Trio to Spartanburg, the billing calling for “C. C. 
& O. delivery.” The route over which that rate was applicable, 
the report said, was Seaboard to Sumter, southern to Columbia 
and Spartanburg. Reparation was awarded to Williams & Mc- 
Keithan Lumber Co., the shipper in whose behalf the chamber 
of commerce complained. In passing on the questions involved, 
the Commission said: 


It develops that the shipments moved over the line of the 
originating carrier to Bostic Junction, N. C., where delivery was 
made to the Carolina, Clinchfield & Ohio, the consignee, for move- 
ment beyond to Spartanburg. The applicable rate from Trio to 
Bostic Junction is 19.5 cents. The consignee carrier, however, 
did not move the shipmens to Spartanburg, but_instead billed 
them “Dead Head” over its line to Erwin, Tenn. The originating 
defendant contends, therefore, that the rate applicable was the 
published rate from Trio to Erwin. Such a contention is not 
sound for the reason that complainant’s contract of carriage with 
the originating defendant called for delivery to the consignee 
at Spartanburg, at which point the lumber was sold f. o. b. to 
the Carolina Clinchfield & Ohio. The fact that the originating 
carrier tendered the shipments to the consignee short of billed 
destination, which tender was accepted and the shipments rebilled 
“Dead Head” to another point, did not obligate the original con- 
signor to pay charges in addition to those applicable under its con- 
tract of carriage. Nor did the act of the Carolina, Clinchfield & Ohio, 
in rebilling the shipments to Erwin deprive complainant of the 
right, under the bill of lading as issued, to have its traffic for- 
warded over the cheapest reasonable available route, which in 
the instant case was the intrastate route over which a rate 
equivalent to 13.75 cents was applicable. 


EASTERN SHORE POTATOES 


The Commission, by division 4, in No. 17262, J. Nooney & 
Co., Inc., vs. Pennsylvania et al., mimeographed, has found rates 
on potatoes, in barrels, from points on the eastern shore of 
Virginia, to Jacksonville, Fla., unreasonable, awarded reparation 
and directed the establishment of new rates not later than 
November 10. The complaint alleged that the rate of 66.5 cents 
applicable from points from 5 to 58 miles north of Cape Charles, 
Va., minimum 36,000 pounds, was unreasonable to the extent it 
exceeded a rate of 52.5 cents on a minimum of 30,000 pounds. 
The Commission found the rate unreasonable to the extent it 
exceeded, exceeds or may exceed 55 cents, but that the minimum 
was not unreasonable. It said the railroads showed that the 
average loading on more than 3,000 carloads of potatoes in 
Trunk Line territory, shipped in November, 1920, was more 
than 42,000 pounds. 


THIRD CLASS TOO HIGH 


The Commission, by division 4, in No. 16465, Parkersburg 
Rig & Reel Co. vs. Baltimore & Ohio et al., mimeographed, has 
found Official Classification third class rating on wooden tanks, 
knocked down, unreasonable to the extent it exceeds Rule 26, 
which is 20 per cent less than third. The new rating is to be 
made effective not later than November 10. 


ROUGH MARBLE RATES 


A finding of unreasonableness, in some instances, and in- 
applicability in others, has been made in No. 16728, Lautz Marble 
Corporation vs. Erie et al., mimeographed, as to rates on rough 
marble, carloads, from New York harbor points, to Buffalo, via 
interstate routes, and reparation awarded. The Commission, by 
division 4, found that the sixth class rates charged on ship- 
ments over the Central of New Jersey and the Erie prior to 
April 25, 1924, and on the shipments which originated at Long 
Island City and moved over the Erie direct prior to January 26, 
1925, were inapplicable, and that the applicable rates were 
commodity rates contemporaneously maintained. It said refund 
of the overcharges should promptly be made. 

Another phase of the case involved allegations of unreasol- 
ableness and fourth section violations on shipments originating 
on the Erie at Army Base No. 3 and Pier A, Erie Basin, Brook- 
lyn. As to them it found that prior to January 26, 1925, the 
rates were unreasonable to the extent they exceeded those con- 
temporaneously maintained from Long Island City to Buffalo 
and awarded reparation to that basis. 

In the first phase the question was one of tariff interpreta- 
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tion, the carriers contending that the marble, in huge blocks, 
imported from Italy, did not come within the meaning of the 
descriptions relating to building stone. The carriers said the 
descriptions were intended to apply to domestic traffic and not 
to import, but the Commission said the intention of the framers 
did not control, the commodity items not restricting the rates to 
domestic traffic or limit the value. 


RATES FOUND APPLICABLE 


The Commission, by division 4, has dismissed No. 17484, 
Cc. H. Wheeler Manufacturing Co. vs. Atlantic Coast Line et al., 
mimeographed, finding not unreasonable the rates charged on 
shipments of condensing machinery, steam condensers, pumps 
and parts, in carloads, from North Philadelphia, Pa., to points in 
Florida, in 1923 and 1924. The case arose out of a change, from 
one tariff to another, in the wording of tariffs, the question being 
as to the meaning of the words “excess in proportion” in con- 
nection with rates per car. The position of those words was 
changed in one of the publications. The Commission said the 
rates charged were the same as those charged prior to the 
switching of the words and the same as charged after the tariff 
note in which they were used was corrected, on April 15, 1925. 


OUT-OF-LINE CHARGE 


An order of dismissal has been made in No. 17203, Pearl- 
stone Mill & Elevator Co. vs. Atchison, Topeka & Santa Fe et 
al, mimeographed. The Commission, by division 4, found the 
out-of-line charge on grain milled at Dallas, Tex., minimum 2 
cents for any increase of haul over the haul from Fort Worth, 
Tex., to the same destinations, not unreasonable or unduly 
prejudicial. The Commission said there was no base upon 
which to place a finding that the charge, denominated a penalty 
by the complainant, was unlawful. The charge was for an addi- 
tional haul of 113 miles which the Commission said did not seem 
unreasonable, the penalty being only two cents per 100 pounds 
when the charge of one cent per ton per mile was not greater. 


SLACK BARREL MINIMUM 


The Commission, by division 4, in No. 17318, Hauber Cooper- 
age Co. vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
has found the present carload minimum of 20,000 pounds on 
slack wooden barrels, from Kansas City, Kans.-Mo., to Enid and 
Tulsa, Okla., unreasonable to the extent it exceeds 10,000 on a 
36-foot car subject to Rule 34 of the Western classification, 
that is, with higher minima for larger cars. The new minimum 
is to be made effective not later than November 10. The Com- 
mission found the present rates not unreasonable. It found the 
charges assessed on the minimum it condemned unreasonable 
to the extent they exceeded those which would have accrued on 
the minimum found reasonable and awarded reparation on ship- 
ments made since July 17, 1925, the day the complaint was filed. 
In disposing of this case the Commission reviewed a number of 
cases in which it dealt with carload minima, which, as in this 
case, could not be loaded, as well as with the rates, saying that 
those in which the minimum was at issue warranted the finding 
as to the minimum in this case. A similar declaration was 
made as to rates, the controlling case in that phase being Hol- 
linshead Co. vs. M. K. & T., 91 I. C. C. 654. 


METALLIC COUCH FRAME RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 17254, Memphis Furniture Manufacturing 
Co. vs. Illinois Central et al., mimeographed. The Commission, 
by division 4, found a rate of 81 cents charged on three carloads 
of metallic couch frames, shipped from Chicago to Memphis, in 
1923 and 1924, unreasonable to the extent it exceeded 61 cents 
and awarded reparation to that basis. It made that finding in 
accordance with what it said in the Crescent Bed case, 102 I. C. 
C. 419. 


SLIGO RULE CASE 


A finding of overcharge and an award of reparation have 
been made in No. 17389, Van Dusen & Baumberger Co. vs. Mis- 
souri Pacific et al., mimeographed, on shipments of gravel from 
Glencoe, Yeatman and Jedburg, Mo., to Greenville, Ill., in Oc- 
tober, 1924. The complaint alleged the charge, at a rate of $1.44 
per net ton, was unreasonable and unlawful. The Commission, 
by division 4, said that the principle in the Sligo case was con- 
trolling in this. It found that the applicable rate was $1.24 
and awarded reparation to that basis. 

Two combinations were published over the route of move- 
Ment. The rate charged was composed of a factor of 50 cents 
to St. Louis and $1.24 beyond. The other was composed of a 
factor of 50 cents to St. Louis, another of 50 cents to East St. 
Louis and 84 cents beyond. The first combination, treated under 
the Kelly combination rule, produced that rate of $1.44 per ton. 

The other combination was $1.24 to the basis of which 
Teparation was awarded. The tariffs publishing the factors upon 
which the $1.44 rate was figured contained specific reference to 
the combination rule. The tariff publishing the $1.24 factor 
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from St. Louis, itself a combination of 50 cents and 84 cents, 
contained a restriction to the effect that the combination rule 
would apply only in connection with through rates where all 
the issues publishing factors carried reference to the combina- 
tion rule and authorized an affirmative application thereof. The 
tariff of the carrier publishing the 50-cent factor to St. Louis 
contained no restriction, the Commission said. The tariff pub- 
lishing the 50-cent factor from St. Louis to East St. Louis, the 
Commission said, made no reference to the combination rule. 
It said that it was apparently because of that fact that the $1.24 
factor was not applied. The complainant relied upon the Sligo 
decisions, 62 I. C. C. 643 and 73 I. C. C. 551. 


SHIPPER-ROUTED CHARGES 


The Commission, by division 4, has dismissed No. 17024, 
Underwriters Salvage Company of New York vs. Louisville & 
Nashville et al., mimeographed, on a finding that the rate of 
89 cents on two carloads of fire-damaged sugar, shipped in June, 
1924, from Jacksonville, Fla., to New Orleans, La., was not un- 
reasonable. Reparation only was sought. The facts set forth 
are that the shipper routed the cars; that they were sent as 
routed; that contemporaneously there was a commodity rate of 
34 cents over other routes and in the reverse direction. The 
shipper contended that it was the duty of the carriers’ agents, 
when they suggested routing, to inform the uninformed agents 
of the complainant that there was a lower rate over other routes. 
It alleged that its representatives, being uninformed about 
rates, asked the carrier agents and on the carrier agent in- 
formation routed the shipments over the route that took the 
fifth class rate. The complainant alleged that that amounted to 
misrouting. 

Disposition was made on the well-established rule that when 
a shipper selects the route he must pay the freight. In part 
the Commission said: 


Complainant’s lack of knowledge does not relieve it from the re- 
sponsibility of having routed the shipments. We have uniformly ad- 
hered to the view, and the courts have so held, that a shipper is 
charged with knowledge of the lawful rate, and that even misquota- 
tion or misinformation of the carriers can not alter the specific 
wording of the tariffs. Under the law defendants were required to 
strictly observe shipper’s routing instructions and to assess charges 
on the basis of the rates applicable over the routes specified. 

Complainant’s only evidence concerning the reasonableness of 
the rate charge was references to tariffs showing lower rates over 
other routes; also to a rate of 34 cents on sugar, in carloads, from 
New Orleans to Jacksonville. No necessity is shown for requiring 
defendants to establish commodity rates on sugar from Jacksonville 
to New Orleans. The movement was sporadic, due to the fire, and 
no probability of a future movement is shown. No evidence was in- 
troduced to show that the commodity shipped was improperly classi- 
fied, and the fifth-class rating under which it moved should not be 
ee merely because commodity rates applied over other 
routes. 


RATES ON PLATE GLASS 


In a mimeographed report by division 3 in No. 16866, South- 
ern Mirror Company vs. Southern et al., the Commission has 
found unreasonable rates on imported plate glass, carloads, from 
New York harbor points to High Point and Winston-Salem, N. C., 
to the extent that they exceeded, exceed or may exceed 84 cents, 
minimum 30,000 pounds, and that complainant is entitled to rep- 
aration to the basis of the rates found reasonable. The rates 
for the future are to be made effective not later than November 
20. Charges on the shipments involved were collected at the 
applicable third-class rates, governed by the southern classifica- 
tion, of $1 to Winston-Salem and $1.08 to High Point, minimum 
30,000 pounds. 


ROUTE CLOSING FORBIDDEN 


The Commission, by division 3, in I. and S. No. 2683, Slag 
from Birmingham group points to Jacksonville, Fla., mimeo- 
graphed, has found the closing of what is known as the Mont- 
gomery route, for shipments of slag from Birmingham, Ala., 
and the furnace points in that district and from Alabama City, 
the latter in the Gadsden district, proposed by the Louisville & 
Nashville, in so far as shipments on joint rates were concerned, 
had not been justified. The schedules are to be canceled and 
the proceeding discontinued. 

This closing of the route, for shipments moving on joint 
rates of $2.03 and $1.91 per net ton, for delivery in Jacksonville 
and for beyond, respectively, was proposed because the Louis- 
ville & Nashville and the Atlantic Coast Line had not been able 
to agree upon a division of the freight money. The joint rates 
have been in effect for a number of years, but no divisional 
settlement has been made. 

Under the proposed schedules the rates mentioned would 
apply on shipments originating on the L. & N., which serves all 
the furnace points, when turned over to its connections in Birm- 
ingham, but would not apply on shipments moved beyond Birm- 
ingham over the Louisville & Nashville. 

The Louisville & Nashville claimed the right to retire from 
the handling of specified traffic over a certain route if it so de- 
sired. The protestants claimed that they obtained better service 
over the Montgomery route than over other routes. The Com- 
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mission said the route would not be closed except as to traffic 
moving on joint rates. It said the record did not show that the 
rates that would apply in the event of the restriction being 
allowed to become effective would be reasonable. The protest- 
ants did not object to the closing of the Montgomery route via 
River Junction, Fla. They admitted, the report said, that that 
was a circuitous route. The Commission said its finding of 
non-justification should not be understood as precluding the clos- 
ing of the route via River Junction. 


COUNTISS RATE APPLICABLE 


The Commission, by division 3, in No. 17367, Texas Company 
vs. Beaumont, Sour Lake & Western et al., mimeographed, has 
found rates charged on shipments of petroleum products, made 
between Sept. 19, 1921, and Jan. 23, 1922, from Gates and Port 

Arthur, Tex., to Alamosa, Leadville, Monte Vista and Salida, 
Colo., inapplicable, directed the refund of overcharges and dis- 
missed the complaint. It found that the applicable rate was 98 
cents. Rates of 133 cents to Alamosa, 139 cents to Leadville and 
Monte Vista, and 124 cents to Salida, were published in a Leland 
tariff. Contemporaneously a Countiss tariff carried a rate of 98 
cents from Gates and Port Arthur to Deming. N. M. 

The Leland tariff, Sup. 34 to his I. C. C. No. 1308, Item 22-b, 
carried the more or less celebrated alternative application rule 
saying that if the rates carried in the Countiss tariff made 
lower than those in the Leland tariff, the Countiss rates were to 
be applied. The complainant interpreted the rule as making the 
Deming rate of 98 cents applicable. Charges were prepaid on 
that basis but on arrival additional charges were collected. The 
burden of defense was assumed by the Denver & Rio Grande 
Western. It contended that it was inconsistent to hold that a 
rate to Deming, 1,200 miles from the destination territory in- 
volved, controlled the rates and that no such intention was had 
when the rates and rules were published. In disposing of the 
matter, the Commission said: 


Whatever may have been the intention of the defendant carriers 
with respect to restricting the application of the lower rate, the 
tariff must be construed strictly in accordance with its language. 
The rule under consideration plainly provides that if the rates and 
charges in Countiss’ tariff applicable from the same points of origin 
to Lago or Deming, respectively, make lower charges than those 
specifically provided in Leland’s tariff the rates and charges in 
Countiss’ tariff in effect to Lago or Deming, respectively, will apply. 
The tariff publishing the rule contained no routing restrictions and 
made all destinations therein, with the exception of Aspen, subject 
to the rule; nor was there any restriction that particular points of 
destination must be directly intermediate to the points carrying the 
lower rates. If the carriers desired to exclude the application of 
the Deming rates to points on defendant’s line they had it in their 
power to do so by plain language. In construing doubtful or 
ambiguous tariffs we have always resolved the doubt against the 
earriers publishing the tariffs. 


FINDING OF INAPPLICABILITY 


On a finding that rates charged on cotton, any quantity, 
from Geiger, Ala., to Rossville, Ga., were inapplicable, the Com- 
mission, by division 3, in a mimeographed report in No. 17345, 
Peerless Woolen Mills vs. Alabama, Tennessee & Northern et 
al., has directed a refund of overcharges and has dismissed the 
complaint. The shipments moved over the A. T. & N., to York, 
Ala., A. G. S. to Chattanooga, Tenn., and Central of Georgia to 
Rossville, between July 1, 1922, and October 6, 1924, and com- 
bination rates of 95.5 cents and 92.5 cents were collected. The 
Commission found that the applicable rate was 75.5 cents and 
that those defendants which participated in the transportation 
from York should promptly refund the overcharges with inter- 
est. The Commission followed the Sligo Iron Store case, 62 I. 
C. C. 643, and 73 I. C. C. 551. 





COAL RATES UPHELD 


In a mimeographed report by division 3 in No. 17097, E. C. 
Mayo et al. vs. Southern et al., the Commission has dismissed 
the complaint on a finding that rates charged on bituminous coal 
from various points in the Alabama coal field to Columbus, Ga., 
were not unreasonable or unlawful. Complainants, dealers and 
purchasers of coal at Columbus, alleged that rates of $2.20 and 
$2.09 from designated points in the Alabama fields to Columbus 
in the two years prior to March 15, 1924, were unreasonable and 
in violation of the long-and-short-haul clause to the extent that 
they exceeded rates of $2.03 and $1.93, respectively, contem- 
poraneously maintained on like traffic to Girard, Ala. In March 
and April, 1924, the report said, the rates on bituminous coal 
from the various points of origin to Columbus were reduced to 
the Girard basis, thus removing the fourth section departures, 
which had been protected by fourth section orders. 


POTATO RATES AND WEIGHTS 


The Commission, by division 3, in No. 17164, Atmore Produce 
Company vs. Muscle Shoals, Birmingham & Pensacola et al. 
(mimeographed), has found the minimum weight of 30,000 
pounds applied on shipments of new potatoes, from points in 
Alabama and Florida, on the Muscle Shoals, Birmingham & Pen- 
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sacola to destinations in Kentucky, Ohio, Michigan and other 
states, between May 20 and June 30, 1923, unreasonable to the 
extent it exceeded 24,000 pounds and awarded reparation. The 
lower minimum was put in after the shipments moved. It 
also found unreasonable the rates on five carloads of potatoes 
from points in Florida, on the Andalusia, Florida & Gulf, to 
destinations in Ohio, and awarded reparation. 


A three-factor combination was used on the shipments from 
points on the Andalusia notwithstanding the fact that each des- 
tination was intermediate to some station to which a specific 
rate was published and that rule 77 of Tariff Circular 18-A was 
carried in the tariffs, making a two-factor combination applicable, 
the combination being on the Ohio River. The Commission 
said it had uniformly found that the publication of the rule 
was a substantial compliance with the long-and-short-haul part 
of the fourth section and that rates to intermediate points 
exceeding lower rates to more distant points were unreasonable 
to the extent they exceeded the rates to the more distant points, 
warranting reparation, even though there had been no previous 
request for the publication of the lower more distant point rate 
to the nearer intermediate point, in accordance with the letter 
of the rule. 


ELIMINATION OF GRAND TRUNK 


The Commission, by division 3, in I. and S. No. 2700 (mimeo- 
graphed), has found the proposed elimination of the Grand 
Trunk System from the route, on class traffic and certain com- 
modities, from Duluth and several Michigan points to destina- 
tions on the New Haven, between Port Huron and Niagara 
Frontier, to be not in violation of the interstate commerce act, 
and discontinued its proceeding. The restriction was proposed 
because American trunk lines, intermediate carriers between 
the frontier and New Haven connections, would not allow the 
latter the 15 per cent increase in divisions provided for in the 
New England divisions case. The Commission had to allow the 
elimination because it has no jurisdiction over transportation 
through Canada. 


RECONSIGNMENT CHARGES UPHELD 


The Commission, in a mimeographed report by division 3, 
has dismissed the complaint in No. 17316, Consolidated Paper 
Company vs. New York Central, on a finding that reconsignment 
charges assessed on shipments of various commodities consigned 
to complainant at Monroe, Mich., were applicable and reason- 
able. Complainant attacked as illegal and unreasonable a recon- 
signment charge of $2.70 per car on shipments of various com- 
modities received at Monroe and destined to its various plants 
within the switching limits of Monroe. 


Complainant’s plants, the report said, are in three groups, 
designated North Side, South Side, and West Side. All are 
within the switching limits of Monroe and are served only by 
defendant. All traffic for Monroe on defendant’s line is taken 
first to Warner Yard where the trains are broken up and the 
cars switched to the different deliveries. Continuinb, the re- 
port said: 


Prior to July, 1923, complainant had its shipments billed merely 
to the Consolidated Paper Company at Monroe, but since that date 
it has had most of its cars consigned to the particular group of 
plants where it desired delivery to be made. Under this latter pro- 
cedure the reconsignment charge is only made in case the billing 
fails to specify the group of plants at which delivery is desired 
and instructions are given after the arrival of the train at Warner 
Yard, or where the delivery instructions are changed to show a 
different group after the arrival of the shipment at Warner Yard. 
Out of about 10,000 cars received annually by complainant, there 
were only 58 cars on which the reconsignment charge was assessed 
from October, 1924, to and including September, 1925. Before com- 
plainant adopted the new method many more cars were reconsigned. 
_ Complainant contends that under defendant’s tariff it has the 
right to consign its cars merely to Monroe and then have the priv- 
ilege of a spotting service on its eleven delivery tracks at the three 
groups without any additional charge. In other words it contends 
that designation of the particular group where it wishes the ship- 
ment delivered after the arrival of the car at Warner Yard does not 
constitute reconsignment under the terms of the tariff. 


After setting forth the applicable definitions and rules of the 
tariff as to the meaning of “diversion” or “reconsignment,” and 
as to “diversion or reconsignment to points within switching lim- 
its before placement,” the Commission said: 


Complainant contends that Warner Yard does not serve Monroe 
as a terminal yard according to the above definition because it 
possesses no facilities for effecting delivery of traffic and therefore 
it can not be considered as a “destination” as that term is used in 
rule 11. It urges that a shipper is entitled to specify the particular 
side-track at which it wishes a car to be spotted and the fact that 
its eleven tracks serve three separate groups of plants in different 
sections of the switching district can not deprive it of this privilege. 
The delivery service performed by defendant, it says, is not different 
from that where all the side-tracks are located in one plant. 

Defendant insists that Warner Yard is a terminal yard and 
serves Monroe in the same manner as Air Line Junction Yard 
serves Toledo, Ohio, River Rouge Yard serves Detroit, Mich., and 
other terminal yards serve their respective districts. It states that 
the same reconsigning service is performed where a car arrives billed 
(Continued on page 749) 
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Proposed Reports 


RECOMMENDS TRACK CONNECTION 


In a proposed report on No. 17294, Lemon Cove-Woodlake 
Growers’ and Shippers’ Association vs. Atchison, Topeka & 
Santa Fe et al., Charles F. Hoover, a member of the Commis- 
sion’s Bureau of Service staff, assigned as a special examiner to 
hear this case, has recommended that the Commission find the 
failure of the Santa Fe and the Visalia Electric Railroad Com- 
pany to establish an interchange track, through routes and joint 
rates, for handling traffic between their respective lines is un- 
reasonable and results in the application of rates unduly preju- 
dical to the complainants. 

The complainants are growers of fruits and producers of 
commodities along the line of the Visalia. The Visalia is an 
electric line in the San Joaquin valley, half way between San 
Francisco and Los Angeles. It has a system of lines about 60 
miles long. All but directors’ qualifying shares of its stock is 
owned by the Southern Pacific. The object of the complainants 
is to require the making of a physical connection between the 
Santa Fe and the Visalia and establish through routes and joint 
rates. 

Objection on the part of the Southern Pacific is founded on 
its right to retain the long haul. The Southern Pacific asserted 
that the Visalia had never earned its expenses and that it would 
be inequitable and unjust to divert to another road the benefits 
and fruits of the long haul on traffic when such road will not 
share in the loss sustained by the short originating line. The 
Southern Pacific argued that it and the Visalia, in effect, were 
but one road and that for that reason the Southern Pacific was 
entitled to the protection of the fourth paragraph of the fifteenth 
section, the one reserving the long haul to the originating 
carrier. 

According to the report the Santa Fe is willing to make the 
connection and establish the through routes and joint rates. 
The Erie and the Chicago & Erie, which are specialists in the 
hauling of fruits from Chicago to eastern points, were made re- 
spondents in this case. The Southern Pacific intervened. The 
Erie made a motion to dismiss but did not appear. The fight 
was between the complainants and the Southern Pacific. 


A similar complaint. was filed with the California commis- 
sion. The Visalia moved to dismiss that case for lack of juris- 
diction and it has been held up. 


The complainants asked for the connection and joint rates 
on the ground that such an arrangement would widen their 
markets and that the tonnage of the Visalia would be augmented 
by the shipments of products not now marketable on account of 
the rate situation, which was that of combinations to Santa Fe 
points. They further asserted that under such an arrangement 
they could save a day in getting to eastern markets and would 
give them a right to a share of the Santa Fe refrigerator sup- 
ply. The Southern Pacific insisted that present arrangements 
were adequate. In disposing of the case, the examiner said: 


Summarizing the more important factors relating to public inter- 
est, it appears that the absence of interchange facilities and through 
rates has the effect of precluding the movement of certain products, 
such as lime rock and compost, from stations on the Visalia to desti- 
nations on the Santa Fe, and therefore operates as a restraint upon 
trade and commerce; that because of the lack of through rates con- 
signees of live stock on the Visalia are obliged to take delivery at 
destinations on the Santa Fe and drive the stock across country or 
— delivery at stations on the Visalia and pay substantially higher 
reight charges; that the service rendered by the Southern Pacific and 
its connections on shipments of fresh fruit to such eastern destina- 
—— as Chicago is such that they cannot be marketed until one day 
ater than if transported via the Santa Fe., and that any delay tends 
to depreciate the quality of the fruit, because of its perishable char- 
age and the market price obtainable is affected by the quality of 
the commodity. It further appears that because of the lack of through 
routes, the shippers on the Visalia are not entitled to share the car 
supply which is available on the Santa Fe, but are dependent on cars 
we from the Southern Pacific. On the other side of the scales 

s the argument urged by the Southern Pacific that it is entitled to 
protection in its long haul, and the additional contention that even if 
rough routes are established no track connection is necessary. Bal- 
ancing the private interest of the defendants against the public inter- 
est involved; it appears that the weight of the latter is much the 
greater of the two, and that the relief sought should be ordered. The 
establishment of interchange facilities with the Santa Fe does not 
agg mean that the Southern Pacific will be obliged to share 
th oe Santa Fe the eastbound fruit shipments which originate on 
ag isalia. Apparently, the character of the service rendered will 
b e determining factor in most instances as to which carrier will 
€ favored with the haul. 
int The testimony respecting the aggregate cost of constructing an 
: erchange track was conflicting. An estimate submitted by an engi- 
rT of the Santa Fe for double tracks having an aggregate capacity 
rs bon cars approximated $12,000, but this figure apparently did not 
aa ude certain incidental expenses, such as the construction of sig- 
on = Page An estimate prepared by the Visalia for tracks holding 
te y cars and covering the cost of land and all incidental expendi- 
becohent including changes in a pipe line and pumping plant, approxi- 
th “4 $25,000. Superintendent Jackson of Visalia Electric testified 
san —— Present facilities for interchange between the Visalia and 
uthern Pacific were inadequate to handle business during peak load- 





in I. C. C. Cases 


ing season and would soon have to be enlarged at considerable ex- 
pense. If interchange is put in with Santa Fe the present Southern 
Pacific interchange would be sufficient. The Santa Fe would pay 
major portion of expense for new interchange and relieve Visalia of 
expense of enlarging their Southern Pacific interchange. Consider- 
able testimony was offered relative to the most desirable location for 
the installation of a physical connection, and the preponderance of 
opinion indicated that Exeter is the most feasible point. The major 
portion of the outbound traffic of the Visalia originates north of 
Exeter. The most important connection with the Southern Pacific is 
at that station, and the train schedules and service of the Visalia 
would not be adversely affected by transfer arrangements at that 
point with the Santa Fe. 

Upon this record the Commission should find that the failure of 
the Santa *e and Visalia to install a physical track connection be- 
tween their respective lines, and their failure to establish through 
routes and joint rates via such connection, is unreasonable and unduly 
prejudicial to complainants, and should order that an interchange 
track be constructed and that through routes and reasonable through 
rates be established. The record should be held open for a reason- 
able period to afford the Santa Fe and the Visalia an opportunity to 
decide upon a location for an interchange track, the character thereof, 
and the apportionment of the expense thereof. In event of failure to 
agree, any party to this proceeding may ask that the question be 
determined by the Commission. 


EXAMINER RECOMMENDS DISMISSAL 


Examiner Paul O. Carter has recommended the dismissal of 
No. 16418, California Dressed Beef Company et al. vs. Kansas 
City, Mexico & Orient et al., on a finding that the rates on cattle 
and calves, from points in Texas and New Mexico to Los An- 
geles, Calif., in 1921, 1922, 1923, and to February 9, 1924, in- 
clusive, were not illegally assessed. A further finding, he said, 
should be that the rates on the like traffic, from points in Texas 
and New Mexico to Los Angeles, from July, 1921, to February 
9, 1924, inclusive, were not unreasonable, unjustly discriminatory 
or unduly prejudicial. 

This report also embraces Sub-No. 1, Associated Meat Co. 
et al. vs. El. Paso & Southwestern R. R. Co. et al.; Sub No. 2, 
Standard Packing Co. et al. vs. Texas & Pacific Ry. Co. et al.; 
Sub-No. 3, California Dressed Beef Co. et al. vs. Texas & Pacific 
Ry. Co. et al.; Sub Nos. 5 and 6, Cuhady Packing Co. et al. vs. 
Texas & Pacific Ry. Co. et al.; No. 17533, Hauser Packing Co. 
vs. Southern Pacific Company. 

Fhe complaints, the examiner said, alleged that the rates 
and bedding charges were illegal, unjust, unreasonable, unjustly 
discriminatory, unduly prejudicial and in violation of both parts 
of the fourth section. The allegation about the bedding charges, 
he said, was withdrawn and no evidence submitted in support of 
the allegations of unjust discrimination or undue prejudice. The 
rates in effect since February 10, 1924, he said, were not at- 
tacked. The fourth section phases, he said, had been removed. 
No proof of damage by reason of them, he said, was made. 

The question was as to the basis of rates applicable. There 
was a query as to whether the intermediate application rule 
carried in the transcontinental tariffs brought in the so-called 
1716 scale, modified, or whether the specific commodity rates 
were applicable. The examiner summarized the complainants’ 
contention and his answer thereto as follows: 


ie 


That the intermediate rule in the transcontinental tariffs providing 
for the application of the aggregate of intermediate rates wherever 
such aggregate was lower than the through or joint rates in the 
transcontinental tariffs, had the same effect as if there were no 
through or joint rates published; that as ‘‘no published through 
rates” were in effect, the applicable rates were the aggregate of 
intermediate rates treated in accordance with the provisions of the 
Kelly rule. 

The Commission has found that the aggregate of intermediates 
clause of section 4 has not been violated in those instances where 
joint rates are higher than the aggregate of intermediate rates re- 
duced in accordance with the Kelly rule, and that the joint rates 
are the applicable rates. McLeod vs. T. & P. Ry. Co., 89 I. C. C. 
356; Caddo Central Oil & Refining Corp. vs. Director General, 83 
> = by a Crowell Lumber & Grain Co. vs. Director General, 96 

Those were instances, where the joint rates were lower than 
the straight aggregate of intermediates, but were higher than the 
aggregate of intermediate rates reduced under the Kelly tariff. In 
McLeod vs. T. & P. Ry. Co., supra, the Commission, in construing 
the term “aggregate of intermediate rates,’’ said, ‘‘the product of 
intermediate rates treated by a rule which results in something less 
than the aggregate is not the aggregate within the meaning of this 
section.” The term used in the intermediate rule in the trans- 
continental tariffs, in which the joint and through rates were pub- 
lished, was ‘‘aggregate of intermediates,’ and means the straight 
aggregate of intermediates, and not the aggregate of intermediates 
reduced under the Kelly tariff. The shipments were not overcharged. 


In disposing of the question of the reasonableness of the 
rates and in summary of his recommendations on the different 
phases of the case, the examiner said: 


Numerous exhibits showing statistical information with respect 
to revenues of western railroads were introduced. Generally speak- 
ing, they show that the carriers in the western district earned 3.87 
per cent on their book value in 1924 and 3.90 per cent in 1923. The 
average car mile revenue produced by the the rates on cattle on 
27 western railroads was 22.02 cents for an average distance of 226 
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miles, as compared with 29.72 cents on all traffic for an average haul 
of 203 miles. It was shown that livestock loaded 10.51 tons per car 
on the 27 systems as compared with 31.26 tons on all traffic, excluding 
animals and animal products. The ratio of expense to revenue on 


the 27 railroads was 98.75 per cent, as compared with 71.98 per cent 
on other carload traffic. 


The Commission should find that the rates charged on cattle 
and calves, in carloads, from points in Texas and New Mexico to 
Los Angeles, Calif., during 1921, 1922, 1923, to February 9, 1924, in- 
clusive, were not illegally assessed. 


The Commission should further find that the rates on cattle and 
calves, in carloads, from points in Texas and New Mexico to Los 
Angeles, Calif., during the period from July, 1921, to February 9, 1924, 
inclusive, were not unreasonable, unjustly discriminatory or unduly 
prejudicial. The complaints should be dismissed. 


RATES ON STEEL RAILS, ETC. 


Examiner Harry C. Barron, in a proposed report in No. 
17426, West Virginia Rail Company vs. Chesapeake & Ohio 
et al., has recommended prescription of rates for the future and 
an award of reparation on a finding that rates on iron and steel 
rails and products, including reinforcement concrete bars, car- 
loads, from Huntington, W. Va., to points in Kentucky, Tennes- 
see and Virginia were and are unreasonable. 

The rates in issue were assailed as unreasonable and un- 
duly prejudicial. The examiner said a similar complaint was 
filed September 12, 1924, under No. 16338, which was withdrawn 
on request of complainant after the carriers had expressed a 
desire to adjust the rates. The examiner said the adjustment 
was not made. At the hearing, he said, the L. & N. proposed 
extensive reductions in the rates from Winchester, Ky., to 
points on its line. While no proposals were made by other 
defendants, the Southern concurred in the reductions proposed 
by the L. & N., he said. 

Huntington, on the south bank of the Ohio, is served by 
the C. & O., and the B. & O. The destination territory for 
shipments of iron and steel rails includes all points in Ken- 
tucky and Tennessee-on the L. & N. south of Winchester and 
Lexington, Ky., north of and including Knoxville and Harriman, 
Tenn., points on the Southern’s main line and branches east 
thereof, Cincinnati, O., to Harriman, including Bristol, Tenn.- 
Va., and points west thereof; and points on the Cumberland & 
Manchester. The destination territory for iron and steel ar- 
ticles, including reinforcement concrete bars, includes points 
on the Eastern Kentucky division of the L. & N. between Lex- 
ington and McRoberts, Ky. 

The examiner said the applicable rates on the rails gen- 
erally were based upon the Cincinnati or Winchester combina- 
tions, whichever were lower. A commodity rate of $3.28, he 
said, applied to Winchester and the class N rates by exception 
to the Southern Classification beyond. He said the combina- 
tion basis on rails had been in force since 1889 from Huntington 
and other points in Central territory to the destinations in 
Southern territory. Joint commodity rates are maintained on 
reinforcement concrete bars to points on the Eastern Kentucky 
division. 

The examiner said complainant sought joint maximum rates 
on iron and steel rails of $4.80 to points on the Southern and 
L. & N., except Eastern Kentucky division, and Bristol, to 
which points rates of $4.45 and $4.40, respectively, were sought. 
On reinforcement concrete bars it sought distance rates not in 
excess of those prescribed in Jones & Laughlin Steel Corpora- 
tion, 96 I. C. C. 682, ranging from 6 cents per 100 pounds for 
5 miles and under, to 42 cents for 640 miles and over 620 miles. 
After further discussion of the issues, Examiner Barron said: 


The reductions proposed at the hearing by the Louisville & Nash- 
ville range from 14.4 to 94 cents on iron and steel rails and from 
4 to 18 cents per 100 pounds on iron and steel articles including 
reinforcement concrete bars. The proposed reductions on rails are 
based on the present commodity rate of $3.28; and on reinforcement 
concrete bars the present local rate of 32 cents per 100 pounds, to 
Winchester, plus the same rates per mile south of Winchester as 
are in effect south of Cincinnati on traffic originating at Huntington 
and other northern points. These proposed reductions are to be 
borne entirely by the Louisville & Nashville. 

The following table illustrates the proposed rates to representa- 


tive points: 
—FROM— 
Basis Beyond 


— W. Va. Winchester, Ky. 











1 + 

EN. aacudksnteépone deswve we 448 — 120 

a > Se ee 468 me 140 

Berea, Ky. 488 ag 160 

Wildie, Ky. 508 ie 180 ine 
Livingston, 528 ‘ica 200 wn 
Elkatawa, Ky. 548 47 220 15 
EE ED < .0- ahh e earee hak oes 568 240 

OA. o tinionesduev eae bake « 588 a 260 “ 
Ts OS 6a tne ee cewene bones 608 50 280 18 
I a ik adh iia & Moira cielb-ee ok 628 sil 300 ed 
Ts MN. © aba. aha eere/ec@nreie onanereere 648 52 320 20 
Dee, “TOMM, 2c ccces 668 340 we 
Coal Creek, Tenn. 680 360 aa 
ev cet nomesnainee 708 56 380 24 
MEE, SOM, cieviviccedeces 680 400 oe 

*Cents per 2240 pounds. {Iron and steel rails. tReinforcement 


concrete bars. §Cents per 100 pounds. 


Effective March 15, 1926, rates on reinforcement concrete bars 
from Huntington to Louisville and Lexington were reduced to 22.5 
cents per 100 pounds. This rate is not applicable to Winchester but 
is subject to Rule 77 of Tariff Circular 18-A. 
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Defendants contend that the rates from Cincinnati to the destina- 
tions considered here have been upon a proportional basis and were 
established for the express purpose of allowing traffic to move from 
northern territory into the south and should, therefore, not have been 
used for purposes of comparison with rates from Huntington. 

The rates from Cincinnati are not published as proportional rates 
and are applicable to local traffic as well as traffic originating beyond. 

Defendants further contend that as the rates from Huntington to 
Louisville were found justified in the case cited the present com- 
ponent Huntington to Winchester should not be disturbed; and that 
since the rates have always been on a combination basis as have the 
rates from points in central territory and since the proposed rates are 
based on the same rates per mile south of Winchester as are now 
accepted south of Cincinnati on traffic originating beyond, the pro- 
posed rates from Huntington should be found reasonable. 

There are numerous fourth section violations under the present 
rates. Such violations will be removed by the establishment of rates 
as proposed. 

The record does not warrant findings with respect to the allega- 
tions of unjust discrimination or undue prejudice. 

The Commission should find that the rates on iron and steel rails 
herein assailed were, are, and for the future will be, unreasonable to 
the extent that they exceeded, exceed, or may exceed, rates based 
upon $2.50 per long ton from Huntington to Winchester and Lexing- 
ton plus the proposed rates, as shown in the next preceding table 
herein to points on the Louisville & Nashville. To points not shown 
in the table the rates should be made in relation to those herein found 
reasonable, distances considered. To destinations on other lines, the 
rates should not exceed those prescribed to points on the Louisville & 
Nashville for equal distances. To destinations reached by way of 
the Chesapeake & Ohio, Elkhorn City. Ky., thence over the Carolina, 
Clinchfield & Ohio, the rates should be made in relation to the present 
rate of $2.40 per long ton to Johnson City, Tenn., distance considered. 

The Commission should further find that the rates assailed on 
reinforcement concrete bars were, are, and for the future will be, un- 
reasonable to the extent that they exceeded, exceed, or may exceed, 
rates based upon a rate of 22.5 cents per 100 pounds from Huntington 
to Winchester, plus the proposed rates as shown in the next preceding 
table herein. To points not shown the rates should be made in rela- 
tion to those herein found reasonable, distances considered. ; 

The Commission should further find that complainant made ship- 
ments as described, and paid and bore charges thereon at the rates 
herein found unreasonable; that it was damaged thereby in the 
amount of the difference between the charges paid and those which 
would have accrued at the rates herein found reasonable, and is en- 
titled to reparation with interest. Complainant should comply with 
Rule V of the rules of practice. An appropriate order for the future 
should be entered. 


RATES ON FRESH MEATS, ETC. 


Examiner Burton Fuller has recommended dismissal of the 
complaint in No. 17551, Swift & Company vs. Georgia & Florida 
et al., on a proposed finding that rates on fresh meat, packing 
house products, green salted hides, and grease, in carloads, from 
Moultrie, Ga., to points in the Carolinas, Virginia, Maryland, 
District of Columbia, Missouri, New York, Massachusetts and 
Illinois, in the period July 23, 1920, to March 31, 1922, have not 
been shown to be unreasonable. Defendants were willing to 
make refund to the basis sought by the complainant. 

The examiner said the plant at Moultrie was acquired by 
complainant on or about July 1, 1920. Shipments had thereto- 
fore been made from Moultrie to the destinations involved. On 
shipments to Gowanda, N. Y., and Chicago, Ill., the rates charged 
were the applicable combination rates. On the remaining ship- 
ments, the rates charged were the applicable class rates, namely, 
fourth class on fresh meats, class B on packing house products, 
and sixth class on green salted hides. At the request of com- 
plainants, the examiner continued, lower rates were subse- 
quently established and it was to the basis of those rates that 
reparation was sought in the total amount of $8,664.33. 

“The matter was seasonably presented by informal com- 
plaint of special docket application, and defendants expressed 
willingness to make refund to the basis sought, but the Com- 
mission refused to authorize same as it found that the rates 
charged were not shown to have been unreasonable,” the exam- 
iner said. “At the formal hearing, defendants were not repre- 
sented, and the evidence, as summarized herein, was confined to 
that offered by complainant.” 

The examiner, after a discussion in detail of the rate situ- 
ations involved, said complainant offered no evidence at the 
hearing as to the average loadings or car-mile earnings in con- 
nection with the shipments, stating that such matters were not 
germane to its connection. He said the complainant did not 
even show the ton-mile earnings in connection with certain of 
the shipments, and that, as to other shipments, the ton-mile 
earnings shown could not be said to have been excessive. 








RATES ON OIL-WELL SUPPLIES 


An award of reparation and prescription of reasonable rates 
have been recommended by Examiner R. L. Shanafelt in No. 
18096, M. M. Valerius Oil & Gas Company vs. St. Louis-San 
Francisco et al., on a proposed finding of unreasonableness as 
to rates on wrought-iron and steel pipe and oil-well supplies, 
carloads, from certain origins in Oklahoma to certain destina- 
tions in Kansas. 

Complainant alleged that the rates charged on 8 carloads 
of wrought-iron and steel pipe and 1 mixed carload of wrought- 
iron and steel pipe and oil-well supplies, shipped between De- 
cember 27, 1923, and June 8, 1925, from Pawnee, Bristow, Perry, 
Morrison and Chandler, Okla., to Russell, Bunker Hill, and 
Gorham, Kan., were unreasonable and in violation of the long- 
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and short-haul clause. 
of has been removed. 

The examiner said the rates sought corresponded to those 
prescribed by the Commission in 1923 on pipe and oil-well sup- 
plies in southwestern territory east of the Kansas City Southern 
for distances similar to those over the respective routes of 
movement, referred to as the 9702 scales. Defendants con- 
tended that the 9702 scales should not be extended to the 
territory west of that for which they were originally prescribed, 
on the ground that they were too low for such general appli- 
cation. The examiner, after. pointing out that in No. 13535, 
Corporation Commission of Oklahoma vs. A. & R. Co., and 
related cases, and in No. 15750, Prairie Pipe Line Co. vs. A. W. 
Ry. Co., and related cases, now pending, the carriers and ex- 
aminers had suggested distance scales of rates on pipe and 
oil-well supplies that were somewhat higher than the 9702 scales, 
said the record in the instant case warranted findings similar 
to those suggested by the examiners in the cases mentioned. 
In conclusion, he said: 

The Commission should find that the rates charged on the 8 
shipments of pipe were unreasonable to the extent that they ex- 
ceeded 54 cents from Pawnee to Russell, 55 cents from Bristow to 
Bunker Hill, and 53 cents from Perry, 55.5 cents from Bristow, 53.5 
cents from Morrison, and 56 cents from Chandler, to Gorham, and 
on the mixed shipment from Bristow to Gorham to the extent that 
the rate charged on the pipe exceeded 55.5 cents, and on the oil- 
well supplies 89.5 cents, minimum 36,000 pounds; that complainant 
made the shipments as described and paid and bore the charges 
thereon; that it was damaged thereby in the amount of the differ- 
ence between the charges paid and those which would have accrued 
at the rates herein found reasonable; and that it is entitled to rep- 
aration, with interest. Complainant should comply with Rule V of. 
the Rules of Practice. Defendants should be authorized to waive 
collection of the outstanding undercharges. 

The Commission should further find that for the future the 
rates on pipe will be unreasonable to the extent that they may 
exceed 41 cents from Pawnee to Russell, 45 cents from Bristow to 
Bunker Hill, and 41 cents from Perry, 47 cents from_Bristow, 43 
cents from Morrison, and 45 cents from Chandler, to Gorham; and 


61 cents on oil-well supplies from Bristow to Gorham. An appropri- 
ate order for the future should be entered. 


COTTON GOODS TO LYNCHBURG 


Examiner W. R. Brennan has recommended the dismissal 
of No. 17867, Traffic Bureau, Chamber of Commerce, Lynchburg, 
Va., vs. Delaware, Lackawanna & Western et al., a sub-number 
thereunder, Same vs. Pennsylvania et al.; and No. 18068, Same 
vs. Pennsylvania et al., on a finding that the rates on cotton 
piece goods, less-than-carloads, from Chadwick and New York, 
N. Y., Fairhill, Lancaster and Philadelphia, Pa., and Wilming- 
ton, Del., to Lynchburg, Va., are not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. They were alleged to be in 
violation of the first four sections of the interstate commerce 
act. 


The fourth section violation complained 


The cases grew out of the fact that Lynchburg, in a clas- 
sification sense, is in the twilight zone between Official and 
Southern Classification territories. The seven shipments from 
Chadwick were charged a class rate of 79 cents. From the 
other points a commodity rate of 53.5 cents was applied. The 
class rate from the points the shipments from which were 
assessed a commodity rate of 56.5 cents was 47.5 cents. From 
Chadwick, a fourth class rate of 57 cents applied to Montview, 
Va., a point beyond Lynchburg. The fourth class rate from the 
other points of origin, 52.5 cents, applied to Montview and Lone 
Jack. Official Classification applies to Lynchburg, while South- 
ern governs at the other points. 

The complainant contended that the 79 cent rate and the 
commodity rates in excess of the class rates were unreasonable. 
The carriers pointed out that ratings on cotton in the south were 
lower than in the north, the lower basis having been given to 
encourage the cotton mill industry. In disposing of the case, 
the examiner said: 


The 56.5-cent commodity rate can not be condemned as un- 
reasonable merely because it exceeds the class rate which would 
otherwise apply. A commodity rate higher than the class rate that 
would apply in the absence of the commodity rate creates an unusual 
situation, but the commodity rate is not necessarily unreasonable 
on that account, unless the class rate is fixed at the highest rea- 
sonable level. Furthermore, it has frequently been found that a 
Prima facie presumption of reasonableness attaches to a rate that 
has been voluntarily maintained. 

Defendants admit that rates to Montview and other points con- 
travene the long-and-short-haul clause of section 4. They state that 
the lower rate to Montview than to Lynchburg has not damaged 
Complainant and express their intention promptly to remedy this 
caution. The necessary adjustment should be affected without undue 

ay. 

. No substantial evidence was introduced with respect to unjust 
discrimination or undue prejudice, and no damage is shown because 
of the fourth-section violation. 

The Commission should find that the class rate of 79 cents from 
Chadwick, N. Y., and the commodity rate of 56.5 cents from New 
York, N. Y., Fairhill, Lancaster, and Philadelphia, Pa., and Wilming- 
ton, Del., to Lynchburg, Va., were and are not unreasonable, unjustly 


discriminatory or unduly prejudicial. The complaints should be dis- 





PROPOSES DUQUESNE BASIS 


In a proposed report on No. 15216, John M. Buckland, trading 
a National Slag Co. vs. Boston & Albany et al., Examiner J. 
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Edgar Smith said the Commission should find the rates on slag, 
in carloads, from Bethlehem and Hokendauqua, Pa., to interstate 
destinations, east, north and west thereof unreasonable in part 
and that reasonable rates would be those based on the bases 
prescribed in Duquesne Slag Products Co. case, 92 I. C. ©. 554, 
somewhat modified, set forth in appendix A in that report. He 
said the appendix A rates should be made the measure to desti- 
nation in New Jersey, New York and Vermont that do not require 
lighterage through New York. As to destinations on the New 
Haven he suggested the equivalent, by mileage inflation, of an 
arbitrary of 20 cents over single-line rates of 140 cents per ton 
to New York, Brooklyn and Long Island City. In closing his 
report, the examiner said: 


The single-line rates herein proposed from Bethlehem and 
Hokondauqua to New York, Brooklyn and Long Island City, 140 
cents, are applicable under appendix A for distances up to 120 
miles. It is recommended, therefore, that the Commission find 
that in the application of the scale of rates set forth in appendix A 
to destinations in New York served by the New York Central or 
by the Long Island railroads distances be computed by adding to 
the rail-mileage beyond the interchange in New York, in Trook- 
lyn, or in Long Island City, 120 miles for the haul, joint or single, 
from either Bethlehem or Hokondauqua. 

This proposed report goes into details to a greater extent, 
perhaps, than would be necessary in a final draft; for in substance 
it recommends only the application of the distance scale of rates 
set forth in appendix A to the Duquesne Slag Products case, cited, 
modified to this extent: Rates to New York, Brooklyn and Long 
Island City, for single-line hauls should not exceed rates therein 
prescribed for such hauls for 120 miles; and rates to destinations 
in New York and New England beyond New York, Brooklyn and 
Long Island City over routes requiring lighterage through New 
York harbor should be based upon an initial joint-line haul of 
120 miles, or 160 cents, and be progressed upon the joint-line 
scale for additional mileage beyond the eastern float-bridges. 
The Commission and the parties hereto are entitled to know how 
‘these recommendations were reached and in what rates they 
would result; and it was for the purpose of giving such infor- 
mation and to simplify assignments of error, that the details are 
here stated plainly. 

There is no basis in this record for a finding respecting rates 
on crushed stone and, therefore, no recommendation is made con- 
cerning that commodity. Nevertheless it is abundantly obvious 
from exhibits of record that crushed stone is produced in the 
neighborhood of Bethlehem and Hokondauqua and that rates on 
crushed stone from such points of origin to the destinations here 
considered, particularly to destinations on direct lines to Jersey 
City, are not the same as those on slag now in effect and generally 
are higher than those specified in appendix A, above referred to. 
In the Duquesne Slag Products case, cited, the commission cor- 
rected slag rates upon the basis of the Birdsboro scale (49 I. C. C. 
681) of rates on stone. Unless the carriers are seeking additional 
complaints to defend it would seem that whatever basis of rates 
be adopted by the Commission in this case should be made applic- 


= = a maximum on crushed stone in the territory here con- 
sidered. 


RATES ON CEDAR POLES 


Examiner W. A. Hill, in a proposed report in No. 17461, 
L. D. McFarland Company vs. Great Northern et al., has recom- 
mended that the Commission find that a rate of 79 cents charged 
on one triple carload and one double carload of cedar poles 
shipped on December 17 and 20, 1923, from Sand Point, Idaho, 
to Shingle Springs, Calif., was and for the future will be unrea- 
sonable to the extent that it exceeded or may exceed the 71-cent 
combination over the route of movement, and that reparation 
be awarded. The shipments moved over the Great Northern to 


Spokane, the S. P. & S. to Portland, Ore., and Southern Pacific 
beyond. 


REPARATION ON STEREOTYPE PLATES 


Upon further hearing in No. 12101, Western Newspaper 
Union vs. Director General, as agent, Adirondack & St. Lawr- 
ence et al., Examiner David T. Copenhafer has recommended 
that the Commission find that complainant is entited to repara- 
tion in the sum of $792.69, with interest, based on the finding 
in the original report, 69 I. C. C. 523, that the less-than-carload 
rating in official classification and the rates applicable in con- 
nection therewith, on stereotyped plates, old, worn out, or scrap, 
broken or unbroken, shipped with type faces unprotected, and 
valuable only for remelting, were unreasonable. 





BITUMINOUS COAL ADJUSTMENT 


A proposed finding that rates on bituminous coal from Elk- 
ville, Ill., to destinations in Missouri, Iowa, Kansas, Colorado, 
Montana, Nebraska, Oklahoma, South Dakota and Wyoming, are 
and for the future will be unreasonable and unduly prejudicial 
to complainant and unduly preferential of operators located in 
the DuQuoin group to the extent that such rates exceed or may 
exceed the corresponding rates from Dowell, Ill., and other 
points in that group, has been made by Examiner Burton Fuller 
in a 17540, Black Servant Coal Company vs. Illinois Central 
et al. 

Complainant, engaged in mining coal at, Elkville, Ill., alleged 
that the rates on its product to the destination territory indi- 
cated were unreasonable and unduly prejudicial to complainant 
and unduly preferential of operators located in the so-called 
DuQuoin group. Elkville is about 7 miles south of DuQuoin, II. 
The report said that the Illinois Commerce Commission had 
found that Elkville should take the DuQuoin rate to East St. 
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Louis, Ill., and later had made similar findings as to all other 
destinations in Illinois. The examiner said the complainant 
now sought similar findings from the Commission as to inter- 
state destinations reached through the Peoria and St. Louis 
gateways. 

Examiner Fuller said the seam underlying complainantis 
property was substantially the same as that underlying the prop- 
erty of the operator at Dowell and other origins in the DuQuoin 
group, and that its cost of production and kind and quality of 
coal were substantially the same. He said the transportation 
conditions were likewise substantially the same, except for com- 
plainant’s slightly greater distance. The examiner said it was 
clear that Elkville should be included in the DuQuoin rather 
than in the southern Illinois group on the traffic involved. 


RATES ON IRON AND STEEL PIPE 


Following Texas-Pacific Coal & Oil Co. vs. C. R. I. & G. Ry. 
Co., 102 I. C. C. 369, Examiner Harry C. Barron, in a proposed 
report in No. 18262, Atlantic Oil Producing Company vs. C. R. I. 
& P. et al., has recommended a finding that rates on iron and 
steel pipe, in carloads, between points in Texas and Oklahoma, 
were, are, and will be unreasonable to the extent that they ex- 
ceeded, exceed or may exceed rates for like distances computed 
under the scale prescribed on iron and steel pipe in the Mem- 
phis Southwestern Investigation, 77 I. C. C. 473, and that repara- 
tion be awarded. 

Defendant contended, according to the report, that the 
Memphis-Southwestern scale was too low for application be- 
tween points in Texas and points west of the Kansas City South- 
ern Railway along the Arkansas-Oklahoma state line, and stated 
that a petition was being arranged for submission to the Com- 
mission, requesting a reopening of all decisions wherein the 
Memphis-Southwestern scale was prescribed for application in 
territory west of the Kansas City Southern. 


REPARATION ON COAL 


Examiner W. M. Carney in a proposed report in No. 17940, 
Reeves Coal & Dock Company, E. M. McDonald, receiver, vs. L. 
& N. et al., has recommended an award of reparation based on 
a finding that a combination rate of $5.88 charged on one Car- 
load of coal from La Follette, Tenn., to Ludington, Mich., moved 
through Benton Harbor, Mich., was unreasonable to the extent 
that it exceeded a rate of $3.43 contemporaneously maintained 
on like traffic moving through Toledo, O. The shipment was 
reconsigned to Hawkeye, Ia. 


GROUP EXTENSION UNWARRANTED 


Examiner E. P. Hurley has recommended the dismissal of No. 
17476, Shelton Gasoline Corporation vs. Wichita Falls, Ranger 
& Fort Worth et al., on a finding that rates on gasoline, in tank 
carloads, from Dublin, Desdemona, Breckenridge and Eliasville, 
Tex., and Jennings, Okla., to Shelton, W. Va., are not unreason- 
able. The complaint was that the rates were unreasonable, be- 
tween June 2 and December 1, 1923, to the extent they exceeded 
the rates to Charleston, or Clarksburg, W. Va., or from Hodge, 
Tex., to Blue Creek, W. Va. The report also covers a sub- 
number, Same vs. Same. 

Hurley treated the case as one requesting, in effect, the ex- 
tension of the C. F. A. rate basis farther into Trunk Line terri- 
tory. He said the rate to Shelton was part of an adjustment 
embracing destination groups of extensive areas. He said the 
complainant rested its case upon Transcontinental Oil Company 
vs. A. & V., 96 I. C. C. 136, in which the Commission prescribed 
a rate, for the future, of 60 cents, on naphtha and gasoline from 
Hodge, Tex., to Blue Creek, W. Va. Extension of the Hodge- 
Blue Creek rate, he said, would carry the adjustment 27 miles 
farther into Trunk Line territory. The rates charged ranged 
from 68 to 73.5 cents, all but four of the Texas shipments mov- 
ing on a rate of 71.5 cents. He said the variation in the rates 
was not explained on the record, the applicable rate being the 
lowest combination. He said that at present there was a 
through rate of 76 cents from Jennings to Shelton. 

The evidence in the case, Hurley said, was wholly insuffi- 
cient to warrant the condemnation of the present rate grouping, 
and the extension of the C. F. A. basis 27 miles farther into 
Trunk Line territory. Moreover, he said, earnings of 11.5 mills 
per ton-mile and 30.5 cents per car-mile, from the Texas points, 
and practically the same from Jennings, could not be regarded 
as unreasonable per se, especially when consideration was given 
to the fact that the carriers were required to absorb a tank-car 


rental of 1.5 cents per car-mile on the loaded and empty 
equipment. 


CORRUGATED FIBER BOX RATINGS 

Examiner R. N. Trezise, in No. 17773, Eggeress-O’Flyng 
Company vs. Chicago & North Western et al., said the Commis- 
sion should find the rates under second class rating, applied on 
many less than carload shipments of corrugated fiber boxes, 
knocked down or folded flat, from Omaha, to destinations in 
Iowa, within the statutory period, applicable but unreasonable to 
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the extent they exceeded or may exceed the charges that would 
have accrued or will accrue under rates based on third class. 
He said it should further find that the second class rating from 
Keokuk to points in Iowa was and would be unduly prejudicial 
to complainant and interstate commerce and unduly preferential 
of complainant’s competitor at Keokuk and intrastate commerce, 
He said the undue prejudice should be removed by establishing 
third class from Keokuk to Iowa destinations. 

The examiner said there should be reparation to the com- 
plainant on account of the unreasonable charges but that the 
record was not sufficient to show damage by reason of the undue 
prejudice. He said the carriers should be given an opportunity 
to correct the Iowa rating by conference with the Iowa commis- 
sioners and that no order should be issued at this time. 

Trezise said that third class prevailed on the commodity in 
question in all territories except Western Classification territory 
and in Iowa. The complainant contended that fourth class really 
was applicable on its shipments but Trezise said the second class 
rates imposed were applicable. 


RATE ON BRASS INGOTS 


Examiner M. L. Boat has recommended dismissal of the 
complaint in No. 17695, Hartman Ingot Metal Company vs. Chi- 
cago, Burlington & Quincy et al., on a proposed finding that a 
rate of 21.5 cents charged on 23 carloads of brass ingots, shipped 
May 16, 1923, and July 23, 1924, from Chicago, IIl., to Sturgis, 
Mich., was not unreasonable. Complainant sought reparation 
to the basis of a subsequently established rate of 17.5 cents. 


REFUSAL TO PERMIT TRANSIT 


Refusal of defendant to permit at Oakland, Calif., transit 
on red cedar poles and piling, in carloads, originating in Ore- 
gon and Washington, and destined to points in California on 
defendant’s line, is not unreasonable and does not subject com- 
plainant to undue prejudice, Examiner John H. Howell says in 
a proposed report recommending dismissal of the complaint in. 
No. 17740, J. H. Baxter & Company vs. Southern Pacific Com- 
pany. Complainant alleged that defendant, by refusing to accord 
transit at Oakland for the purpose of treating with creosote or 
other preservatives, or of storing, or both, shipments of red 
cedar poles and piling, while maintaining such an arrangement 
at Springfield and East Milwaukee, Ore., subjected complainant 
to undue prejudice and disadvantage and unduly preferred its 
competitors. The examiner said the record did not show any 
such similarity of conditions at Oakland, on the one hand, and 
Springfield and East Milwaukee, on the other, as would justify 
the Commission in making a finding as requested. 


SCRAP BRASS RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates for the future have been recom- 
mended by Examiner W. R. Brennan, in No. 17455, Atlas Iron 
& Metal Company et al. vs. Atchison, Topeka & Santa Fe et al., 
as to rates on scrap brass and on scrap copper, carloads, from 
Kansas City, Kans., to St. Louis and from Kansas City, Mo.- 
Kans., to Peoria and Chicago. The complaint alleged that the 
rates on scrap shipped since August 15, 1923, had been and were 
unjust and unreasonable. The examiner said the Commission 
could not consider the rates from Kansas City, Mo., to St. Louis, 
Mo. The discussion, therefore, was limited to rates from Kansas 
City, Kans., to St. Louis. The rates charged were 33.5 cents 
from Kansas City, Kans., to St. Louis, 37 cents to Peoria and 
41.5 cents to Chicago. The examiner said the Commission should 
find them unreasonable to the extent they exceeded or may ex- 
ceed 26 cents from Kansas City to St. Louis, 29.5 cents from 
Kansas City to Peoria, and 33.5 cents to Chicago. The examiner 
said shipments delivered prior to August 17, 1923, were barred, 
and recommended reparation to the Sonken-Galamba Corpora- 
tion, as requested in the complaint. 


SCRAP IRON OVERCHARGES 

Examiner Paul O. Carter, in a proposed report on No. 17877, 
Hyman-Michaels Company vs. Director-General, Chicago & Calu- 
met River et al., deals with charges on seven carloads of scrap 
iron and steel shipped from Chicago, East St. Louis, Cairo, 
Hegewisch, Bloomington, Ill., and other points to various destina- 
tions. The complaint, originally, covered eleven carloads, each 
of which, the examiner said, was practically a separate case. 
Four were eliminated at the hearing. He found overcharges and 
said the Commission should order their refund. The complaint 
alleged the charges were unreasonable and in violation of the 
aggregate of intermediates parts of the fourth section. The ship- 
ments were made in the period of federal control. 


CLAY REPARATION PROPOSED 


Attorney-Examiner Arthur R. Mackley, in No. 17467, Pitts- 
burg Clay Products Co. vs. Missouri-Kansas-Texas et al., said 
the Commission should find a rate of 9.5 cents, on clay, from 
Calhoun, Mo., to Pittsburg, Kans., in effect from November 6, 
1923, to May 23, 1925, unreasonable to the extent it exceeded 
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6.25 cents, subsequently established, and award reparation to 
that basis. The carriers contended that they should not be 
penalized on past shipments because they exercised their dis- 
cretion and gave the complainant a rate they did not establish 
because they thought it inherently reasonable, but because they 
desired to give the complainant a low basis. Mackley compared 
the old and the new rate with rates established by the Com- 
mission in the Memphis-Southwestern case, 77 I. C. C. 473, and 
Western Terra Cotta Co. case, 83 I. C. C. 555, and came to the 
conclusion hereinbefore set forth. 


REPARATION ON SOAP, ETC. 


An award of reparation has been recommended by Examiner 
Burton Fuller in No. 18115, Orford Soap Company vs. New Haven 
et al., based on a finding that, on complaint that fourteen car- 
loads of soap and cleaning compounds moving from Manchester, 
Conn., to Cincinnati, O., and St. Louis, Mo., in the period of 
January 9 to March 12, 1924, were misrouted, the shipments 
tendered on and after February 5, 1924, were not misrouted, and 
that the shipments moving prior to that date were misrouted. 
Reparation should be awarded on five shipments that moved 
prior to February 5, 1924, the examiner said. 


RATES ON CANNED MILK 


Examiner W. J. Harris has recommended an award of rep- 
aration in No. 17734, Borden Sales Company vs. Utah-Idaho Cen- 
tral et al., on a proposed finding that rates on canned condensed 
milk, in carloads, from Logan, Utah, to destinations in Idaho, 
Oregon, and Washington were unreasonable in so far as they 
exceeded rates contemporaneously in effect on canned vegetables, 
carloads, from and to the same points. The shipments moved 
in the period January 25, 1923, to October 17, 1923. The exam- 
iner pointed out that the Commission, in a number of cases, had 
held that the rates on canned or condensed milk should not ex- 
ceed the contemporaneous rates on other canned goods. De- 
fendants contended that the rates on canned goods were unduly 
depressed. The examiner said transportation conditions on 
canned milk and other canned goods were the same between 
the affected points and that the carriers had recognized that 
both should be accorded the same rates where there was move- 
ment of both. Charges on the shipments were collected at the 
applicable commodity rate of 70 cents, minimum 50,000 pounds. 
Reparation was sought on the basis of a commodity rate of 49 
cents, minimum 60,000 pounds, which was subsequently estab- 


lished from Logan to all the destinations concerned, except 
Astoria. 


RATES ON SCRAP BRASS AND COPPER 


Examiner E. J. Murphy has recommended dismissal of the 
complaint in No. 18143, Aaron Ferer & Sons vs. C. B. & Q. et al., 
on a proposed finding that fifth class rates charged on scrap 
brass and scrap copper, in carloads, from Omaha, Neb., to Chi- 
cago, Ill., St. Louis, Mo., and Chrome, N. J., were not and are 
not unreasonable or unduly prejudicial. 

Complainant, dealing in scrap materials at Omaha, alleged 
that the fifth class rates charged on scrap brass and scrap cop- 
per, in straight and mixed carloads, and rags, rubber, zine and 
brass and copper scrap, in mixed carloads, from Omaha to the 


destinations stated were unjust, unreasonable and unduly 
prejudicial. 


GRANITE RATE UPHELD 


Dismissal of the complaint in No. 17828, F. W. Kassebaum 
& Son vs. New Haven et al., has been recommended by Ex- 
aminer W. A. Hill on a proposed finding that the fifth class rate 
of 50.5 cents charged on a carload of granite monuments and 
parts thereof from Quincy Adams, Mass., to Aurora, Ind., was 
applicable and not unreasonable. Complainant designated the 
the articles shipped as dressed and polished granite and said 
they could not be considered as monuments until they had been 
manufactured at his plant and erected. The consignor invoiced 
them as monuments and bases and described them in the bill of 
lading as granite monuments, the examiner said, adding that 
from the facts of record it seemed reasonable to believe that 
the shipment actually consisted of monuments in a semi-finished 
State. The governing classification did not carry a rating on 
monuments and the fifth class rate applicable on polished granite 
was charged. A commodity rate of 33 cents applicable on 
Polished granite, sought by complainant, was not applicable 
to the shipment involved because, the examiner said, the tariff 


item naming the 33-cent rate specifically excluded monuments 
or parts thereof. 


BARBED WIRE RATE 


Examiner R. N. Trezise, in a report on No. 17413, Keystone 

Steel & Wire Co. vs. Chicago & Alton et al., said the Commission 

. Should find unreasonable a fifth class rate of 26 cents on barbed 
Wire, wire nails and other iron and steel articles, in straight 
or mixed carloads, from South Bartonville, Ill., to Indianapolis, 
award reparation and prescribe a rate of 21 cents for the future. 
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The rate proposed by the examiner is that which would result 
from the use of the scale prescribed in the Jones & Laughlin 
case, 96 I. C. C. 682, via the shortest route. The complainant, 
the examiner and the carriers discussed the Jones & Laughlin 
case and Mr. Trezise reproduced a considerable part of the dis- 
cussion in his report. The carriers pointed out, among other 
things, that the rates in that case applied westbound, the direc- 
tion of the prevailing empty car movement, and that fifth class 
was the usual basis for rates on iron and steel articles. They 
also made the point that the articles in question were finished 
products, while much of the material carried on the Jones & 
Laughlin rates were raw materials or semi-finished products. 


ILLEGAL CHARGES ON HAY 


An award of reparation has been recommended by Exam- 
iner F. D. Binkley in No. 18168, C. F. Arnold & Company vs. 
Southern Railway et al., on a proposed finding that charges on 
a carload of hay shipped November 6, 1922, from Manhattan, 
Kan., to Birmingham, Ala., and reconsigned to Jasper, Ala., were 
illegal. Charges for inspection, demurrage and reconsignment 
were not assailed. The freight charges were based on a com- 
bination rate of 83.5 cents. The examiner said the Commission 
should find that the applicable combination rate was 64.5 cents 


and that complainants were entitled to a refund of $46.74, with 
interest. 


RATES ON TANNING EXTRACT 


Examiner David T. Copenhafer has recommended dismissal 
of the complaint in No. 17641, Beggs & Cobb, Inc., vs. Boston & 
Maine et al., on a proposed finding that rates on liquid tanning 
(quebracho) extract from Brooklyn, N. Y., to Winchester and 
Peabody, Mass., have not been shown to be unreasonable. 
Charges were collected on the basis of fifth class rates of 27.5 
and 28 cents to Winchester and Peabody, respectively, the ex- 
aminer said. In Quebracho Products Co. vs. S. I. R. T. Co., 96 
I. C. C. 52, the examiner said, the Commission found a rate of 
40 cents applicable after July 1, 1922, on liquid tanning extract 
from Mariners Harbor, N. Y., to Millville, Pa., a distance of 
211 miles, unreasonable to the extent that it exceeded 28.5 cents. 
He said it would be observed that the distance was considerably 
less than that involved in the instant case. The shipments 
to Peabody moved a distance of 339 miles. 





GRAVEL RATES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner W. M. Cheseldine in No. 
17460, Luten Bridge Co., Inc., vs. Atlantic Coast Line et al., as 
to rates on gravel, from Montgomery, Ala., to Barney, Ga., be- 
tween January 10 and May 21, 1924. He said the Commission 
should find the rates unreasonable to the extent they exceeded 
$1.76 per net ton and award reparation to that basis. The ex- 
aminer said that the conclusion recommended by him should 
be without prejudice to any that might be reached in the cases 
consolidated with formal docket No. 17517, in which the question 
of rates on gravel is under consideration. 


REPARATION ON BRICK 


Examiner Lawrence Satterfield, in No. 17531, Dann-Gerow 
Company vs. Tampa & Gulf Coast et al., said the Commission 
should find that the rates on three carloads of brick from Shaw- 
nee, O., to St. Petersburg, Fla., shipped in 1923 and 1924, were 
inapplicable and that one car was misrouted by the Baltimore 
& Ohio. That carrier, Satterfield said, should be required to 
stand the loss caused by the misrouting. He found that the 
applicable rate was 38.5 cents instead of 40.5 cents, the lower 
rate being produced by the application of the principle laid 
down in the Sligo case. The third car was misrouted by the 
Baltimore & Ohio, the applicable rate over the route of move- 
ment being, the examiner said, 45 cents. There is an under- 
charge on that which Satterfield said should be waived, and 
that that car should have been sent over the route over which 
the applicable rate was 38.5 cents, but on which a rate of 40.5 
cents was collected. 


RATE ON OLD DERRICK 


Examiner J. J. Williams has recommended dismissal of the 
complaint in No. 18290, Jackson Traffic Bureau (Miss.), for Faust 
Bros. Lumber Co. vs. Alabama Great Southern et al., on a pro- 
posed finding that the rate charged for the transportation of a 
second-hand logging derrick from Russwood, Ala., to Jackson, 
Miss., was not unreasonable. The examiner said the applicable 
rate was 83 cents. 


RATE ON GROUND FELDSPAR 
Examiner Edgar Snider, in a proposed report in No. 18023, 
Hopewell China Corporation vs. Atlantic Coast Line et al., has 
recommended prescription of a reasonable rate for the future 
and an award of reparation, based on a finding that the rate on 
ground feldspar from Trenton, N. J., to Hopewell, Va., was, is 
and for the future will be unreasonable to the extent that it 
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exceeded, exceeds or may exceed 21 cents per 100 pounds. 
Charges were collected at the applicable class-A rate of 31 cents. 
Complainant asked for a rate of 17 cents, minimum 50,000 
pounds. 


CORN SYRUP RATES 


A finding of unreasonableness and undue prejudice, an 
award of reparation and an order requiring the establishment 
of new rates has been recommended by Examiner C. J. Peterson, 
in No. 18214, American Syrup & Preserving Co. et al. vs. Chi- 
cago, Burlington & Quincy et al., as to rates On glucose or corn 
syrup, in tank cars, and in barrels, carloads, from Chicago, IIL., 
and Keokuk, Clinton, Davenport and Cedar Rapids, Ia., to Nash- 
ville, Tenn. The rates, since March 1, 1924, were alleged to 
have been unreasonable and unduly prejudicial to the complain- 
ants and unduly preferential of Memphis. 

Complaint about the rates arose out of the maladjustment 
growing out of the effect the increases under varying percent- 
ages prior to July, 1921, when the varying percentage increases 
threw out of line the method of making through rates from the 
north to the southeast, the method being combinations either 
on the Ohio or on Memphis. 

Peterson discussed a number of cases in which the adjust- 
ment resulting from the percentage disturbances was considered, 
including Cairo Syrup Co. vs. Indiana Harbor Belt, 104 I. C. C. 
487, in which the Commission said the rate of 47 cents on 
glucose, from Clinton and Roby, Ind., to Atlanta was found 
unreasonable to the extent it exceeded 38 cents, the rate to 
Meridian and Jackson; Miss. Following that case, Peterson said, 
the Commission should find that the rates assailed were, are and 
for the future will be unreasonable and unduly prejudicial to 
the extent they exceeded, exceed or may exceed a rate of 30.5 
cents from Chicago, Clinton, Keokuk and Davenport, and a rate 
of 32.5 cents from Cedar Rapids to Nashville, and award repara- 
tion to that basis. 


RATES FOUND APPLICABLE 


Examiner Morris H. Konigsberg has recommended dismissal 
of the complaint in No. 17969, Federal Rubber Company of Illi- 
nois vs. Chicago & North Western et al., on a proposed finding 
that applicable rates were charged on shipments of rubber tires 
and tubes from Cudahy, Wis., to St. Louis, Mo. Charges on fif- 
teen of the shipments were collected at the third-class carload 
rate of 59.5 cents, and on two of the shipments charges were 
collected on the first-class less-than-carload rate of 88.5 cents, 
according to the report. Complainant claimed that a 29-cent 
commodity rate was applicable. 


RATE ON BASKET TOPS 


An award of reparation has been recommended by Examiner 
Harris Fleming in No. 18181, Liberty Cooperage & Lumber Com- 
pany vs. Southern et al., on a proposed finding that a rate of 
78.5 cents charged on two carloads of basket tops shipped from 
Ellisville, Miss., to Cleveland, O., reconsigned en route to North 
East, Pa., was unreasonable to the extent that it exceeded 45 


cents, which was the lumber rate in effect when the shipments 
moved. 


RATE ON TIN OXIDE 


Dismissal of the complaint in No. 18280, Federated Metals 
Corporation vs. Pennsylvania et al., has been recommended by 
Examiner W. M. Cheseldine on a proposed finding that the rate 
on tin oxide, carloads, from East Liberty, Pa., to Sheboygan, 
Wis., was not and is not unreasonable or otherwise unlawful. 
The examiner said the gist of the complaint was that the rates 
charged were unreasonable because in excess of the basis 
accorded pig tin from Scranton, Pa., New York, N. Y., and other 
trunk line points to the same destination. 


EXAMINER SAYS DISMISS 


Examiner R. M. Brown has recommended the dismissal of 
No. 17755, Consolidated Rendering Co. vs. New York, New Ha- 
ven & Hartford et al., on a finding that the rate of 21.5 cents 
per 100 pounds, charged on 105 carloads of acid phosphate, be- 
tween March 9, 1923, and December 29, 1924, from Lowell, Mass., 
to East Windsor, Conn., was not unreasonable. The complaint 
alleged it was unreasonable to the extent it exceeded the sub- 
sequently established rate of 17 cents applicable over the route 
used by the railroads in transporting the 105 carloads. Repara- 
tion only was sought. 


IRON COMPLAINT BARRED 


Examiner E. J. Murphy has advised the Commission to dis- 
miss No. 17785, the Hamilton Company vs. Philadelphia & 
Reading et al., on a finding that the complaint alleging that 
the rate charged on a carload of wrought iron pipe from Reading, 
Pa., to Dallas, Tex., in July, 1923, was barred. The examiner 
said the Commission had received a letter about the shipment 
from an auditing company, in January, 1923, but no violation 
of the act, he said, was alleged and could not therefore consti- 
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tute a complaint which could be considered by the Commission. 
The formal complaint was not filed until December 5, 1925. 


PAVING BRICK RATES 


Examiner Harris Fleming has advised the dismissal of No. 
18241, Buffalo Brick Co. vs. Missouri Pacific of Nebraska et al., 
on a finding that the rate charged on various shipments of 
paving brick, from Buffalo, Kan., to McCook, Neb., in October 
and November, 1924, was not unreasonable. The examiner said 
the rates from Buffalo were being readjusted as a result of the 
decision in Mason Brick & Tile Co. vs. Director-General, 107 
I. C. C. 702, and that the present rate was not being assailed. 
He said reparation was denied in the Mason City case and 
the Southwestern Brick cases, 107 I. C. C., and that it should 
be denied in this one. 


RATES ON ELECTROLYZERS 


A finding of unreasonableness in the past, the prescription 
of the rate charged, for the future, and reparation in the form of 
waivure of undercharges have been recommended bf Examiner 
Morris H. Konigsberg in No. 17419, Pacific Nitrogen Company 
vs. Chicago, Burlington & Quincy et al., as to rates on electro- 
lytic cells (electrolyzers), in carloads, from Pittsburgh to Seat- 
tle, the shipments having been made in October, 1924. Four 
carloads of gas generators and parts were shipped. A rate of 
$2.12, applicable on machinery and machines, was collected. 
After the freight was collected undercharge bills, based on a 
rate of $3.90, applicable to electrolyzers, were presented. The 
complainant contended that the rate of $2.12 was applicable and 
that it was unreasonable to the extent it exceeded $1.76. 

Complainant contended that the word “electrolyzer” was of 
European origin and had no American equivalent. It was ap- 
plied, it said, to a cast-iron cell in which the insulating material 
for the electrodes was glass or porcelain. It said the things 
shipped were made of sheet iron and asbestos. It said the 
proper term was oxy-hydrogen generators or oxy-hydrogen cells. 
Konigsberg said that the purpose of the older and new type of 
cell was the same, namely, the generation of oxyden and hydro- 
gen gases by the electrolysis of water. He said electrolytic cells 
were rated third class in Western Classification territory under 
electrical appliances and that the $2.12 rate was restricted to 
electrical appliances classified fifth or class A. The $1.76 rate, 
he said, was restricted to Edison storage batteries. The latter 
were represented as having much greater value than the gen- 
erators shipped, but that under certain conditions, they could be 
used interchangeably. 

Konigsberg said the Commission should find the $3.90 rate 
was applicable but unreasonable to the extent it exceeded, ex- 
ceeds or may exceed $2.12. He said the undercharges should 
be waived by the defendants, who, he said, did not defend the 
$3.90 rate. ° 


ADVISES AGAINST CHANGE 

Attorney-Examiner Arthur R. Mackley has recommended the 
dismissal of No. 16504, Burlington Shippers’ Association et al. 
vs. Arkansas Central et al., on a finding that the rates on 
petroleum and its products, from the midcontinent field in Mis- 
souri, Kansas, Oklahoma, Arkansas, Louisiana and Texas to 
Burlington, Keokuk and Fort Madison, Ia., and Hamilton, IIl., 
are not unreasonable, and that the relationship of those rates 
and the rates on the same commodities from the same territory 
of origin to St. Louis does not subject Burlington, Keokuk, Fort 
Madison and Hamilton to undue prejudice and disadvantage, or 
give St. Louis an undue preference or advantage. 

The complaint was made with a view to having the com- 
plaining points, called the river cities, given the same rates as 
St. Louis. The complainants based their contention for an 
equalization of the rates on the fact that on classes and com- 
modities, generally, from the midcontinent field, the river cities 
take the St. Louis rates and that the mileages are about the 
same. 

Large compilations of rates and mileages were discussed by 
Mackley in the light of what the Commission had said in Mid- 
continent Oil Rates, 36 I. C. C. 109; Hubinger Bros. vs. Director- 
General, 58 I. C. C. 53; Keokuk Electric Co. vs. Director Gen- 
eral, 68 I. C. C. 517; Davenport Commercial Club vs. Director- 
General, 73 I. C. C. 251, and Midcontinent Oil Rates, 1925, 112 
I. C. C. 421. In those cases the situation against which com- 
plaint was made was considered and the existing rates were 
prescribed or compelled, the last mentioned prescribing rates 
that have not yet become effective. 

“This record, dealing with the relationship of rates to these 
few points,” says the report, “does not present facts warranting 
changes in relationships additional to those made in the broader 
investigation of rates and their relationships to points generally 
in Western Trunk Line territory, including these destinations.” 


TENTATIVE VALUATION REPORTS 


Pennsylvania Tunnel & Terminal Railroad Company, as of June 


30, 1918, total owned, $120,885,852; total used, $121,101,453. On date of 
valuation the carrier had outstanding $25,000,000 par value of common 
stock. It reported no long-term debt but had $20,000 of funded debt 
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matured but not paid and $83,600,576.95 in short-term notes held 
by the Pennsylvania Railroad Company which operates the property 
which is situated in New York City. The company also reported, 
on date of valuation, $6,500,841.88 of unpaid advances from the Penn- 
sylvania Railroad Company. The tunnel and terminal company’s 
books showed an investment in road and equipment, including land, 
on date of valuation, of $108,088,558.10. Cost of reproduction new was 
found by the Commission to be $105,907,168, and cost of reproduction 
less depreciation, $98,775,572. 

Western New York and Pennsylvania Railway Company, as of 
June 30, 1918, total owned but not used, $43,036,236. Practically all 
this company’s property is leased to the Pennsylvania Railroad Com- 
pany. On date of valuation the carrier had outstanding $81,232,387.12 
in stocks and long-term debt of which $19,972,756 represented stock. 
The investment in road and equipment was stated by the carrier as 
$71,022,449.23, which the Commission said would be reduced to $68,- 
202,763.63 under its accounting examination. 

ork, Hanover & Frederick Railway Company, as of June 30, 
1918, total owned, $1,750,000; total used, $1,763,355. 

Maryland & Delaware Telephone & Telegraph Company, as of 

June 30, 1915, $17,000. 


FINAL VALUATON REPORTS 


Valuation Docket No. 627, Elberton & Eastern Railroad Com- 
pany, opinion No. B-374, 114 I. C. C. 759-75, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $327,493, and of property used but not owned, 
$3,119,, as of June 30, 1918. j 

Valuation Docket No. 706, Carolina & Northeastern Railroad 
Company, opinion No. B-371, 114 I. C. C. 699-719, final value for rate- 
making purposes of property owned and used for common Carrier pur- 
poses found to be $138,279, as of June 30, 1919. : 

Valuation Docket No. 691, Kelly’s Creek and Northwestern Rail- 
road Co., opinion No. B-372, 114 I. C. C. 720-9, final value, for rate- 
making purposes of the property owned and used for common carrier 
purposes, found to be $105,000 and of property used but not owned, 
$9,210, as of June 30, 1918. 


WRAPPING PAPER RATINGS 


The Traffic World, September 25, page 684, in quoting the 
examiner’s report as to wrapping paper ratings, said: . 


1. That the allegations of unjust discrimination and undue 
prejudice and preference have been sustained. 


The paragraph should read: d 


1. That the allegations of unjust discrimination and undue 
prejudice and preference have not been sustained. 


CONTROL OF C.N. & L. BY A.C. L. 


In a proposed report by Examiner Ralph R. Molster in fi- 
nance docket No. 5424, it is recommended that the Commission 
find that acquisition by the Atlantic Coast Line of control of 
the Columbia, Newberry & Laurens Railroad Company, by pur- 
chase of capital stock, will be in the public interest, provided 
that the present neutrality in handling traffic over the line of 
the latter company be continued and the line be maintained as 
an open route equally available to all connecting carriers. 

The Seaboard Air Line protested against approval of the 
acquisition of control while it was favored by the Railroad 
Commission of South Carolina, by minority stockholders of the 
C. N. & L., and by various municipalities of commercial or- 
ganizations of South Carolina. 

The line of the C. N. & L. extends from Columbia to 
Laurens, S. C., a distance of 75 miles. Examiner Molster 
said it was stated that, by reason of its location, the line en- 
tered into a through route for shipments moving between ter- 
ritory served by the lines of the Carolina, Clinchfield & Ohio 
and its subsidiaries and territory served by the A. C. L. He 
pointed out that the Clinchfield system was controlled by the 
A. C. L. and the L. & N. The A. C. L. said that, as soon as 
the connection between the systems of the L. & N. and the 
Clinchfield was constructed, the line of the C. N. & L. would 
form a part of new merchandise routes to be established in 
conformity to purpose “avowed” by the A. C. L. and the L. 
& N. in the Clinchfield lease case. 

__ The C. N. & L. has outstanding $500,000 of capital stock, 
divided into 20,000 shares of the par value of $25 each, the 
report said. Early in the 90’s,. predecessors of the Seaboard 
and of the A. C. L. acquired equal interests (3,334 shares) in 
the C. N. & L. in conformity with contracts intended to in- 
sure the success and preserve the neutrality of the line. The 
A. C. L. now owns 9,016 shares. The holdings of the Seaboard 
have remained unchanged. The A. C. L. proposes to acquire 
3,858 shares of the stock which, with the 9,016 shares owned 
by it, will aggregate 12,874 shares or 64,32 per cent of the 
total outstanding capital stock of the C. N. & L. Fifteen hun- 
dred of the additional shares have been held by friendly in- 
terests and voted in accordance with the policy of the A. C. 
L., according to the report. The A. C. L. and the C. N. & L. 
now have some common officers but operation of the latter 
has been conducted on a neutral basis, according to the report. 
The average price to be paid by the A. C. L. for the stock is 
$14.041 a share. It was stated that the stock was worth par 
and that minority stockholders could obtain that price for 
their stock. 

The Seaboard contended that it would be adversely affected 
by control of the C. N. & L. by the A.C. L. It said that whatever 
public interest was involved in the proposal could be accom- 
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plished by ownership of all the capital stock of the carrier 
jointly by the Seaboard and the A. C. L., which would preserve 
the Seaboard’s rights and interest. 

Examiner Molster said that lease of the Clinchfield properties 
by the A. C. L. and the L. & N. was one step in the establish- 
ment of through routes for the movement of fuel from Kentucky 
coal fields to the Carolinas and the South Atlantic ports, and of 
merchandise between the Northwest and the Southeast. He said 
a second step necessary to be taken for the accomplishment of 
those objects was physical connection of the L. & N. and Clinch- 
field systems, plans looking to the consummation of which were 
now under consideration. 

“The primary concern of the Commission in this proceed- 
ing,” he continued, “is whether acquisition of control of the 
carrier (C. N. & L.) as proposed by the applicant is an appropri- 
ate further step in the plan, heretofore approved in principle, 
for the establishment of such through routes under conditions 
prescribed by the Commission.” 

The examiner said that, while it was apparent that the 
A. C. L. for a number of years had enjoyed virtual control of 
the C. N. & L., the policies pursued in the management of the 
carrier’s facilities had been acceptable to other connections. 

“Upon the facts presented,’ the examiner said, “it is ap- 
parent that control of the carrier by the applicant, for the 
purpose of assuring the availability of the line in efficient and 
properly maintained through routes to eastern Carolina points, 
will be in the public interest, provided the present neutrality 
in the handling of traffic over the carrier’s line be continued 
and the line of the carrier be maintained as an open route 
equally available to the applicant, the Seaboard and the South- 
ern.” 


RECONSIGNMENT CHARGES UPHELD 


(Continued from page 742) 
merely to Monroe as where it is billed to one plant group and sub- 
sequently changed to another. 

Complainant’s contention that Warner Yard is not a terminal 
yard within the meaning of the tariff can not be sustained and, 
bearing in mind that the purpose of the reconsignment rule is to 
induce the original billing of freight direct to the point of unloading, 
rule 11 must be considered as applicable in the circumstances here 
under review. Rockford Lumber & Fuel Co. vs. Director General, 60 
I. C. C. 217, Alaska Junk Co. vs. Director General, 68 I. C. C. 615. 

Although the assessment of the reconsignment charge is also 
assailed as unreasonable, complainant introduced no evidence in sup- 
port of the allegation other than testimony to show the inconvenience 
caused by the present practice of showing in the bills of lading the 
particular plant group where delivery is to be made. The River 
Raisin Paper Company has two plants at Monroe and reconsigning 
charges are assessed on their shipments in the same manner as on 
those of complainant, and this is in line with the general practice 
at all points on defendant’s road. 

Upon this record we find that the reconsignment charges as- 
sailed were applicable and that they were, are and for the future 
will be reasonable. The complaint will be dismissed. 


CORRECTED ORDER 


The Commission, by division 3, has issued a corrected, 
mimeographed order in connection with the cancellation of 
schedules suspended in I. and S. No. 2675, grain and grain prod- 
ucts from Missouri River to points in Arkansas. In the original 
order it directed the cancellation of the unjustified schedules 
not later than September 25, although the decision was made 
September 11. The law requires a 30-day notice to be given a 
carrier as a minimum. Less than half that time was allowed. 
The corrected order requires the schedules to be canceled not 
later than October 24. 





EXPLOSIVES REGULATIONS 


The Commission, by division 5, in No. 3666, the case in 
which it deals with regulations for the transportation of ex- 
plosives and other dangerous articles (mimeographed , has issued 
amended regulations and specifications pertaining to gases for the 
expelling of fire-extinguisher contents and _ specifications for 
wooden barrels and kegs for use as containers for paints, var- 
nishes, lacquers and road asphalt, having flash point above 20 
degrees Fahrenheit, and a capacity not exceeding 55 gallons 
each. The issue also contains a rule to be observed in the re- 
modeling of wooden barrels and kegs to be used for paints, 
varnishes, and so forth, so as to make them suitable for use 
as containers for such commodities. The regulations become 
effective October 1 on one day’s notice. 


L. & S. CONSTRUCTION 


In its formal report on finance docket No. 5269, Construc- 
tion of line by Lowell & Southern, mimeographed, the Commis- 
sion, by division 4, expressed the opinion that it would be more 
desirable for the Burlington to construct and operate the pro- 
posed four-mile line, in LaSalle county, Ill., as a branch of its 
railroad than to permit its construction and operation by the 
applicant. The Burlington, the report said, had deemed it 
inadvisable to construct the line, apparently because it was in 
doubt as to the ultimate success of the project. The Commission 
said the record was not entirely convincing that the proposed 
line would be a financial success. It added that since the ap- 


















































































































750 


plicant’s organizers were ready and willing to use their own 
funds and assume the burden of operation with full knowledge 
of what the future might hold for the enterprise, and since the 
record indicated a fair prospect of financial success, it seemed 
proper that a certificate of public convenience and necessity 
should be issued. 

The road is to give transportation facilities to a territory in 
which there are deposits of clay, limestone and coal. The line 
will extend from Lowell, Ill., a village of about 150 persons, to a 
connection with the Burlington near Leonore. The estimated 
cost is $98,250. The Commission said the money was not to be 
furnished by stockholders in any industry at Lowell, where a 
clay products plant of considerable size is being constructed. 


NO NECESSITY FOR LINE 


The Commission, by division 4, in Finance Docket No. 5378, 
has denied an application of the Northern Oklahoma Railways 
for authority to construct a line of railroad in Craig county, 
Okla., extending from a connection with the Frisco at a point 
about three miles west of Vinita to a point to the north about 
11 miles distant. The promoters of the enterprise, the report 
said, were business men of Vinita, a city of about 5,000, situated 
at the intersection of the main lines of the Frisco and the M-K-T. 
The principal purpose of the line was to reach and serve deposits 
of coal, which commodity, it was. estimated, would furnish about 
90 per cent of the traffic of the new line. 

The Frisco, in response to the Commission’s questionnaire, 
said its opinion was that the available traffic was sufficient to 
justify construction of the line and that it would contribute to 
the traffic and income of the Frisco. The M-K-T, however, 
opposed the application, contending that the territory to be 
served by the proposed line could be served by it or the Frisco, 
that the new line, if built, would take traffic away from the 
M-K-T, and that duplication of facilities would result. It said it 
stood ready to build extensions to the coal fields when conditions 
indicated that sufficient traffic would be furnished to justify the 
expense. In its conclusions, the Commission said: 

Consideration of the proposal in its broader aspects seems to 
justify the view that it is inadequate either as a means of meeting 
the needs of the agricultural interests, or for the distribution of 
coal. It is clear that the proposed location was determined prim- 
arily by the expected coal traffic and that benefits to the agri- 
cultural interests must be regarded as largely incidental. The 
distance from the northern terminus of the proposed line to the 
line of the Missouri Pacific on the west would be approximately 
24 miles. A line intended best to meet the transportation needs 
of the territory as a whole would probably reach Centralia as 
well as the coal field. As to the needs of the coal traffic, assuming 
that the time is ripe for providing railrodd transportation from 
the Craig county field, the proposed line gives the impression of 
a local enterprise rather than one intended to afford the maximum 
service to the public. Its physical character is inconsistent with 
the transportation of a large traffic in a commodity as heavy as 
coal. As the principal market of the coal produced is expected 
to be to the north rather than to the south, transportation 


_—~ indicates the propriety of rail connections in that direc- 
tion. 

The M-K-T has declared its intention to construct tracks to 
serve this coal field when the prospective traffic will justify the 
expense, and the Frisco, having indicated its belief that the pro- 
posed line may secure a profitable traffic if independently operated, 
is hardly in position to deny that the operation of a branch similar 
to the proposed line would not be even more profitable. Pleas 
for the consolidation of small independent lines with trunk lines 
on the ground of economies to be effected have been made before 
us in many cases. Should either of these carriers fail to provide 
appropriate facilities when shown to be necessary, there would 
seem to be no better opportunity for the exercise of our authority 
under paragraph (21) of section 1 of the act than would be 
presented in meeting the requirements of the Craig county field. 

We find that the public convenience and necessity have not 
been shown to require the construction of the line of railroad 
in Craig County, Okla., by the Northern Oklahoma Railways, as 
proposed, and our order will be entered denying the application. 


OREGON CONSTRUCTION CASES 


Conferences between the interested railroads with regard to 
the acceptance or rejection of the terms imposed by the Com- 
mission in its report on formal docket No. 14392 and related 
finance docket cases, collectively known as the Oregon Railway 
Construction Cases, are to be resumed early in October, when 
Chairman DeForest, of the Southern Pacific, returns from 
Europe. 

That expectation is recited in correspondence between Com- 
missioner Aitchison and President Budd, of the Great Northern. 
Two letters have been made public by Commissioner Aitchison. 
Mr. Aitchison asked Mr. Budd what was being done about the 
matter. In answer to that inquiry, Mr. Budd said that, in 
August, he had taken up the subject with President Donelly, of 
the Northern Pacific, and President Sproule, of the Southern 
Pacific. At Mr. Sproule’s request resumption of the conferences 
was put off until Mr. DeForest’s return. 

Answering that letter, Mr. Aitchison said that, as previously 
stated in letters to the Great Northern and the other carriers 
involved, the Commission, as set forth in its report, expected to 
be advised of the acceptance or rejection of the terms and condi- 
tions with no unnecessary delay. 


SECTION 15A NOT APPLICABLE 
The Hudson Valley Railway Company is not engaged in the 
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general transportation of freight within the meaning of section 
15a of the interstate commerce act and it is not subject to the 
provisions of that section, the Commission, by division 1, has 
held in Finance Docket No. 3392, Sub. No. 4, application of sec- 
tion 15a of the interstate commerce act to the Hudson Valley 
Railway Company. The Commission said the facts presented 
showed that the transportation performed by the carrier was 


radically different from that performed by steam railroads gen- 
erally. 


The Hudson Valley claimed that it was not subject to sec- 
tion 15a. It operates an interurban electric railway in northern 
New York, connecting the cities of Troy, Mechanicsville, Sara- 
toga, and Glens Falls, and about 10 miles of street railway in 
Glens Falls and Saratoga. Section 15a excludes from its ap- 
plication interurban electric railways unless operated as a part 
of a general steam railroad system of transportation or engaged 
in the general transportation of freight. 

The Commission said that the record showed that, although 
the carrier was indirectly controlled by the Delaware & Hud- 
son through stock ownership, its road was not operated as a 
part of any steam railroad system of transportation. 





RAILWAY MAIL PAY 


On inquiry by the Springfield Terminal Railway Company, 
the Commission, in No. 9200, the railway mail pay case, has 
decided that the terminal is entitled to pay, for transporting 
the mails, at the rates established for separately operated rail- 
roads less than 50 miles long, in the order of December 23, 
1919, for services rendered on and after March 1, 1926. 

In another order in the same case, the Commission has 
awarded to the Canadian Pacific rates of pay for transporting 
the mails, between Wells River and Newport, Vt., that were 
awarded, in the first instance, to Boston & Maine. The last 
mentioned, on June 1, 1926, by sub-lease, transferred the Wells 
River-Newport branch to the Canadian Pacific for operation. 
The effect of the Commission’s order is to transfer the contract 
for carrying the mails, formerly held by the Boston & Maine. 


UNCONTESTED FINANCE CASES 


The Illinois Central has been authorized to issue and sell 
$35,000,000 of 40-year 4 3-4 per cent gold bonds at 93.65 per cent 
of par and accrued interest to reimburse the treasury for capital 
expenditures. Proceeds will be used for improvement of various 
parts of the system. 

The Illinois Central has been authorized to issue and sell 
$4,665,000 of equipment trust certificates at 99.517 per cent of 
par and accrued dividends in connection with the procurement 
of rolling stock. 

The Chicago, St. Paul, Minneapolis & Omaha Railway Com- 
pany has been authorized to issue and sell $410,000 of equipment 
trust certificates at not less than 100.803 per cent of par and 
accrued dividends. 

The Nacogdoches & Southeastern has been authorized by the 
Commission to abandon, as to interstate and foreign commerce, ap- 
proximately 6 miles of line between Oil Springs and La Cerda, in 
Nacogdoches county, Tex. 

The Indiana Harbor Belt has been authorized to issue a 41% per 
cent promissory note in the amount of $500,000. 

The Union Pacific has been authorized to build an extension 2% 
miles from Ripple, Colo., in Larimer county, Colo. 


FINANCE APPLCATIONS 


The Naples, Seaboard & Gulf Railway Company has applied for 
authority to issue 50 shares of stock, par value $100 a share, of which 
46 shares will be delivered to John S. Jones, president of the company. 
The other four shares will be delivered as follows: C. H. Hartley, 
vice-president, 1; George K. Smith, secretary, 1; William Burry, 1, 
and J. K. McDowell, 1. The applicant’s line is under construction on 
the west coast of Florida and will soon be completed, according to 
the application. It will be operated as a part of the Seaboard Air 
Line system. Mr. Jones is contributing land and money for the new 


many and, under a contract with the Seaboard, is to receive stock there- 
or. 


REORGANIZATION OF G. & F. 


Reorganization plans of the bondholders of the Georgia & 
Florida Railway, which has been in receiver’s hands since March 
27, 1915, have been placed before the Commission in an applica- 
tion filed by R. Lancaster Williams, chairman of the executive 
committee of first mortgage bondholders, asking authority 
for the Georgia & Florida Railroad, a new company, to 
acquire the properties and interests of the old company, 
and to construct and operate a new extension from Augusta, Ga., 
across the Savannah river to Greenwood, S. C., a distance of 56 
miles. Authority also is asked to acquire the property of the 
Statesboro Northern, the stock of which is now owned by the 
receiver of the Georgia & Florida, and to acquire the leasehold 
of that property from the receiver of the G. & F. The G. & F. 
property is about to be ordered sold by the Superior Court of 
Richmond county, Ga., the applicant said. 

The Georgia & Florida, with the proposed extension, the ap- 
plicant said, would be changed from a local line to one forming 
an important link in new through routes between south Georgia 
and Florida and important markets and :~dustrial centers of the 
North. The line has been practically bottic” up at its northern 
terminus at Augusta, the applicant said. 
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MOTOR VEHICLE INVESTIGATION 


(By a Staff Correspondent at Kansas City, Mo.) 


Seven successive railroad witnesses appeared before Exam- 
iner Flynn, on the first day of the Kansas City hearings in the 
Commission’s investigation into motor bus and motor truck 
operation, docket 18300, with stories that were similar, con- 
cerned mainly with the decline in the passenger traffic on their 
roads, and with the falling off in their revenues from less-than- 
carload freight, the first of which they attributed to the grow- 
ing popularity of the motor bus as a means of passenger trans- 
portation, and the second of which they blamed on the growing 
use of the motor truck, contract and common carrier, for the 
delivery of package freight over short distances. 

Before the day was over, the figures on passenger traffic 
decline were duplicated a number of times, inasmuch as the 
representatives of individual roads put them in after the gen- 
eral figures had been produced by L. G. Reymiller, assistant 
statistician of the Statistical Bureau of the Western Lines, the 
first witness. Mr. Reymiller’s first exhibit showed the number 
of passengers Carried, the passengers carried one mile per mile 
of road and the average distance each passenger was carried, 
ior each carrier in Arkansas, Kansas, Louisiana, Missouri, Okla- 
homa and Texas, for the years from 1920 to 1925, inclusive. 
His recapitulation showed decreases in passengers carried for 
these six states, over the six-year period, ranging from 51.9 
per cent in Missouri, to 74.3 per cent in Louisiana, while, in 
the same years, the average number of miles each passenger 
was carried increased in percentages varying from 33.57 in 
Oklahoma to 82.72 in Louisiana. At the request of opposing coun- 
sel, he matched these figures with others, showing the trend of 
freight traffic, in revenue ton miles, over the same period. These 
showed 144,000,000,000 ton miles in the states named in 1920, 
108,000,000,000 in 1921, and 142,000,000,000 in 1925. 


E. J. Shakeshaft, assistant general passenger agent for the 
A. T. & S. F., gave detailed figures as to decreases in local 
travel over the railroads between particular stations on his road, 
the Rock Island, the Burlington, the Missouri-Kansas-Texas, and 
a number of others. While he did not attribute these reduc- 
tions entirely to the growing use of the bus lines—admitting 
that a part of it might be due to the larger number of privately 
owned cars—he did point out a number of instances when he 
knew that business was lost directly to the busses. One of 
these was the movement of the 26 members of the football team 
of Haskell Indian Institute from Lawrence, Kan., to Springfield, 
Mo., last fall, and the movement of 84 laborers by bus from 
Kansas City to Denver last month, both pieces of business 
being lost to the railroads because special rates could not be 
made at a moment’s notice. He said that if the railroads could 
have bid on the business in the same manner as the bus lines 
did, the travel would probably have taken place by rail. 

J. N. Cornatzar, passenger traffic manager for the St. L.- 
S. F., after showing figures of decreases in passengers carried 
between typical local stations on his lines, and after entering 
as an exhibit a map of Missouri which showed 81 bus lines to 
be operating regularly in that state, said he did not think that 
the greatest loss of passenger traffic was due to the privately 
owned motor car. This belief he said he based on the fact 
that, when the dirt roads along his line were improved, the 
passenger traffic was not seriously affected because of that 
fact. But when busses began to run over those roads, it became 
impossible to run local passenger trains so as to produce reve- 
nue above out-of-pocket cost. He said he knew enough about 
the volume of business being done by the busses competitive 
with his line to be able to say that if their traffic was turned 
over to the St. L.-S. F. the passenger trains on that line could 
continue operations at a profit. He said he favored regulation, 
both state and interstate, and pointed out that Missouri was 
One of the states that had not as yet adopted a policy of state 
regulation for motor common carriers. 


W. E. Fenwick, testifying for the M. K. T., entered a map 
of Arkansas similar to that of Missouri presented by the pre- 
vious witness. It showed 113 regular bus routes in operation 
in his state. He introduced an exhibit containing the rules un- 
der which the Arkansas commission regulates the common Car- 
rier automobiles in that state, but said that this regulation was 
hot a matter of legislation, but simply a power assumed by 
the Arkansas commission with the consent of the operators. 
Generally speaking, he said, the busses were not taking business 
from his line because of lower rates, but because the medium 
they used offered greater flexibility of service. 


The map of Arkansas introduced by H. H. Butler, assistant 
general passenger agent for the Missouri Pacific, showed 66 
bus lines in operation in that state. As an example of how 
little the rate had to do with the swing of passenger traffic 
toward the busses, Mr. Butler pointed out that the number of 
Dassengers carried by his line from Little Rock to Conway, Ark., 
had decreased from 29,118 in 1920 to 6,723 in 1925, although the 
bus fare between the two points was $1.11 as compared with 
the railroad fare of 80 cents. He said one of the objections to 
Tailroad-owned bus lines was the difficulty of coordination. Un- 
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der the interstate commerce act, he said, if a railroad wanted 
to sell a ticket from one point to another via railroad and bus, 
it had to print upon the ticket the portion of the fare going to 
each. This, he claimed, made a through fare impossible, since 
in any case, the ticket would represent the sum of two local 
rates. . 
J. G. Drew, vice-president of the Missouri Pacific, read into 
the record figures showing the decline in L. C. L. tonnage hauled 
by his road. In 1921, he said, that character of traffic repre- 
sented 13.08 per cent of all tonnage handled. In 1925, he added, 
that percentage had shrunk to 10.8 per cent, a decline on the 
1921 percentage basis of 2,378,879 tons. Applying that basis 
to the intervening years, the witness arrived at the conclusion 
that the Missouri Pacific was short an aggregate of over five 
million tons of L. C. L. freight. At the same time, he pointed 
out, the average haul on that kind of business was increasing. 
In 1921, he said, the figure was 195.21 miles, and in 1925 247.98 
miles, an increase of 62.77 per cent. The decline in L. C. L. 
traffic he attributed to three causes. First, the increasing use 
of the privately owned automobile truck; second, the rise of the 
contract carrier as a factor in freight haulage; and third, the 
increased number of common carrier trucks operating in Mis- 
souri Pacific territory. 

A. L. Conrad, asistant general auditor for the A. T. & S. F., 
bore out Mr. Drew’s contentions by putting in figures showing 
a decline from 5.3 per cent to 3.3 per cent of all freight traffic 
in the L. C. L. shipments handled by his company in 1925 as 
against 1921. Conrad also had something to say about the 
decline in passenger traffic on his road, but he said he was 
inclined to think that the larger portion of it was due to the 
increased number of private automobiles. 

All of the railroad witnesses appeared under the direction 
of G. W. Holmes, assistant commerce attorney for the Missouri 
Pacific, and little time was lost in the presentation of their tes- 
timony. 

The balance of the day was given over to witnesses for 
electric and steam short lines, under the direction of Shirley 
Seward, western representative of the American Short Line 
Railroad Association.’ 

R. P. Woods, vice-president and general manager of the 
Kansas City, Clay County & St. Joseph interurban electric line, 
although he showed that the revenues of his line had fallen 
approximately 30 per cent since 1923, said that he believed the 
peak in bus competition to have passed. He based this ob- 
servation on the fact that the passenger traffic on his Kansas 
City-Excelsior Springs line had increased materially in the first 
eight months of 1926 as compared with the same period in 1925, 
and the added fact that the business on the paralleling bus 
lines, one of which was owned by a subsidiary of the electric 
line, had fallen off 35 per cent. Just at present that division 
of the electric line was hauling three times as many passengers 
as the two bus lines together, he added. This preference for 
the electric cars, he said, was due to the regularity with which 
they ran, the faster time they made, and their superior riding 
qualities. He said that common carrier trucks and busses, op- 
erating interstate, ought to be regulated by the federal gov- 
ernment. 

R. B. Campbeil, general manager for the Arkansas Valley 
interurban line, said he favored regulation, but added that he 
thought it would be best if the “minimum of regulation were 
federal and the maximum state.” He told about the experience 
his line had had in running busses in competition with itself. 
The bus company, a subsidiary of the electric line, appeared 
before the Kansas commission, immediately after the passage 
of the Kansas law, and asked for a certificate of public con- 
venience and necessity. The electric line appeared and opposed 
the certificate on the grounds that its facilities were ample to 
take care of all of the traffic offered. The state commission 
refused the certificate. Mr. Campbell said he instituted the 
case to make a precedent which he could follow in case some 
new bus line should try to take business from his electric line. 
The examiner asked him whether he was an official in both 
companies. 

“Yes, sir,” answered the witness, “I am general manager 
for the electric line, and president of the bus company.” 

“And for which did you appear at the hearing about which 
you have told us?” 

““T appeared for both,” the witness replied. There was a 
general laugh, but the witness explained that he had been able 
to convince the Kansas commission of his good faith in the 
matter. 

Evidence concerned with the decline in traffic on their re- 
spective electric lines was also put in by W. E. Barnhardt, as- 
sistant general manager for the Kansas City, Leavenworth & 
Western; Thomas Riley, for the Missouri-Kansas Railway Com- 
pany, and E. J. O’Brien, traffic manager for the Kansas City, 
Kaw Valley & Western. Mr. Barnhardt agreed with Mr. Woods 


as to the decline in bus competition since the close of 1925. 
The first eight months of the current year showed an increase 
of approximately $3,000 in the revenues of his road over the 
same period last year, he said. Mr. Riley said his road was 
His equip- 


paralleled by three bus lines and two truck lines. 
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ment could easily handle one-third more traffic than was offered 
to it, he added. Mr. O’Brien said his line had kept a careful 
check of the business done by competing bus lines in the first 
months they operated and this check made it possible for him 
to lay direct blame for the loss of electric line traffic to the 
busses. He complained also that the motor trucks had taken 
away from his line the lucrative dairying business, in the build- 
ing of which much time and money had been spent. These 
gentlemen were unanimously in favor of federal regulation of 
common carrier trucks and busses. 

F. G. Buffey, general manager of the Kansas’ City Railways, 
testified briefly as to the operations of his company, both elec- 
tric and by motor bus in the cities of Kansas City, Mo., and 
Kansas City, Kan. He said that a competing bus line between 
the two cities had started a few years ago, and began using the 
intercity viaduct, for the use of which the car company paid 
$30,000 a year. An injunction against their so using the bridge 
was obtained, however, and the bus line suspended operation. 
He said he believed in regulation for common carrier motor 
vehicles, but thought a scheme of state regulation would be 
wisest. He also said that care should be taken not to saddle 
interstate restrictions on operations that were only “technically 
interstate,” by which he means such intercity traffic as that 
carried on by his interests. 

P. Hedgespeth, president of the Rockport, Langdon & North- 
ern, a six-mile steam railroad in northwestern Missouri, amused 
those in attendance with figures as to the passenger traffic on 
his line. The total passenger revenues in July of this year, he 
said, were $18, but the excessive rains in September brought 
the passengers carried in the first seven days of that month up 
to 104 and the pasenger revenues rose to $31.20. The freight 
traffic on his road had held up pretty well, he said, because it 
had received the haul on considerable road-building material 
going into his section. His chief cause of complaint lay in 
figures gathered at Rockport, the county seat of Atkinson 
county, Missouri. These showed, he said, that the railroads had 
paid over $14,000 in taxes to the county last year, of which 
$2,600 went into the road fund. The only item he could find 
upon the tax books covering common carrier automobiles was 
one of $9.80 paid by a truck operator. Of that payment, he 
added, 75 cents went into the road fund. He thought busses and 
trucks ought to be regulated some way to eliminate what he 
called this unfairness. Asked by the examiner what his road 
was doing to win back its passenger business, the witness re- 
plied that the only thing he could think of that might help was 
to “pray for more rain.” 

George Doying, manager of the Purple Swan Coach Lines, 
outlined the operations of his company, which operates 40 
busses on six routes out of St. Louis, to points as far distant as 
Chicago and Indianapolis. He said, on the basis of August busi- 
ness, his company expected to do $7,000,000 business annually. 
Federal regulation he said he favored because transportation 
was a public function and the public was entitled to protection. 
Incidentally, he admitted, federal and state regulation might 
help his company in keeping new lines off the roads. But he 
said his experience in the employ of the Illinois commission, for 
which he worked until two years ago, had taught him enough 
about the value of regulation to make his remarks sincere. 

The Oklahoma commission does not believe the time has 
as yet arrived when the federal government should take control 
over interstate commerce moving via motor vehicles, according 
to C. B. Bee, traffic adviser for that commission, who was the 
first wintness on the second day. He qualified this statement 
by adding that he did not think the Interstate Commerce Com- 
mission should have direct control over such regulation. In 
the first place, he said, automobile common carriage was still 
“in its swaddling clothes” and ought not to be hampered by 
restrictive legislation at this time. Then, he added, the Com- 
mission at Washington could not possibly handle such necessary 
functions as the licensing of drivers and the supervision of the 
transfer of equipment from one operator to another. He also 
mentioned the expense that would devolve upon the small pro- 
spective operator were it necessary for him to go to Washing- 
ton for his certificate. Some of those operating interstate into 
and out of Oklahoma, he felt sure, would never have been able 
to begin operations if this expense had been necessary. Fur- 
ther, he described the work of his commission in making bus 
travel safe for unescorted women and in policing the bus move- 
ments to prevent liquor shipments. Neither of these important 
duties, the witness said, could be performed by a federal agency. 
He thought interstate commerce by busses and trucks might 
well be handled by the commissions of the state in which they 
operated. 

In Oklahoma, under the present law, he said, there were 178 
passenger certificates and 151 freight certificates in operation. 
The holders of these permits, he said, covered 1,374,078 vehicle 
miles in August of this year, of which about 18 per cent was 
interstate. The Oklahoma commission, which has jurisdiction 
over rates and fares under the statute, he said, has adopted the 
policy of not permitting fares on bus lines competitive with 
railroads to be made less than the railroad fares between iden- 
tical points. Freight rates were generally fixed at the average 
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of the first four railroad class rates between the points affected, 
he said, which, in view of the fact that most of the goods car- 
ried by truck fell into the lower two classes, made them, on 
the whole, somewhat higher than the rail freight rates. The 
truck lines got their business chiefly because they afforded 
quicker deliveries on short hauls, he said, and because store 
door delivery and pickup were included in the line haul rate. 
Under the Oklahoma law, Mr. Bee said, all common carriers 
were required to carry liability insurance. 

Dudley H. Jones, office engineer for the Oklahoma highway 
commission, said his state was spending an average of ten mil- 
lion dollars a year on highway construction and maintenance. 
This amount came entirely from license and gasoline taxes, and 
from federal road aid. He said he was not aware that common 
carrier automobiles hurt the roads more than private cars, nor 
was he aware of any state highway that had to be closed against 
heavy vehicles at any time of the year. 

Ward B. Faulkner, president of the Ward Way, a motor bus 
line operating out of Muskogee, and president of the Oklahoma 
Motor Truck and Bus Operators’ Association, said that he 
thought the people the commission ought to call in as witnesses 
were those who rode on the busses and patronized the trucks. 
These, he felt sure, would say that there could be no bitter com- 
petition between the automobile and the railroad. He said they 
performed different functions and that if they were awake to 
their opportunities they would co-operate to the extent of using 
the same depots and the same lines of communication. Cer- 
tainly, he added, such co-operation was more logical than that 
by which competing railroads often joined in such use. His 
association, composed of 290 operators, about envenly divided 
between bus and truck owners, he said, favored state regulation 
“of the right sort”; if the Commission saw fit to recommend 
regulatory legislation to Congress, he thought their scheme 
ought to include a method of making the state commissions 
agents of the federal government in regulating interstate motor 
vehicle commerce. 

J. H. Henderson, counsel for the Iowa Commission, read 
into the record communications from that body adopting the 
stand on the question of federal regulation taken by the national 
association of state commissions. He said there was a work- 
able law in force in Iowa that the people seemed to like and 
that, so far as he knew, there were only five interstate oper- 
ators that had not received certificates from the Iowa commis- 
sion. One of the troubles likely to be met with in federal reg- 
ulation, as it has been met with in state legislation, he said, was 
the definition of the term “motor vehicle common carrier.” As 
defined by the Iowa law, he added, that expression meant the 
operator of a motor vehicle for general hire, on the highways, 
“between fixed termini and over regular routes.” 


Joseph H. Hays, representing the Iowa Truckers’ Associa- 
tion, described the growth of live stock haulage into the Sioux 
City market by truck. He characterized that point as the “lar- 
gest live stock trucking market in the world,’ and summarized 
the position of his association on the question of truck regula- 
tion, as follows: 


» We are opposed to federal regulation, first, because we believe 
that state regulation is thoroughly practicable and adequate; second, 
that federal regulation would discourage and hamper a natural de- 
velopment of this industry, which we believe to be a great con- 
venience and economic necessity to the public; third, that the amount 
of merchandise shipped in interstate commerce by common carrier 
truck is negligible and does not demand regulation; fourth, that no 
law so to regulate could be properly or economically enforced; fifth, 
that the major proportion of the demand for federal regulation comes 
from the rail interests and not from the public at large; sixth, that 
no bill passed by congress would protect the railways nor divert 
this commerce back to the rail lines by reason of the inability of 
congress to regulate contract carriers and privately owned trucks. 


W. E. Griffin, speaking for the Teaming and Motor Trucking 
Association of Kansas City, said that his organization did not 
favor federal regulation at least until a workable law had been 
tried in Missouri, where common carrier automobiles were still 
totally unregulated. He said that fully 90 per cent of the truck- 
ing done by automobiles other than private was in the hands 
of casual haulers and so-called contract truckers and that, under 
any system of regulation similar to that used in other states, 
the 10 per cent “would be at the mercy of the other 90 per 
cent.” The members of his association, he said, did a great 
deal of hauling between the two Kansas cities, but were not, on 
that account, competing with the railroads. 


B. C. Biggerstaff, secretary of the Kansas City Live Stock 
Exchange, described the haulage of live stock into the Kansas 
City market, which he said had increased from 4.6 per cent of 
the total receipts in 1924 to 5 per cent in 1925. The total num- 
ber of animals so received in 1925 was 354,000, as compared with 
229,000 in 1921, he said. All of this movement, except a small 
proportion of sheep, he said, was interstate. The advantages of 
the truck movement were not only quicker delivery and conse- 
quent less shrinkage, he said, but the return to the farm of 4 
great deal of manure, which natural fertilizer, he said, often 
went to waste when the movement was by rail. 

He said, so far as federal regulation was concerned, he 
favored the stand taken by the Traffic World, and especially 
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that outlined at the Asheville hearing by Louis Sanders, of the 
Gainesville & Northwestern (Traffic World, Sept. 18, p. 630). 
That stand, he said, was “economically sound, and therefore, I 
believe, morally sound.” 

F. W. Keene described the operation of the Columbia Ter- 
minals Company, of St. Louis, which operates as a receiving, 
delivering and interchange trucking company for the rail car- 
riers, being paid for their services by those carriers. He said 
that a system such as his company employed increased the car- 
rying capacity of the railroads, which capacity was naturally 
limited by the capacities of their terminals. 

The Kansas State Motor Transportation Association, through 
its counsel, J. W. Blood, expressed an opinion unanimously in 
favor of intrastate regulation. Mr. Blood also said that the ten 
members thereof who operated interstate were in favor of inter- 
state regulation by means of joint state boards, because they 
thought co-ordination with the railroads could best be worked 
under that scheme of regulation. He said the situation in Kan- 
sas was peculiar, inasmuch as most Kansas railroads ran east 
and west as part of transcontinental systems, and the busses 
operated largely as north and south connections between these 
lines. 

Clayton E. Cline, counsel for the Interstate Stage Lines, 
operating between Topeka and Kansas City, as well as on other 
Kansas routes, said his company charged a uniform passenger 
rate of 2% cents a mile and was paying to the state $40,000 in 
taxes annually. He favored regulation because, as he said, he 
believed the bus business to be on a fixed and stable basis now 
and regulation would be in the public interest. Also, he added, 
it would protect the existing lines from unlimited and wasteful 
competition. He thought a scheme for giving charge of the reg- 
ulation to the state commissions with right of appeal to the In- 
terstate Commerce Commission would work out in practice. 

Charles A. Ayle, secretary-treasurer of the Chapman Dairy 


Company, of Kansas City, described the system used by his - 


company in collecting milk at country points, delivering it to 
rail depots and picking it up from the railroads at Kansas City. 
Sometimes, he said, the milk was delivered to a truck depot, 
where it was placed in glass tanks on truck bodies and hauled 
directly to the Chapman plant at Kansas City. All of the 
vehicles used in these movements, he said, were privately owned. 
He expressed no opinion as to the need for interstate regulation 
of common carrier trucks. 


J. H. Tedrow, traffic commissioner for the Kansas City 
Chamber of Commerce, said that his chamber had taken no posi- 
tion in the matter of regulation, but that he had, nevertheless, 
sent out questionnaires for the purpose of developing for the 
Commission how extensively common carrier automobile trucks 
were used by Kansas City industries. Some 50 per cent of the 
answers, he said, revealed that those replying used common 
carrier trucks interstate. Some of them used this service be- 
cause requested to do so by customers, others because it af- 
forded store door deliveries. Few of those answering, Mr. Ted- 
row said, used trucks because of lenient packing requirements. 
The question as to dependability was answered “yes” and “no” 
about an equal number of times. Against 13 answers saying 
that claim settlements were satisfactory, four said they had 
trouble making settlements. The witness also described in de- 
tail the operation of the ship-by-truck depot, from which 25 
associated and 25 independent trucks made trips into the sur- 
rounding territory each day. 

Logan Pittman, traffic manager for the Loose-Wiles Biscuit 
Company, said his company had diverted a considerable part of 
its shipping, in recent years, from the railroads to trucks. The 
reason for this, he said, was because quicker and more depend- 
able deliveries could be had over distances of from 30 to 40 
miles, and onerous packing requirements did not have to be met. 
Besides the common carrier trucks, the witness said, his com- 
pany used three of its own trucks in this service. He said that, 
on the whole, the service rendered by their own trucks was 
cheaper and more dependable. 

The Kansas City hearing adjourned about one o’clock Satur- 
day afternoon, September 25. 


MOTOR VEHICLE DECISIONS 


While in Maryland the reasonableness of a decision of the 
public utilities commission granting or refusing a certificate of 
public convenience is not subject to judicial review, in Okla- 
homa the reverse seems to be the fact. (See Traffic World, Sep- 
tember 25, p. 693.) John E. Benton, general solicitor for the 
National Association of Railroad and Utilities Commissioners, 
in a recent bulletin quotes from an opinion of the supreme 


court of Oklahoma, in Ex Parte Tindal, handed down September 
9, as follows: 


The corporation commission is not permitted to exercise any of 
the powers vested in it by the act, unless, as a fact, the public con- 
venience and necessities require the exercise of such power. The 
question of the public convenience and necessity thereby became the 
decisive question of fact, to be determined from the evidence, and 
if the corporation commission be unreasonable in its finding as to 
Such fact, * * * then the party aggrieved * * * has a right of appeal 
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to this court for a judicial inquiry and review as to the sufficiency of 
the evidence and the reasonableness of the order. 


In Chicago, Rock Island & Pacific vs. Oklahoma Commission, 
also raising that question, the Oklahoma supreme court, Sep- 
tember 14, again dealt with the question. In the Rock Island 
case the court reversed the Oklahoma commission. In the 
course of its opinion the court said: 


The orders of the corporation commission must be reasonable and 
lawful based upon findings of fact supported by competent. evidence, 
such findings being conclusive on this court unless mainifestly against 
the evidence, and the question, whether they meet the requirements, 
| gs to review on appeal. Ex Parte Tindal, 229 Pac. 125, 102 
Okla. 192. 

Public is the opposite of private and pertains to the people of a 
nation, state or community at large, the general body, indefinitely, 
or as a whole or entirety. In determining whether public convenience 
and necessity require the operation of a motor carrier, we must con- 
sider the question in the light of the demands of the people of the 
community at large, or as a whole or entirety, in the territory af- 
fected by the proposed carrier. 

In the statute requiring the issuance of a certificate of public 
convenience and necessity as a prerequisite to the operation of a 
motor carrier, the word ‘necessity’ is not used in the sense of being 
essential or absolutely indispensable, but in the sense that the motor 
vehicle service would be such an improvement in the existing mode 
of transportation as to justify or warrant the expense of making the 
improvement—it should be made to appear that the inconvenience 
of the public occasioned by the lack of motor carrier transportation 
is so great as to amount to a necessity. Wabash C. & W. Ry. Co. 
vs. Commerce Commission (Ill.) 141 N. E. 212. No showing was 
made that the service to be rendered by the proposed bus line would 
be a marked improvement, or an improvement at all, over the exist- 
ing mode of transportation furnished by protestant. No evidence 
was produced to show the public would be inconvenienced by refus- 
ing to permit the bus line to operate, and that the inconvenience 
would be so great as to amount to public necessity. 

To warrant the licensing of an additional public utility for trans- 
portation purposes, it must appear that the present serving fa- 
cilities are inadequate and inconvenient to the traveling public, and 
that the proposed facilities will eliminate such inadequacy and in- 
convenience, West Sub. T. Co. vs. C. & W. T. Ry. Co. 140 N. E. 56. 
As we view this record, there is no evidence of inadequate service 
on the part of protestant; no proof of public complaint or of a pub- 
lic demand for additional service; no evidence to support the jurisdic- 
tional fact that the public convenience and necessity demand the 
establishment of this additional line from station to station. In fact, 
the public is as silent as the tomb on that question. There is no 
evidence that the points mentioned have no other mode of travel, 
or that there is a lack of adequate facilities from station to station, 
but, on the contrary, it is shown that the traveling public at these 
points is adequately served by protestant, day and night, perma- 
nently and efficiently, and, by judicial cognizance, at great cost of 
permanent road bed, rolling stock and servants. Of course it does 
not serve at the doors of those living on the highway—that forty 
per cent of the petitioner’s business—but does serve the general 
traveling public from station to station. Some individuals—perhaps a 
considerable number would be convenienced by the operation of the 
bus line; but it is clear from the record that, to the great body of the 
traveling public, it would be neither a convenience nor a necessity, 
— less “a convenience and necessity’’ as contemplated by the 
act. 

The order of the corporation commission is reversed, and the 
cause remanded with directions to disallow applicant’s petition. 


MINNESOTA RATE CASE 


The Supreme Court of Minnesota, in State of Minnesota vs. 
Northern Pacific, has affirmed the decision of the district court 
to the effect that the orders of the federal Commission prescrib- 
ing intrastate rates for application within limited areas in 
Minnesota had operated to suspend the application of the state 
laws, in so far as rates therein were concerned, regardless of 
the allegation that the result of those orders was to create 
varying intrastate rates an unjust discrimination against inter- 
state shippers. In part, the Minnesota court of final resort said: 





No attempt is made to justify a continuance of the situation 
created by these orders. They have resulted in rates which give 
certain localities advantages over other localities in intrastate ship- 
ments of most commodities. * * * 

The authority of the Interstate Commerce Commission to make 
the Fargo and Watertown orders and the validity of the orders is 
not and cannot be disputed. As long as they stand, the carriers 
may charge the rates thereby authorized. Neither a court nor the 
railroad and warehouse commission has jurisdiction to interfere. 
This is so because the authority of Congress over interstate commerce, 
as exercised through the Interstate Commerce Commission, is para- 
mount to the authority of the state. * * * 

We see no escape from the conclusion that the courts of this 
state cannot compel the respondent to cease to charge rates author- 
ized by the Interstate Commerce Commission, although, as a conse- 
quence, the whole structure of intrastate class rates is disturbed and 
glaring inequalities are created. Respondent cannot obey the state 
law without incurring the penalties of the federal law, and the state 
cannot compel obedience to its law and consequent disregard of 
federal authority. ‘‘Manifestly one authority must be paramount, 
and when it speaks the other must be silent.’? Southern Ry. Co. vs. 
Reid, 222 U. S. 424, 442. 

It is argued that, as long as the Cashman Act is in effect, it is 
the duty of the carriers to obey it. In a sense that is true, but the 
Fargo and Watertown arders had the effect of rendering the act 
inoperative in certain portions of the state, for the orders were made 
in the exercise of the paramount authority of the federal government 
over all matters affecting ‘interstate commerce. 

The object of proceedings to remove unjust discriminations is to 
readjust the relationship of rates. In the Fargo and Watertown 
cases the Interstate Commerce Commission was called upon to relieve 
the Dakota cities from prejudicial discriminations resulting from the 
freight rates charged by the carriers. To remove the prejudice the 
Commission fixed a maximum scale of rates which might be charged 
by the carriers. It is argued that the relationship in the scale of 
rates for which the Cdmmission provided can be preserved if the 
carriers charge less than the maximum rates authorized. If this be 
true, it is within the power of the Commission to modify its orders 
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and reduce the rates now charged by virtue thereof. It is too well 
settled to admit of argument that state courts have no authority to 
make or unmake rates authorized by the Interstate Commerce Com- 
mission. 

The trial court ruled correctly. To have ruled otherwise would 
have been an invasion of the domain in which the authority of Con- 
gress is supreme. The Interstate Commerce Commission need not 
observe the requirements of the Cashman Act. The railroad and 
warehouse commission must do so as long as the act is in effect. *It 
would seem that legislation providing for such contingencies as this 
is necessary in order to relieve the railroad and warehouse commis- 
sion from the restraint imposed by the Cashman Act. Judgment 
affirmed. 


NEW YORK LAW INVALID 


The New York statute requiring railroads operating in 
cities having a population of one million or more to use elec- 
tricity exclusively for motive power has been declared uncon- 
stitutional for the reason that Congress has already occupied 
the field by passing the boiler inspection act. The decision 
was made by the United States court for the southern district 
of New York in Staten Island Rapid Transit Co. vs. Public 
Service Commission et al. The transit company asked for an 
injunction. The injunction was granted by a court after hear- 
ing, before Judges Hand, Knox and Thacher. 

John E. Benton, general solicitor for the National Associ- 
ation of Railroad and Utilities Commissioners, circulated a 
part of the opinion, written by Judge Hand, as follows: 


Had section 53-a (the New York statute involved) contented 
itself with merely directing all railroads to use electricity, an 
argument might be made that did not impinge upon the powers 
so conferred by Congress (upon the Interstate Commerce Com- 
mission in the Boiler Inspection Act). It might be said that 
the kind of locomotives to be used was left for the determination 
of the commission and that all that was required was that they 
should use electric power; that the decision as to where steam 
and where electricity was to be employed had not been confided 
to the commission but remained within the powers of the States 
as they might find it necessary for local purposes to prescribe. 
*** We decline to express any opinion upon the issue so raised. 

We may avoid it because section 53-a is not confined merely 
to requiring the railroads to substitute electricity for steam. 
It goes further and assumes to give (to the Public Service Com- 
mission) the power to prescribe not only the structures external 
to the locomotive, i.e., the poles, wires, safety devices, con- 
duits, etc., but the “appurtenances and equipment” to be used. *** 

It appears to us that the “field occupied” by the Boiler In- 
spection Act must at least extend not only to the type of loco- 
motive but also to the structures which feed it its motive pow- 
er. We need not consider more than this, because it is quite 
plain in any showing the State statute comprises these. 

Nor can we say that section 53-a is valid in so far as it re- 
quires the substitution of electricity, and void in so far as it 
gives power to the local commission to determine the kind of 
locomotive with its appurtenant poles and wires or third rail. 
To do so we must assume that the State would be content with 
whatever the Federal commission might prescribe, a conclusion 
certainly at variance with what it has said. Until we can be 
assured that merely to avoid steam was so paramount a purpose 
that the State would entertain it regardless of how it might be 
fulfilled, we have no right to divide the statute and say that 
it is valid in part and void as to the rest. *** 





Loss and Damage Decisions 


| Cases Recently Decided by State and Federal Courts 


| a taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Georgia.) The Court of Appeals certified 
the following question: “Where the seller in.interstate com- 
merce ships to its own order merchandise, and a through bill of 
lading is issued to it by the initial carrier, and it is provided 
that the purchaser be notified, and to the bill of lading there is 
attached a draft for the value of the merchandise, and where, 
after the arrival at its destination, the purchaser pays the draft, 
secures the bill of lading, and takes possession of the merchan- 
dise, can he, as the holder of the bill of lading, maintain an ac- 
tion for damages against the last connecting carrier for an injury 
to the merchandise caused by the negligence of that carrier, 
when he acquired title thereto after the damages sought to be 
recovered were inflicted?”—Atlantic Coast Line R. Co. vs. Mur- 
ray, 134 S. E. Rep. 171. 

(Court of Appeals of Georgia, Division No. 1.) After the 
petition had been amended to meet the special demurrers, the 
general demurrer was properly overruled.—Atlantic Coast Line 
R. Co. vs. Murray, 134 S. E. Rep. 

There is nothing in any of the special grounds of the motion 
for a new trial that requires a reversal.of the judgment.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas, Beaumont.) Whether mes- 
sage announcing impending death was filed with telegraph com- 
pany for transmission and delivery held for jury— Western Union 
Telegraph Co. vs. Brown et al., 285 S. W. Rep. 866. 

Where message of sender written on blank tablet paper was 
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copied by agent of telegraph company on company’s form, pro- 
visions of which were not known or consented to by sender, 
stipulation on form that claims for damages against telegraph 
company must be filed in 95 days after cause of action accrued 
was not binding on sender.—Ibid. 

Under Rev. St. 1925, art. 2185, where there is no controversy 
as to telegraph message not having been transmitted or deliv- 
ered, failure to submit question of negligence in not sending or 
delivering message, resulting in plaintiffs’ failure to reach father 
before he died, held not error.—Ibid. 

Under Rev. St. 1925, art. 2190, failure to object to charge on 
ground that it did not submit question of negligence, or to pre- 
sent special charge or issues submitting question, waives its 
submission, and such finding as is necessary to support judg- 
ment is deemed to have been made by court.—Ibid. 

If one to whom message is sent advising him of fatal illness 
of father could have reached father before death if message 
had been transmitted and delivered within reasonable time, it is 
immaterial whether telegraph company had notice that father 
resided at different place from that where message was filed.— 
Ibid. 

Where negligence of telegraph company in failing to trans- 
mit and deliver first message within reasonable time was cause 
of plaintiffs’ being unable to reach their father before his death, 
it is immaterial whether it was possible for plaintiffs to do so 
after second message was sent.—Ibid. 


Where verdict assessed damages to plaintiffs in sum of $500 
—$250 for each of them—and was not objected to as to sub- 
stance or form, that judgment partitioned damages between 
plaintiffs does not affect amount of award against defendant, 
and, if error, is harmless.—Ibid. 


BILLS OF LADING 


(Supreme Court of Errors of Connecticut.) Directions to 
bank, accompanying draft with bill of lading attached, requiring 
surrender of documents upon drawee’s acceptance of draft pay- 
able 30 days after arrival of car, held not sufficient to show in- 
tent of drawer to preserve right of stoppage in transitu.—New 
York, New Haven & Hartford R. Co. vs. First Nat. Bank of 
Bridgeport et al., 134 Atl. Rep. 223. 

In controversy over car of flour, thg bill of lading for which 
was surrendered by bank upon drawee’s acceptance of accom- 
panying draft before arrival of car and thereafter pledged to 
bank to secure loan to drawee, to justify conclusion that bank 
was not holder in good faith, showing that in permitting accept- 
ance of draft and surrendering bill of lading and taking assign- 
ment of it bank acted with notice of facts making transaction 
wrongful held necessary; “good faith” in transaction being satis- 
fied when act is honest whether it is negligent or not, in view of 
Gen. St. 1918, Secs. 4652, 4665.—Ibid. 


(Circuit Court of Appeals, Ninth Circuit.) Under the Car- 
mack Amendment (Comp. St., Sec. 8604a), the “lawful holder” 
of a bill of lading is made the representative of the real parties 
in interest, and may recover from the carrier for any loss or 
damage to the property in transit—Davis, Presidential Agent, 
vs. Livingston, 13 Fed. Rep. (2d) 605.) 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Errors of Connecticut.) Where freight 
charges claimed by plaintiff were made up by adding together 
balance due on various shipments, none of which were within 
jurisdiction of lower court, but complaint stated total as one 
debt, appellate court must assume that parties treated account 
as continuing one and debt due at any time as total of various 
charges that had been incurred—New York, New Haven & Hart- 
ford R. Co. vs. Salter, 134 Atl. Rep. 220. 

Action for total amount of freight charges on various ship 
ments held within jurisdiction of lower court, though no indi 
vidual shipment was large enough, where parties treated account 
as continuing one and debt due at any time as total of various 
charges that had been incurred.—Ibid. 

Carrier is presumed to conduct business lawfully.—Ibid. _ 

Proof of carrier’s filing with Interstate Commerce Comms 
sion of supplemental tariff changing rates held to establish, 
prima facie, that carrier had taken all steps required by U. 5. 
Comp. St., Sec. 8569, to make new rates valid, in view of section 
8584, subd. (12).—Ibid. ; 

“Prepared and anthracite briquettes and boulets” in carriers 
tariff schedule held to include anthracite coal in native form 12 
sizes above pea and briquettes and boulets made from anthracite 
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coal, since “prepared coal” in anthracite coal trade means sizes 
of coal above pea.—lIbid. 

In railroad’s action for freight charges, treating as evidence 
counsel’s statements that tariffs in evidence were only ones in 
existence covering anthracite coal shipments over certain route, 
though error, held harmless, where schedule in evidence covered 
rates of shipments in question.—Ibid. 

(Supreme Court of Oklahoma.) The authority to impose 
license tax upon motor vehicles must be found in the Consti- 
tution and statutes, whether predicated upon the taxing power 
or upon the police power of the state.—Avery et al. vs. Interstate 
Grocery Co. et al., 248 Pac. Rep. 340. 

In order to impose a license tax upon foreign trucks and 
other commercial motor vehicles using the public highways of 
this state while moving in interstate commerce, such vehicles 
must have an actual situs in the state, as by common law, or a 
situs for taxation purposes created by statute; and it is com- 
petent for the legislature to create such situs for such purpose. 
—Ibid. 

Section 10129, Comp. St. 1921, requiring every owner of 
motor vehicle, whether in operation on the highways or in stor- 
age, to register the vehicle and procure a license tag therefor, 
etc., when construed in pari matria with section 10137, Id., pro- 
viding that any foreign vehicle bearing a legal native tag show- 
ing compliance with the registration and licensing of laws of 
the state from which it came, may use the highways without 
additional license in this state for not more than 60 days in any 
one year, does not create a situs for taxation of foreign trucks 
and other commercial vehicles using the highways while moving 
in interstate commerce and not remaining within the state longer 
than 60 days.—Ibid. 

Under the police power, in the absence of federal legislation 
upon the subject, this state may prescribe uniform regulations 
reasonably necessary for public safety and order in respect to 
the operation upon its highways of motor vehicles moving in 
interstate commerce, and to that end may require the registra- 
tion of such vehicles, charging therefore reasonable fees grad- 
uated according to horse power of the engines, and may require 
the licensing of drivers. By the statutes referred to above, and 
other provisions of the motor vehicle law, the legislature has 
not so done, except as to such vehicles using the highways more 
than 60 days in one year.—Ibid. 

(District Court, W. D. Kentucky, at Louisville.) In apply- 
ing rule, declared in Judicial Code, Sec. 267 (Comp. St., Sec. 
1244), that courts of equity do not have jurisdiction to grant 
relief, where plaintiff has plain, adequate, and complete remedy 
at law, no discretion is left to court—Standard Oil Co. of Ken- 
tucky vs. Atlantic Coast Line R. Co., 13 Fed. Rep. (2d) 633. 

In order that remedy at law be adequate, defeating jurisdic- 
tion of federal court of equity, it must be as complete, practical 
and efficient as remedy in equity, and available to plaintiff in 
federal court.—Ibid. 

Equity has jurisdiction to interfere to prevent plaintiff from 
being subjected to multiplicity of suits, but will not do so where 
suits are by same person on causes of action arising out of same 
facts and legal principles, unless clearly necessary to protect 
plaintiff from continued and vexatious litigation.—Ibid. 

Causes of action for excess rates charged in different freight 
shipments are such as could be united in one suit, and would 
not be such multiplicity of actions as is required to give equity 
jurisdiction.—Ibid. 

In order that remedy at law be adequate, plaintiff must have 
right to bring suit in his own name by counsel of his selection, 
with right to direct litigation as in ordinary actions.—Ibid. 

Remedy for recovery of excess freight charges under Rev. 
Gen. St. Fla. 1920, Secs. 4649, 4650, requiring shipper to make 
written demand on railroad commissioners to bring suit against 
carrier, held not as full, complete, practical and efficient as rem- 
edy given in equity, and not to preclude jurisdiction of court of 
equity.—Ibid. 

Common-law action permitted in Florida for recovery of ex- 
cess of freight charges over just and reasonable rates does not 
preclude equity jurisdiction of suit to recover excess over rates 
fixed by railroad commissioners, since plaintiff would be required 
to establish that rates charged were unreasonable, and compli- 
cated accounting would be involved, where shipments were 
nhumerous.—Ibid. 

Remedy which must be pursued in state courts alone is not 
adequate, where plaintiff has constitutional right to resort to 
federal courts.—Ibid. 

General remedy in equity as to matters of complicated ac- 
counting is regarded as more adequate and efficient than remedy 
at law.— Ibid. 

Equity held to have jurisdiction of cause of action for re- 
covery of excess charges on freight shipments in Florida by non- 
— corporation against non-resident railroad company.— 

{m determining whether or not freight movement is inter- 
State or intrastate, court must look to essential nature of move- 
ua and not merely to its accidents or isolated incidents.— 
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Intent of shipper at time shipment was made is vital ele- 
ment in determining whether admittedly interstate movement 
ends at given point.—Ibid. 


Interstate movement of gasoline and oil, shipped into state 
from different points and there transferred to storage tanks, to 
be later shipped to different points in state, held to end on de- 
livery of products to such storage tanks, and later shipment was 
intrastate, there being no question of bad faith in having deliv- 
ery made at storage tanks.—Ibid. 


Shipper in good faith and for convenience of business has 
right to gather articles in interstate commerce at distributing 
points, and thereafter as demands arise ship articles in entirely 
separate and distinct movement, even though bulk is not broken, 
continuity of journey not perceptibly interrupted, nor articles 
transferred from original means of carriage.—Ibid. 

Distribution of gasoline and oils from storage tanks, to 
which they are shipped in interstate commerce, to owner’s 
service stations as needs of business demand, held local in char- 
acter, as if made directly to consumer.—Ibid. 


Shipment of fuel oil from storage point within state held 
intrastate, though contracted to consumer before shipped to stor- 
age point from without state, where interstate shipment was 
ended for storage and safe-keeping until time of delivery, and 
no particular part of interstate cargo was intended for particular 
purchaser.—Ibid. 

Continuity of movement is not test in determining character 
of movement, as to whether interstate or intrastate.—Ibid. 











Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter ! 
System, published by West Publishing Co., St. Paul, Minn. ij 
Copyright by West Publishing Co.) 


(Circuit Court of Appeals, Second Circuit.) Bill of lading, 
requiring claims to be made “on taking delivery,” held not in- 
tended to conclude consignees without opportunity to examine. 
(The Texas Maru, 13 Fed. Rep. (2nd) 538. 


Notice of claim for damage to cargo of sugar from coal dust, 
given more than a week after discharge of cargo on pier desig- 
nated by consignee, held too late, under bill of lading requiring 
claims to be made “on taking delivery.’—Ibid. 


Carrier’s rejection of claim on particular ground, other than 
failure to give timely notice, is not waiver of that defense, 
unless it affects consignee’s compliance with such requirement. 
—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Shripowner’s 
unreasonable delay in answering charterers’ request for re- 
moval of ship to facilitate loading may prevent collection of 
demurrage, under rule requiring promises to take all reason- 
able measures to minimize loss. (New York & Cuba Mail 
S. S. Co. et al. vs. Lamborn et al., 13 Fed. Rep. (2nd) 535). 


Delay of shipowner’s agent in procuring answer to request 
for removal of shjp to facilitate loading held unreasonable, and 
demurrage for period of delay not recoverable.—Ibid. 


That charterer’s agent was misled into supposing that ship 
would be moved to facilitate loading held not to estop ship- 
owner’s assertion of claim for demurrage.—lIbid. 


That master indorsed only small claim for demurrage on 
bill of lading held not waiver of claim against charterer for 
greater amount.—lIbid. 


in libel for demurrage, report of owner’s agent that delay 
in loading was due to master’s error in calculating his draft 
held insufficient to establish such fact, as against express oaths 
of ship’s officers.—Ibid. 


That claim for demurrage was first rejected on insufficient 
excuse of force majeure held not a waiver of other defenses.— 
Ibid. 

(Circuit Court of Appeals, Second Circuit.) Purchaser of 
vessel, whose attorney had knowledge of satisfaction of mort- 
gage which disclosed unrecorded title in one other than seller, 
held not without notice of such title, within meaning of Act 
Feb. 16, 1925, Sec. 2 (Comp. St. Supp. 1925, Sec. 8146kk (1) ). 
(The Tompkins, 13 Fed. Rep. (2nd) 552). 

“Constructive notice” is legal inference from established 
facts, while “actual notice” may be either actual knowledge or 
notice implied from facts.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) Shipowner, 
neglecting to shift old bunker coal, held liable, under R. S. Sec. 
4282 (Comp. St. Sec. 8020), for fire and water damage to cargo, 
by spontaneous combustion, and not entitled to limit liability 
under Sec. 4283 (Comp. St. Sec. 8021). (Arkell & Douglas, Inc., 
et al. vs. United States, Thomas G. Plant Co. vs. Same, 13 Fed. 
Rep. (2nd) 555). 
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ILLEGIBLE BILLS, ETC. 


At the last meeting of the Mid-West Regional Advisory 
Board, at Davenport, July 14, some of the railroad representa- 
tives discussed the subject of shipments received in “poor con- 
tainers, or poorly and improperly marked, or with illegible bills 
of lading.” ° 

It was pointed out that the “illegible bill not only retarded 
the checking of goods when received at the freight house, but it 
also affects the classification, rating, and billing, and has a 
tendency to separate the freight in transit so that it does not 
reach the customer at the same time, thus causing dissatis- 
faction.” 

It was further suggested that, if the shippers would insist 
on their shipping departments furnishing legible bills and would 
see that their shipments were plainly and properly marked, it 
would be mutually advantageous to both shippers and carriers. 

Credit was given to the shippers by the carriers’ represen- 
tatives for their disposition to co-operate with the carriers in 
remedying these defects, when their attention was called to 
them. 

Representatives of the shippers complained, on the other 
hand, of the practice of the carriers in rendering illegible and 
incomplete freight bills, illegible notice of grain held on inspec- 
tion tracks, illegible notice of cars constructively placed, and 
other illegible notices sent to shippers. 

A special committee was appointed to bring these matters 
to the attention of both shippers and carriers in the hope that 
it would result in an improvement for the benefit of all con- 
cerned. In its report, the committee says: 


The complaints of both shippers and carriers upon these subjects 
undoubtedly rest upon a good foundation. Those employed in the 
shipping departments of industries, and those employed as agents by 
the carriers, are very much alike and both very human. Undoubtedly 
there has been, and is, too much carelessness on the part of both 
in the performance of their respective duties. 

Improper and Iilegibile Freight Bills. 

It will be conceded that the object of a freight bill is to advise 
the shipper concerning the transportation of goods shipped, their char- 
acter, quantity, weight, etc., and the charges made for the trans- 
portation service. If the consignor or consignee wishes to verify 
their correctness of the charges and properly identify the goods, 
the freight bill. should contain all the information necessary to 
enable him to do so. This subject has been discussed by the Inter- 
state Commerce Commission and it has stated clearly what the duty 
of the carrier is in rendering freight bills. 

In the matter of freight bills reported in 29 I. C. C. 496, the 
Commission said: 


“It is obviously the duty of the carriers in rendering a bill for 
transportation services, to state thereon such information as_ will 
enable the consignee or consignor with the aid of the published tariff 
to verify the correctness of the charges which he is called on to pay. 
A freight bill should also show the point of origin, the date of ship- 
ment, its weight, the route of movement (this being shown by indicat- 
ing each carrier participating in the haul, and the junction point 
through which the shipment moves), the initials of the owning car- 
rier and the number of the car, and adequate description of the 
property carried, the rate or rates applicable to the service ren- 
dered, and a statement of the nature, the amount, and points of 
actual accrual of each item or charge for stoppage in transit, re- 
consignment, switching, draying, cor service, storage, or other 
charge incident to the transaction.”’ 

Shippers should bear in mind that the billing agent of the carrier 
can show upon the way bill only the information shown upon the 
shipping ticket or bill of lading furnished by the shipper, and the 
earrier’s agent at destination can show upon the expense bill ren- 
dered to consignee, only the information shown upon the way bill, 
from which the expense bill is made. Shippers, therefore, are re- 
spectfully reminded that it is their duty, in initiating the transporta- 
tion movement, to initiate it properly, by furnishing a legible ship- 
ping ticket or bill of lading, which contains all of the information 
which the shipper should give the carrier’s agent, to enable him to 
properly way bill the goods, so that the carrier’s agent at destination 
may render a proper freight bill to the consignee. 

The carriers might very properly decline to receive for trans- 
portation, goods which are described upon shipping tickets or bills 
of lading which do not give all of the necessary information, or is 
so illegible as to be likely to cause error in the checking or billing 
of the shipment. Carriers should not, however, be compelled to 
adopt so drastic a policy. We respectfully urge upon shippers and 
carriers alike, a recognition by each of the duties and obligations 
of the other. 

The carrier must assume the responsibility for the legibility of 
the freight bill rendered to the consignee. The freight bill may con- 
tain all of the necessary information and still be an improper freight 
bill because it is illegible. 


Omission of Name or Station and/or State. 


The most common complaint of incomplete and improper freight 
bills is the omission of the name of the destination station. Fre- 
quently it is entirely omitted, and occasionally it is so abbreviated 
as to be unintelligible, or it is not followed by the name of the state. 

In the revision of freight bills, it is essential to know between 
what points the ore moved, in order to apply the proper rating. 
Where there is nothing on the freight bill to show the name of the 
station rendering the bill, obviously the consignee cannot verify the 
charges, or if the name of the station is not followed by the name of 
the state, he cannot verify the charges without satisfying himself by 
reference to the list of stations in the Railway Guide, or other station 
lists, to ascertain in what state the station on the railways rendering 
the bill is located. 

Some of the carriers have provided their station agents with a 
rubber stamp for receipting freight bills. Such rubber stamps give 
not only the name of the station, followed by the name of the state, 
in plain, and usually quite large letters, but it gives also the name of 
the railway and of the agent as well as the date of payment. 

Your committee is clearly of the opinion that the railroads should 
either print the name of the station, followed by the name of the 
state, upon the expense bill forms furnished to each station, or if 
po 4 regard that requirement as burdensome, they should provide each 
station with a rubber stamp for the receipt of payment of freight 





THE TRAFFIC WORLD 





Vol. XXXVIII, No. 14 


bills, and make its use compulsory upon all expense bills. Where 
such rubber stamps are used there are fewer complaints than else- 
where. The following stamp is used by at least one carrier and your 
committee thinks that a- somewhat simlair stamp should he used 
by all carriers. 


PAD 
NORTH & ote R. R. CO. 


In justice to the carriers, your committee desires to testify to 
the splendid cooperation which it has had from all of them in an 
effort to improve present conditions, whenever derelictions have been 
bought to their attention. 

The American Railway Association has issued a circular ad- 
dressed to member lines, calling particular attention to these mat- 
ters. The president of the Railway Accounting Officers’ Association 
issued a circular addressed to the members of that organization— 
the Accounting Officers of Railroads—requesting them to circularize 
their agents, and to instruct their inspection forces in visiting local 
stations, to make a permanent part of their inspection a vise of 
sufficient number of freight bills to determine whether they are being 
prepared in a satisfactory manner.,In response to that circular, the 
western railways—and perhaps those of other sections have issued cir- 
culars to their agents, emphasizing these requirements. 

In closing our report upon this particular phase of the question 
before the committee, we wish to emphasize to the shippers of the 
Mid-West Shippers’ Advisory Board, that as the duty of the carriers 
in rendering freight bills has been clearly defined by the Interstate 
Commerce Commission, it necessarily follows that it should be 
equally mandatory upon shippers to furnish complete and proper 
information on shipping tickets, or bills of lading, whcih are clear and 
legible so that the carrier can perform its duty. 


legible Bills of Lading (When Prepared by the Carriers), Ilegible 
Notices to Shippers in Re Constructive Placement of Cars, Arrival 
of Grain Cars, and All Other Notices to Shippers. 


All that we have said in regard to the necessity of legible freight 
bills applies equally to notices given by carriers to the shippers upon 
any subject. Where notices are given to shippers they are, as a rule, 
given in response to tariff provisions. If the notices are incomplete, 
or are so illegible as to lead to confusion and error, obviously the 
tariff provision has not been complied with. 

The dating of these notices is usually important and there should 
be no possible question about the correctness of the date given. 
Here, as in the case of legible freight bills, a rubber stamp, which 
would give the name of the station, followed by the name of the state, 
the date on which the notice was issued, and the name of the agent, 
would greatly improve the character of notices issued. 


Recommendations. 


Your committee respectfully recommends to the carriers— 

1—That they emphasize to all their station agents the exercise 
of the utmost care in the preparation of notices to shippers, par- 
ticularly as to station names—city and/or state, dating and legibility; 

2—That the carriers lend to the constant checking of this subject 
all the time of supervisory forces consistent with the situation; 
., 3—That the carriers report to shippers whenever incomplete or 
illegible shipping tickets or bills of lading come to their attention. 

Your committee recommends to the shippers and carriers the 
use of typewriters in the preparation of all documents of the type 
under consideration whenever such action is possible. 

Your committee recommends to the shippers that when incomplete 
or illegible freight notices or other similar documents come to them, 
that these matters be brought to the attention of the carriers. 


The Use of Proper Containers and Proper Marking and Packing of 


Shipments. 
Tariff publications require the use of proper containers. The 
classification, in some instances, provides a penalty for the use 


of improper containers. Shipments in proper containers, properly 
packed and clearly marked, are much more likely to reach destina- 
tion without delay, and in good condition, than shipments in poor 
containers, or improperly packed or badly marked. 

The shipper initiates the transportation movement by tendering 
the goods to the carrier for transportation. His obligation is to see: 
(1) that the goods are in a proper container; (2) that they are 
properly packed; (3) that the container is plainly marked with the 
name of the consignee, the name of the destination station and the 
name of the state in which the destination station is located. 
Where practicable the name of the county and the street address 
of the consignee should be added. Packages should show the shipper’s 
name, so that in the event shipments are unclaimed, refused, become 
separated from the waybill, or for any reason sent to storage, the 
carrier can give notice to the shipper. 

All old. marks should be removed from containers, if second- 
hand containers are used. Old markings upon containers are a fruit- 
ful source of confusion and delay, causing goods to go astray, etc. 

If shippers desire notice of goods on hand at destination, re- 
fused or unclaimed, the name of the consignor should be preceded 
by the word “from,” as provided for in Section (b) of Rule 2, of 


Freight Tariff 1-E, I. C. C. 1491, governing’ ‘“‘Storage Rules and 
Charges.”’ 


There will, we think, be no disagreement between the shippers and 
the carriers about any of these subjects. All will concede that shipping 
tickets, bills of lading, notices to shippers, and freight bills, should be 
legible and should contain all of the information necessary to make 
them effective, and to accomplish the purpose for which they are is- 
sued. All will concede the shipments should be enclosed in proper con- 
tainers and should be properly packed and plainly marked. Tariffs 
and classification provisions require all these things. None of them 
are unreasonable. All of them are necessary if shipments are to move 
safely and expeditiously. 

Your committee is of the opinion that a genuine effort on the part 
of shippers, as well as on the part of carriers, to emphasize to their 
respective employes the necessity of exercising the utmost care in 
dealing with the subjects discussed in this revort, will result in 4 
great improvement, equally advantageous to both shipper and carrier. 

The committee was composed of J. H. Beek, chairman, Roy W. 
Campbell, L. R. Conger, A. R. Ebi, and Leo E. Golden. 


The eleventh regular meeting of the Mid-West Shippers’ 
Advisory Board will be held in the state capitol at Madison, 
Wisconsin, October 7. The meeting will be addressed by John 


J. Blaine, governor of Wisconsin; and A. E. Schmedeman, mayor 
of Madison. 
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SOUTHWEST BOARD MEETING 


The Southwest Regional Advisory Board met at Dallas Sep- 
tember 23. Commodity reports showed business conditions good 
in southwest territory. The report of the agricultural commit- 
tee showed that the southwestern states produced 18 per cent 
of the country’s wheat crop and a rice crop higher by two mil- 
lion bushels that a year ago. The largest corn crop in several 
seasons was reported. The cotton production is irregular, but on 
the whole larger than a year ago. Clay and clay products re- 
ported a 15 per cent increase in business. Practically no out- 
pound fertilizer movement was reported. Grain and hay pro- 
duction is higher this year than last by about 15 per cent in 
Oklahoma. Live stock interests indicated that conditions on the 
range were good and that there was no forced movement of 
animals to the market. Retail stocks of lumber in the territory 
are about 10 per cent less than a year ago, but the lumber de- 
mand was reported good. Paper and paper products interests 
indicated that a few mills were increasing shipments of their 
products. Shipments of petroleum and petroleum products are 
expected to exceed those of 1925, in the last quarter of the year, 
by about 6 per cent. Sugar, molasses, and cane interests re- 
ported a slightly lower volume of business than a year ago. 

Reports of the railroads showed that the equipment on hand 
was in good repair and that no shortages were reported.. The 
supply of coal cars has been reduced. The committee on freight 
claim prevention made the following recommendations: 


1. The shipper to provide a placard placing it inside on walls of 
cars loaded with breakable commodities showing the details of loading, 
such placard to bear space for consignee to fill in condition of ship- 
ment when unloaded and description of cause of any damage. The 
placard to be mailed back to shipper for corrective purposes, or to 
be delivered to carrier if the cause is evidently a transportation 
failure. 

2. That the shippers and receivers conduct an educational cam- 
paign with their shipping departments, receiving clerks, draymen 
and others involved on the matter of solid loading and proper bracing 
in cars of breakable commodities, and the importance of properly 
bracing or lowering down shipments partly loaded or partly un- 
loaded and left on team or industry track overnight, where it may 
be switched and damaged. 

3. To the shippers of barreled goods, drums, cans, tanks, cylin- 
ders, roofing material, news print paper and similar commodities in 
carloads, we recommend the “Safe Tie System”’ of bracing in cars. 
The average cost of wood bracing runs from $4 to $15 per car plus 
one to two hours’ labor, whereas shippers adopting the ‘‘Safe Tie 
System” find they can bind the load in units in the car at a cost of 
about $2 per car and thirty minutes’ labor. This committee will be 
glad to —- details of the plan, on request, to those interested. 

4, our committee is anxious to cooperate with the membership 
of the Southwest Shippers Advisory Board in controlling your par- 
ticular carload damage problems, and earnestly invites the free use 
of this committee as a medium in solving your problems, whether 
they be container, packing, bracing in cars or transportation failures. 


C. C. Walsh, chairman of the federal reserve board, spoke 
on “The Public Viewpoint.” 


TRANS-MISSOURI-KANSAS BOARD 


The Trans-Missouri-Kansas Shippers’ Advisory Board held 
its fifteenth regular meeting at St. Joseph, Mo., September 15. 
More than two hundred shippers and rail representatives were 
present. 

The cement industry reported a slight depression in busi- 
ness generally, which had not been anticipated earlier in the 
year. The August report showed a decrease of 21 per cent in 
the eastern district, as compared with the same months in the 
preceding year, and a similar decrease of about 7% per cent in 
the western district. The shipments in the eastern district were 
3.26 per cent less in August, 1926, than in August, 1925, and in 
the western district they were 1.26 per cent less. Stocks were 
6 per cent less in the eastern district and 12 per cent less in 
the western district last August than in the preceding one. It 
was estimated that the industry would require 23,940 cars for 
the last quarter of the year. 

The clay products section reported an increase of from 5 
to 20 per cent in business in the third quarter of the year, as 
compared to the same quarter last year. It estimated its car 
requirements for the last quarter would be 11,850 box cars and 
2,857 open cars. 

The coal and coke industry reported an increase of from 
10 to 12 per cent for the third quarter over the same quarter the 
preceding year. Stocks in the hands of local dealers were de- 
Clared to be normal. 

The receipts at Kansas City for the first eight months of the 
year of alfalfa and prairie hay were 970 cars under the receipts 
for those months in 1925. Loadings for the last quarter are 
also expected to be lower than for the same period last year, 
due to drouths in Kansas and Nebraska. 

The live stock section reported that, with the exception of 
sheep, movements in the west and southwestern sections were 
light the first seven months of the year. Movements of sheep 
showed a moderate increase over the like period of the year 
before. August receipts on all live stock represented the lowest 
figure on receipts for that month since 1915. The lack of move- 
ment was attributed to unsatisfactory prices. 

All records were broken in the amount of grain offered for 
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the year and in the number of cars loaded, the grain section 
reported. The movement was said to have been handled satis- 
factorily by the railroads, with no serious congestion and only 
temporary car shortages. The movement, as reported at the 
time of the meeting, was moderate and was expected to remain 
so until the farmers had completed their fall planting. It was 
stated, however, that market conditions would affect the matter 
of movement in October and November. 

Other lines of industry reported fairly prosperous business 
and that their outlook was brighter than at the same time a 
year ago. 

Among other items of business considered at the meeting 
was that of membership applications, of which a hundred and 
twenty new ones were approved, bringing the total membership 
to approximately eight hundred. 

The United States Department of Agriculture was repre- 
sented by district representatives from the various branches of 
the Bureau of Agricultural Economics and representatives from 
the Missouri and Kansas agriculture and marketing bureaus 
were also in attendance. 

The next regular meeting will be held in Kansas City, Mo., 
December 15, at which time officers will be elected. 


ALLEGHENY ADVISORY BOARD 


The formal organization meeting of the newly formed Alle- 
gheny Shippers’ Advisory Board, announced for October 5, has 
been postponed until November 3. The meeting is to be held in 
the Schenley hotel, at Pittsburgh. Donald C. Moore, traffic sec- 
retary of the Pittsburgh Chamber of Commerce, who was elected 
general chairman of the board at its initial meeting on Septem- 
ber 17, will preside. 

The session will transact business incident to the comple- 
tion of the organization of the board, and will hear prominent 
speakers. 

There was representation from sixty cities and towns at 
the earlier meeting, and a much larger number of points are 
expected to participate at the next session. 


GREAT LAKES ADVISORY BOARD 


Car surpluses have been wiped out and everyone interested 
in transportation is urged to do everything possible to conserve 
equipment, in order that a car shortage may be-averted. That 
was the keynote of the railroad reports at the sixteenth meeting 
of the Great Lakes Regional Advisory Board at Niagara Falls, N. 
Y., September 22. Commodity committee reports, as a whole, 
predicted a busier season for the next four months than for the 
last four months of 1925. Inventories and stocks of raw mate- 
rials are about the same as last year—slightly less in some 
instances. B 

L. G. Macomber, director of traffic transportation, Detroit 
Board of Commerce, president of the board, opened the meeting 
with the statement that the railroads were handling more cars 
than ever before in the history of American railroads. The in- 
creased tonnage had been handled without any apparent lessen- 
ing of service and without any apparent car shortage. He was 
convinced that the regional advisory boards had lent a helping 
hand in the accomplishment. With the increased car loadings it 
was increasingly difficult for the railroads to render the same 
satisfactory freight service. There was a limit to car supply 
and he had heard rumblings of the possibility of a car shortage. 

W. J. McGarry, manager, open top car section, car service 
division, American Railway Association, reported as to gen- 
eral transportation conditions, giving the recent record-breaking 
car loading figures. 

He said this record-making traffic had, to date, been handled 
with practically no shortage of cars, but it was evident there 
would be difficulty in meeting increased requirements for refrig- 
erator and open top cars. 


A. P. Stevens, district manager, car service division, Detroit, 
reported the transportation conditions within the territory to be 
good and that the car supply had been adequate. He appealed 
for earlier releases on refrigerator equipment in the territory, 
to keep all cars moving, that the peak movement of perishable 
freight may be handled without a shortage of equipment. 

The membership campaign committee reported 168 new 
members, shippers of freight in carload quantities. 

Reports of commodity committees showed that business con- 
ditions in the agricultural and general machinery industry are 
exceptionally good at this time, a few manufacturers of agri- 
cultural equipment reporting an estimated increase in volume of 
approximately 50 per cent over the last four months. The 
excavating and material ‘handling machinery business is in a 
healthy condition, owing to belated lettings of public work due 
to a late spring. Machine tool builders report a favorable out- 
look for the last quarter of the year. The automotive parts and 
accessories committee report a 10 per cent increase over the 
previous three months, and estimate their car requirements for 
the balance of the year to be 25,000 cars. The industry shows 
a healthy condition and a check-up revealed that their estimated 
loadings, reported at the last meeting of the board, just about 
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equaled the actual loadings. The canners of foodstuffs will re- 
quire 2,196 box cars and 1,126 refrigerators for their loading the 
next four months. This represents a substantial increase over 
the last four months’ loadings of 1,755 boxes and 339 refriger- 
ators. The production of cement is estimated to be about the 
same for the coming period as that of last year, with 75 per cent 
of the 1926 production already transported. 

The chambers of commerce committee report that stocks 
and inventories of raw materials are about equal to that main- 
tained last year, while in a few instances the supply was re- 
duced. Bank clearings continue a consistent record of increases, 
with bank debits likewise following. Unemployment shows a 
tendency to increase by comparison with the situation in May, 
1926, but presents no alarming aspects as viewed from Septem- 
ber, 1925, records. 

While the manufacturers of clay products and brick will 
require only 6,000 cars for their loading the next four months, a 
decrease of 25 per cent from the last period, this movement will 
be about the same as that of last year. Indications are that fall 
building will continue well into the winter months. The coal, 
coke and ore committee reported that, while the season of lake 
navigation opened three weeks late this season, there have been 
18,700,000 tons of lake coal handled at Lake Erie ports up to 
September 1, as against 16,470,000 tons to that date 1925. From 
September 1 to the close of navigation there will be an addi- 
tional movement of 10,000,000 tons of lake coal. The total ore 
movement on the lakes for the season of 1926 is estimated at 
58,000,000 tons. Of the total, 41,925,000 tons will come to Lake 
Erie ports, 32,200,000 tons of this will be for rail movement 
from these ports. The car requirements to handle this ore ton- 
nage will be 65,500 cars in October; 53,450 in November, and 
9,600 in December. 

Crane and steam shovel manufacturers will require 200 box 
cars, 940 flats, and 325 gondolas to move their production the 
next four months. ‘The farmers’ committee reported that the 
early fruits, expected to be an unusually good crop, had fallen 
below expectations. Fall fruits, such as apples, peaches and 
grapes, look reasonably good, and a fair crop is expected, al- 
though they predict a yield below normal. Peaches are of a 
better quality than in previous years. Despite adverse weather 
conditions and a decrease in acreage, the outlook for a fair yield 
of bean and potato crop is encouraging. Michigan has the low- 
est stock of old hay on hand in many years, only about 200,000 
tons, or 8 per cent, remaining on the farms from last year’s crop. 


Furniture manufacturers in the Grand Rapids district will 
require 3,300 cars for their loading and 1,500 cars are required 
in the Jamestown district. Refrigerator manufacturers, 1,200, 
and office equipment, 1,200 cars. The outlook for the furniture 
business continues to reflect the same degree of activity which 
has been shown in the last 90 days, evidence of prosperous con- 
ditions being shown by the expansion program of $100,000,000 in 
Grand Rapids. 


Shippers of grain and grain products are expected to require 
75,350 to 86,550 cars within the next four months. Out of this 
number 50,000 to 60,000 will be required at the Buffalo elevators; 
2,800 to 4,000 at Cleveland, 2,200 at Detroit, and 8,000 at Toledo. 
The grain receipts at Buffalo are estimated to be from 80,000,000 
to 100,000,000 bushels, which will go out via rail, canal, and boat. 
The estimated crop of hay in Michigan of 3,648,000 tons will 
be increased to approximately 4,000,000 tons, requiring 400,000 
cars to transport it. The figures show that 60 per cent of last 
year’s crop is already consumed within the state, leaving about 
160,000 cars of hay to move. Between 5,600 and 7,200 cars will 
move within the next four months. The bean crop is estimated 
to be 6,321,000 bushels, 9,500 cars. The transportation of the 
crop will require 680 cars in September; 1,600 in October; 1,550 
in November, and 1,400 in December; 5,230 for the four months. 

Conditions have been generally satisfactory in the iron and 
steel industry, and indications are that the rest of the year will 
run about the same as last year. Lime shippers will require 
about 10,000 box cars to take care of their loadings. The lumber 
committee reports that its industries will require 13,360 cars the 
next three months, which compares with the last three months 


as 15 per cent less and about the same as their loadings this 
time last year. 


The survey of the paint, oil and varnish industry shows 
them to be working about 81 per cent of normal for the balance 
of the year. This represents a decrease of 17 per cent from 
the previous period. About 8,200 cars will be used in transport- 
ing their products. The paper and paper products industries 
estimate their loading requifeéments for the next quarter to be 
11,250 box cars, as against 10,200 the previous quarter. Ship- 
pers of perishable freight will require 14,885 ventilated box cars 
and 21,075 refrigerators—35,960 cars—for the last four months 
of this year. A heavier crop of apples in Michigan than last 
year is forecast. The entire apple crop promises to- be the 
largest since the season of 1923-24. 


Having passed the usual peak months of June, July, and 
August, when the demand for gasoline and refined products of 
petroleum is heaviest, an easing up in the demand is anticipated. 
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Shipping for the next four months is expected to be 10 to 20 per 
cent greater than the same period last year. The rubber plants 
within the board’s territory will use 16,200 cars for moving their 
products the last four months of this year. Salt shippers report 
their car estimates to be 14,090, 352,005 tons to be produced 
in the territory of the board. Manufacturers of heavy chemicals 
anticipate an increase in shipping over the same period last year 
of 7% per cent to 25 per cent, the increase being caused by a 
larger demand for certain chemicals that did not move last year. 
About 17,000 cars will be required. 

Sand and gravel movement for this year has been 27 per 
cent greater than last, pits closing for the season about De- 
cember 1. 45,000 cars will be required from the date of the 
meeting until the closing of the pits. Stove and furnace manu- 
facturers report the industry to be in the best of condition. 
Indications are for an increase in fall business of 15 per cent 
to 25 per cent over last fall. The peak of business will be in 
October and November. Low pressure boiler and radiator 
manufacturers report their plants working to capacity. The 
consensus is that the total volume of the industry will show 
an increase of about 15 per cent over 1925. 34,500 cars will be 
required for sugar beet loading, the tonnage being in excess of 
1,000,000 tons, movement starting soon after October 1 and com- 
pleted by January 1. The product of this raw material will be 
about 120,000 tons sugar, 50,000 tons pulp, and 40,000 tons 
molasses. 3,500 cars will be required for the pulp and molasses. 

The next meeting of the board will be held at Toledo, Ohio, 
January 5. 


ASKS SHIPPER COOPERATION 


Co-operation of shippers, receivers and the public generally 
to prevent a car shortage this fall is asked in a letter sent this 
week by M. J. Gormley, chairman of the car service division of 
the American Railway Association, to members of the regional 
advisory boards, shippers, receivers of freight and the public 
generally. The letter follows: 


Freight car loadings, as you know, are running heavier than 
ever before. For 19 consecutive weeks, with the exception of two 
holiday periods, the total has exceeded a million cars per week, 
and for the week of September 18, the loading for the third time 
this year has exceeded all previous high records, 


The supply of surplus serviceable freight cars is practically ex- 
hausted. This condition is particularly marked in the case of open 
top cars, the average daily surplus of which is now only 33,039 cars, 
a figure less than half an average day’s loading of this class of 
equipment. The loading of commodities usually handled in open top 
cars, particularly ore, sand, stone, gravel, steel products, etc., is much 
heavier than ever before. In spite of the extraordinary demand for 
open top cars the railroads up to date have generally met the situa- 
tion practically without shortage, but with the prospect that the 
requirements will continue at the present rate, or in excess thereof, 
this record can only be maintained by extraordinary efforts to im- 
prove, if possible, the present good record: 

lst—In the movement of such cars by the railroads; and 

2nd—In the reduction of the time cars are held by the public. 

The attention of the railroads has been called to the importance 
of the first item, and the purpose of this letter is to appeal to the 
members of the advisory boards and shippers generally to assist, by 
giving special attention to their handling of these cars, especially 
for the next sixty days: 

lst—By unloading cars within the free time, and within the first 
day of placement, if possible; 

2nd—By not ordering cars in excess of immediate requirements. 

Let the slogan ‘‘No Demurrage Accruals During October and No- 
vember, 1926,” be adopted by every shipper and receiver in the 
country. 

With this program worked out successfully through joint co- 
operation on the part of the shippers and the railroads it can be 
stated as a positive fact that there will be no shortage of cars ex- 
a" during the anticipated heavy loading period of the next two 
months. 

While this letter deals primarily with the open top car situation 
it is also important to expedite the handling of other classes of equip- 
ment, particularly box and refrigerator cars, if continued demands 
are to be met successfully. 


OPERATING STATISTICS 


Operating statistics compiled by the Bureau of Statistics 
of the Commission from reports of Class I railroads, not in- 
cluding switching and terminal companies, for July and the 
seven months ended with July, show the following: 


Loaded car-miles—1,510,236,000 for July and 1,393,701,000 for 
July, 1925; 9,952,970,000 for seven months ended with July, and 
9,315,449,000 for same period of 1925. 

Empty car-miles—870,636,000 for July and 787,038,000 for 
July, 1925; 5,660,478,000 for seven months ended with July and 
5,119,979,000 for same period of 1925. 

Net ton-miles—41,705,000,000 for July and 37,944,000,000 for 
July, 1925; 268,807,000,000 for seven months ended with July 
and 250,389,000,000 for same period of 1925. 

Percent unserviceable of total locomotives—16.1 for July and 
17.5 for July, 1925; 17 for seven months ended with July and 
18.3 for same period of 1925. 

Per cent unserviceable of total cars on line—7 for July and 
8.2 for July, 1925; 6.8 for seven months ended with July and 8 
for same period of 1925. 

Car-miles per car-day—30.5 for July and 27.8 for July, 1925; 
Ry seven months ended with July and 27 for same period 
re) 5 

Net tons per loaded car—27.6 for July and 27.2 for July, 


1925; 27 for seven months ended with July and 26.9 for same 
period of 1925. 
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Difference to be refunded by the earrier: 


Amount charged ...... egin #ue'e tee wees wees $237.00 
Ce GRO | ie ob 6-060 b:5j0 cincle sd ctl dapeluare $233.05 
SED cen ba ne calpain ee eet covey Se 


Weight Records 


Accurate and adequate records must be made and preserved 
of all empty and loaded cars weighed on the private scales of 
industries by weighmasters in their employ. 

The regulations of the carriers governing the weighing of 
cars by private industries on their own scales, when the weights 
so taken are to be used by the carriers in assessing freight 


charges, provide that weight records must show the following 
data: 


1. The gross weight of the car and contents. 
2. The actual tare weight of the empty car. 
3. The stenciled or marked weight of the empty car. 
4. The date of weighing. 
5. The time of weighing, time of day or night. 
6. The condition of the weather at the time of weighing. 
7. The method used in weighing car— 
a. At rest: 
(1) Coupled at one end. 
(2) Coupled at both ends. 
(3) Loose or uncoupled at both ends. 
b. In motion: 


) Coupled at one end. 
) Coupled at both ends. 
) Loose or uncoupled at both ends. 
8. Estimated amount of debris in the car if actual tare weight 
is used in lieu of stenciled or tare weights. 


wnre 


Many industries use forms of weight reports similar in form 
and content to that shown in Form No. 1. In other cases, so- 
called sticker scale tickets are used similar to the stickers used 
by the carriers in connection with certain of their scales. 

Copies of the weight reports are usually sent by the weigh- 


master to the departments of the industry directly concerned » 


with the weights of inbound or outbound shipments and with 
the weights of empty cars. 

In a typical industrial plant copies of the track scale reports 
are sent to the following departments: 


One copy of all weights to the traffic department to be used 
in auditing freight bills. 

One copy to the receiving department, if an inbound shipment, 
to be used in checking its records of weights of goods received. 

One copy of inbound weights to stores department. 

One copy of outbound weights to sales departments. 

One copy of outbound weights to shipping department. 

One copy of certain weights to accounting department. 

One copy of all weights retained by the plant transportation 
department as a permanent record of the weighing. 


Weight Agreements 

Large shippers of carload freight usually enter into agree- 
ments with the carriers serving their plants or with the carriers 
through weighing and inspection bureaus, by the terms of which 
the carriers agree to accept the weights and descriptions of 
shipments offered the carriers by the shippers on bills of lading, 
shipping orders, or weight certificates tendered by the shippers 
to carriers in connection with freight movements. 

Shippers, as well as carriers, are greatly convenienced 
through the use of agreements of this sort. The time ordinarily 
consumed in having the cars weighed or reweighed by the car- 
riers on their track scales is eliminated, for the carriers seldom 
reweigh cars offered by shippers who are parties to weight 
agreements, unless the consignors or consignees request that 
the cars be reweighed, or the contents of the cars are trans- 
ferred en route, or the cars have met with accidents, or there 
is evidence of loss in transit, or for the information of any 
interested party, or to verify the accuracy of previous weighings. 

In the course of years of evolution a standard weight agree- 
ment or contract, the National Form of Weight Agreement, has 
been developed to meet the needs of shippers, consigness, and 
carriers for a uniform basis of rules and regulations to govern 
the use by the carriers of shippers’ weights and commodity de- 
scriptions. These agreements bind the shippers to definite rules 
and subject the scales and records to the inspection of the car- 
riers. 

The shipper agrees to report and certify to the carriers the 
correct gross weights and correct descriptions of commodities 
on bills of lading, shipping orders, or weight certificates. An 
imprint on this certification is made on these shipping docu- 
ments providing that the weights may be verified by the car- 
riers. When the weights are ascertained on industrial track 
scales, the shipper must show the correct gross, tare, and net 
weights. 

Shipping weights used by shippers are sometimes based on 
the average weights of uniform or standard weights of com- 
modities. Shippers agree, in such cases, to give prompt notice 
to the carriers’ authorized agents of any changes made that 
affect weights arrived at by the use of average weights. This 
includes any changes made in packages used, changes in mate- 
rials used in the construction of package, or other changes of 
this character. If, for example, a shipper of preserved fruits 
in glass in wooden boxes uses an average weight of 46 pounds 
a box as an average or standard weight a package, he must re- 
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port immediately to the carriers with whom he has a weight 
agreement should he increase or decrease the number of jars of 
preserves a box, use heavier or lighter boxes, or more or less 
packing material, if such changes result in increasing or decreas- 
ing the average weight a package. 

Shippers agree to keep the scales used in determining 
weights in good weighing condition and to have the scales 
tested, keep them maintained, and operate them in accordance 
with the Track Scale Specifications and Rules approved by the 
American Railway Association. Shippers also are required to 
permit the authorized representatives of the carriers to inspect 
and test the scales as a condition precedent to the use of ship- 
pers’ scale weights by the carriers. 

Records of weights must be kept by the shippers in such 
manner that complete and accurate checks may be made by 
representatives of the carriers. The shippers must allow the 


representatives of the carriers to make inspection of the original 
weight sheets, books, invoices, and other records of the shippers 











(Form No. 2) 
NATIONAL FORM OF WEIGHT AGREEMENT 
THIS AGREEMENT, entered into by and between 


wi greraceeuantie ee SER reer 

WITNESSETH, That in consideration of the........... * 
accepting the weights and descriptions as certified on 
shipping orders, bills of lading or weight certificates for 
commodities herein specified as the basis for assessing 
freight charges, it is hereby agreed: 

1. The shipper shall report and certify to the carrier 
correct gross weights and correct descriptions of commodi- 
ties on shipping orders, bills of lading or weight certifi- 
cates, by placing thereon imprint of certification stamp, 
PFOViGing FOF VETHICATION DY ENG.e occ ccceccwececcenceess * 

When such weights are obtained on track scales the 
correct gross, tare and net weights shall be given. 

When weights of uniform or standard weight ar- 
ticles are based upon averages, the shipper shall give prompt 
notice to the authorized representative of the carrier when 
any change is made which will affect the weight arrived 
at by use of the average, including any change made in 
package or material used. 

3. The shipper shall keep in good weighing condition 
all scales used in determining weights and have track 
scales tested, maintained and operated in accordance with 
the Track Scale Specifications and Rules approved by the 
American Railway Association, and shall also allow the 
— representative of the carrier to inspect and test 

em, 

4. The shipper shall keep his records in such a manner 
as will permit of correct and complete check, and shall al- 
low the authorized representative of the carrier to inspect 
the true and original weight sheets, books, invoices and 
records necessary to verify the weights and descriptions 
of the commodities certified in the shipping orders, bills of 
lading or weight certificate. 

5. The shipper shall promptly pay to the authorized 
representative of the carrier bills for all undercharges from 
original point of shipment to final destination resulting 
from certification of incorrect weights or improper descrip- 
tion, whether shipment is sold f. o. b. at point of shipment 
or elsewhere. Overcharges developed from check of ship- 
per’s records will be promptly certified by the authorized 
— of the carrier in writing for proper adjust- 
ment. 

6. Shipments made under this agreement will be sub- 
ject to rates, charges, minimum and estimated weights 
prescribed by classifications, exceptions thereto, tariffs or 
rules of the carriers interested. 

This agreement may be canceled by ten days’ notice 
in writinng to either party, it being understood that the 
shipper shall permit check of business and pay under- 
charges on all shipments made prior to cancellation. 

This agreement applies on (show whether C. 
L. C. L. or both) shipments of 
ae as from 
and 


































L. or 


ee 


Signed at...ccccc cua 
2 ee 


eee eeenee 









eer e eee er hI cere eer eraser reereeeeee 


(for shipper’s signature) _ 
*Here insert name of railroad company, steamship line 
or “carriers members of the -Bureau.” 








that may be needed to verify the weights and descriptions of 
commodities shown in the shipping documents offered the car- 
riers by the shippers. 

Shippers are required to pay all bills promptly to the proper 
representatives of the carriers for undercharges resulting from 
the use of incorrect weights or descriptions in the assessing 
of freight charges. This requirement obtains whether the goods 
are sold F. O. B., point of shipment, or on any other basis. A 
shipper cannot disclaim responsibility for incorrect charges re 
sulting from improper weights on the ground that he is not 
responsible for the freight charges. 


The carriers agree, on the other hand, that overcharges dis 
covered in checking the records of the shippers are to be 
promptly certified in writing by the authorized representatives 


of the carriers, so that proper adjustments of charges may 
made. 
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Shippers operating under the terms of a weight agreement 
specifically agree in the contract that all shipments are for- 
warded subject to the rates, rules, regulations, minimum, and 
estimated weights published by the properly applicable classifica- 
tions, exceptions to classifications, tariffs of the carriers, or rules 
of the carriers concerned with the movements. This require- 
ment, though it may appear to be unnecessary, at first glance, 
is necessary to indicate that, if shipments are forwarded on 
weights certified by the shippers less than the carload minimum 
weights prescribed by the applicable ratings of classifications or 
of commodity tariffs, the lawfully applicable minimum weights 
will be applied and not the lower shippers’ certified weights. 
The weight agreement, in other words, does not remove the 
traffic from the jurisdiction of the rules and regulations applica- 
ble to freight traffic in general. ‘ 


Shippers may enter weight agreements to govern all ship- 
ments, carload and less than carload alike, or in connection with 
either carload or less than carload shipments separately. Both 
the shippers and the carriers parties to the agreements, or either 
party, may cancel the contract on ten days’ notice to the other 
party. Shippers, before the cancellations are made, must per- 
mit checks to be made of their business moved under the agree- 
ments and pay the charges accrued on such shipments. 


A copy of the National Form of Weight Agreement is shown 
in Form No. 2. 


It is unnecessary, in this connection, to discuss the rules and 
regulations of the carriers governing the weighing and reweigh- 
ing of shipments by the carriers on their own scales and the 
rules and charges governing tolerances. These subjects are dis- 
cussed in connection with terminal weighing rules and charges 
in Article No. 15 of the series dealing with terminal freight 
services and allowances appearing in The Traffic World, on 


alternating weeks with this series on industrial traffic adminis- 
tration. 


CHICAGO SWITCHING CASE 


The Traffic World Washington Bureau 


J. P. Haynes, traffic director of the Chicago Association of 
Commerce, Oct. 1, presented to the Commission the following 
petition for suspension of increased rates on iron and steel and 
(or) iron and steel articles carried in supplements 9 and 10 to 
Galligan’s I. C. C. 63 and the issues of individual carriers serv- 
ing the Chicago switching district. 


Comes now The Chicago Association of Commerce, on be- 
half of its members and respectfully requests the Commission 
to suspend the increased rates on Iron and Steel and (or) Iron 
and Steel articles shown in the various tariffs listed in appen- 
dix “a” attached hereto and made a part hereof, effective on 
October 20th and later dates, and in support of said protest and 
application respectfully shows: 

, That The Chicago Association of Commerce is an organiza- 
tion, composed of individuals, firms and corporations, exisiting 
under and by virtue of the laws of the State of Illinois, with the 
object of protecting and developing the best interests of its 
members and of the City of Chicago, and promoting industry, 
trade and the public good. As such, The Chicago Association 
of Commerce represents approximately seven thousand five hun- 
dred members, of which approximately four thousand are ac- 
tual receivers and shippers, engaged in the manufacture and 
distribution of various articles of merchandise, including a large 
number of manufacturers and distributors of iron and steel and 
(or) jron and steel articles who ship extensively, between points 
within the Chicago Switching District. 


That the proposed rates will result in increases of approxi- 
eeaty 20 per cent for one line hauls, 120 per cent for two line 
auls and 117 per cent for three line hauls. The current pre- 
vailing switch rates for application between industries located 
Within the Chicago Switching District are the result of rates 
established by carriers in 1910, subject to the general percent- 
oe increases and reductions. An additional increase from 20 
to 120 per cent in these rates upon iron and/or steel articles 
- unreasonable, grossly excessive in violation of Section One 
° the Interstate Commerce Act and should not be permitted to 
ecome effective. 
ina That the proposed increased rates are predicated upon an 
Tegan principle of relating switching rates to line haul rates. 
dif e sctors entering into the measure of line haul rates are 
ane than those entering into a purely switching movement. 
n ae located within the switching district should be given 
poe —— of any resulting economies and their charges should 
packs + Senet with respect to road haul scales of rates, as no 
triet theory of switching rates is applied in any switching dis- 
this in this country. The proposed rates, which are based on 
pele and untried theory should not be permitted to go into 
ti without a thorough investigation and complete justifica- 
On by the carriers. 
sineent the proposed increased rates are higher than rates of 
seal ndents at other points served by them and will be unduly 
sudicial to Chicago interests. 
Distr “—— the carriers and the shippers within the Chicago 
areas entered into an agreement, generally known as the 
defines Agreement, and under which the Chicago District was 
a eax and a basis of switching rates, uniform in amount as to 
ena ot (except grain, coal and coke) was agreed upon 
omen y porn The present rates are the result of that agree- 
which re represent the same percentage of increase and decrease 
ont the ere applied to switching rates at all other cities through- 
percentage ineven eet that bet rar aR na page ~ a ak higher 
- S were a ie an - 
ern Pray euthern districts. - trees rites 
r to the publication in 1911 of the uniform rat 1 
co e 2 es on all 
rey Accities within the Chicago District, pursuant to the Low- 
sreement, the switching rates in Chicago were in a chaotic 
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eens and unsatisfactory to both the shippers and the car- 
riers. 

The proposed tariffs will disrupt this uniform basis unless 
it is maintained by subsequently imposing the same high rates 
on all other commodities on which the present charges are the 
same as on iron and steel articles. It is inconceivable to us 
that the rates on all commodities should be elevated to the high 
basis now proposed by the carriers on iron and steel articles, 
the latter being predicated, so we are informed, solely on a 
scale of rates for road haul movement, which when prescribed 
by the Commission, was not intended to apply to switching 
movements at any point in the territory within the scope of 
that decision. In fact, that scale of road haul rates on iron 
and steel articles is not now proposed by the carriers for appli- 
cation in any city except Chicago. 

The proposed increased rates will have a serious effect upon 
the future development of Chicago to the undue prejudice of 
industries now located in Chicago who have invested large sums 
of money in the building and development of their plants. 

The annual reports of such carriers as these, The Belt Rail- 


. way Company of Chicago and the Indiana Harbor Belt Rail- 


way Company, whose operations are substantially confined to 
switching service within the Chicago Switching District, are not 
clear as to the investment in, or value of, property devoted to 
transportation service; however, the reports of these carriers 
do show substantial net revenue and a favorable operating ratio 
and it is the sincere belief of your petitioner that the freight 
revenue of these carriers resulting from the application of pres- 
ent rates is adequate to afford a reasonable return upon the 
value of property devoted to this service. If this is true with 
respect to carriers whose operations are confined to the Chicago 
Switching Service it must also be true with respect to switching 
service performed in the Chicago Switching District by road haul 
carriers, whose operations are such as to render it difficult if not 
impossible to segregate as between line haul and switching 
service. The revenue results of the present rates as applied to 
the switching service of the exclusive Chicago switching lines, 
should be readily ascertainable and the fact that the aforesaid 
carriers have refrained from submitting data of this character 
in other cases involving Chicago District rates is indicative of 
the fact that such a showing would not be to their advantage. 
Your petitioner therefore respectfully but earnestly urge that 
the respondent carriers be required to affirmatively show that 
additional revenue on this traffic is justified before any in- 
creases are permitted. 

Wherefore your protestant prays that the said proposed 
increased rates be suspended and that the Commission enter 
upon an investigation concerning the lawfulness of said in- 
creased rates; that your protestant be made a party to said 
proceeding and be permitted to appear and offer evidence, and 
be heard by brief and oral arguments therein; that the Com- 
mission after investigation make an order permanently sus- 
pending said rates and any other orders they may deem proper 
in the premises. 

A petition for suspension will be filed with the Illinois 


POSITIONS WANTED OR OPEN 











REPRESENTATIVES with traffic experience in all territories to 
sell the highest type practical traffic training. Whole and part time. 
Excellent opportunity for advancement. Address D. A. V. 957, care 
Traffic World, Chicago, Il. 








WANTED—Complete or nearly complete set of I. C. C. reports. 
Must be in good condition. Write Box 955, care Traffic World, Chi- 
cago, Ill., stating number of volumes and price. 





POSITION WANTED—Competent traffic man, formerly with large 
eastern road, finds it necessary to change; would represent short line 
in Arizona and New Mexico territory. Address T. R. O. 959, care 
Traffic World, Chicago, Ill. 


JOREIN FF. LENT 
TRANSPORTATION SPECIALIST PITTSBURGH, PA. 


CONSULTATION _ Experienced as 
FREIGHT RATE SURVEYS Shippers’ Traffic Manager 
SHIPPING ANALYSIS Railroad Traffic Executive 


Steamship Manager 
ADJUSTMENTS Barge Line Operator 


Serving a National Clientele 
for Twenty Years 


THIS NEW YORK PLANT 


OFFERS EXCEPTIONAL 
SHIPPING FACILITIES 


Offers unusual advantages: Hudson River Frontage; 
Private Steamship Pier; Free Lighterage; Railroad 
Sidings. Ample Floor Space. Vacant Land for Stor- 
age and Expansion. Immediate Occupancy—Sell or 
Lease. Complete Information on Request. 


HARRISON S. COLBURN CO. 
30 Church Street, New York. Cort. 3909 
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Commerce Commission insofar as rates apply to Illinois intra- 
state traffic and with the Public Service Commission of Indiana 
insofar as rates apply to Indiana intrastate traffic. 


The following also signed the petition as having a direct 
and vital interest in the proposed increased rates: City of Chi- 
cago, by William E. Dever, mayor; Chicago Shippers Conference 
Association, by R. W. Campbell, president; Board of Trade of 
the City of Chicago, by J. S. Brown, manager, transportation 
department; Illinois Manufacturers’ Association, by John M. 
Glenn, secretary; Traffic Bureau of Associated Industries Cen- 
tral Manufacturing District, Chicago, by Frank R. Jerome, traf- 
fic director; Clearing (Illinois) Industrial Association, by H. L. 
Kellogg, secretary; East Chicago (Indiana) Chamber of Com- 
merce, by H. R. Packard, secretary; Hammond (Indiana) Cham- 
ber of Commerce, by Richard Brusch, secretary; Harvey 
(Illinois) Chamber of Commerce, by Harry Dante, secretary; 
South Chicago Chamber of Commerce, by A. L. Blocker, secre- 
tary; South End Chamber of Commerce, by Clarence P. Payne, 
business manager. 

The Federal Cement Tile Company, of Chicago, has also 
protested. 


MIDCONTINENT OIL RATES 


The Traffic World Washington Bureau 


The complainants and interveners in No. 15584, Sinclair 
Refining Company et al. vs. Ahnapee and Western et al., and 
the four cases joined with, collectively known as Midcontinent 
Oil Cases, 1925, have asked the Commission for rehearing, re- 
argument and reconsideration. The Commission in this case 
revised rates from the midcontinent field to points in Western 
trunk line territory, except to the northern part thereof. It 
raised the rate from the Tulsa group to Chicago from 36 to 
39 cents and gave the Kansas groups an adjustment in recog- 
nition of the Kansas group’s shorter distances to much of the 
destination territory. 

Applicants said that it would be apparent that the Com- 
mission erred in finding that the existing rate relationships 
as between groups 3 and group 2 were predjudicial to group 2 
and preferential of group 3 from the following facts: Group 
3 embraces all shipping points in Oklahoma; that the petition- 
ers are located in the northeastern part of Oklahoma, which 
comprises approximately 15 per cent of the area of Oklahoma, 
but which contains 68.33 per cent of the refining capacity of 
the state, with a total refining capacity of 205,300 barrels daily. 
The weighted average short line distance, they said, from 
northeastern Oklahoma to St. Louis was 456 miles and to 
Chicago 703.8 miles. 

Further, they said, that south central Kansas comprising 
about 8 per cent of the area of that state, contained 70.9 per 
cent of the refining capacity of that state, outside of group 1 
(Kansas City Group). Its total daily refining capacity was 
86.500 barrels. The weighted average short line distance from 
south central Kansas to St. Louis was 465 miles and Chicago, 
678.6 miles. The average short line distance from south cen- 
tral Kansas to St. Louis is 9 miles greater that the average 
short line distance from northeastern Oklahoma to St. Louis, 
and, as stated by the Commission in Midcontinent Oil Rates, 
36 I. C. C. 109, “More oil is shipped to and through St. Louis 
than through any other gateway; and considerable oil is stored 
at that point for distribution in outlying territory.” 

“Despite that fact,” say the applicants, “the Commission 
has in this proceeding, prescribed a rate adjustment which 
gives south central Kansas an advantage over northeastern 
Oklahoma to points in Western trunk line territory of from 
2 to 3.5 cents per 100 pounds. Tulsa, Sapulpa, Sand Springs 
and Barnsdall, in northeast Oklahoma, have an average daily 
refining capacity of 88,500 barrels of crude oil or 2,000 bar- 
rels per day more, than all south central Kansas. The 
weighted average short line distance from these points to 
St. Louis is 425 miles and to Chicago is 685.2 miles. 

“Northeastern Oklahoma has a daily refining capacity, 
2.37 times greater than the refining capacity of south central 
Kansas, and has a shorter weighted average haul than south 
central Kansas to St. Louis of 9 miles and a longer weighted 
average short haul line than south central Kansas to Chicago 
of 25 miles,” continue the applicants. “The Tulsa, Sand Springs, 
Sapulpa, and Barnsdall group, with a greater refining capacity 
than all of south central Kansas has a shorter weighted aver- 
age haul than south central Kansas to St. Louis of 40 miles 
and a longer weighted average haul than south central Kansas 
to Chicago of 6.6 miles. The density of tonnage is greater in 
northeastern Oklahoma than in south central Kansas. Other 
transportation conditions are substantially the same.” 

The applicants said that the case should be reopened to 
permit them to show: 


(1) The weighted average distances which will reflect a 
more trustworthy picture than the general average distances 
used by the Commission in this proceeding, (2) the loss of ton- 
nage and the consequent loss of revenue to the defendants, and 
the effect of this loss of tonnage to your petitioners and to the 
railroads, (3), that the increased level of rates suggested by 
the Commission, if established, will encourage the relocation 
of refineries and the building of pipe lines; and, the effect that 
such a relocation of refineries and the building of pipe lines 
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will have on the refining industry of Oklahoma and on the 
railroads which serve that industry; (4), that the relocation of 
refineries with the suggested adjustment of rates will cause a 
reduction in the population of Oklahoma, 25 per cent of which 
is dependent on the oil industry, which will be to the detriment 
of the people of Oklahoma, to the rai¥road and to your petitioners. 

In their prayer, the applicants said they sought no ad- 
vantage as against other refineries in Kansas or in Oklahoma. 
However, they said, they did earnestly urge that it was unfair, 
in view of the fact that their refineries were equi-distant to 
important consuming points in Western Trunk Line terri- 
tory with refineries in south central Kansas to penalize them 
with the differential. 

They pointed out that the enlargement of group 3, which 
was among the facts that caused changes in the relationship 
to be made, was made by the carriers and not by them. They 
said the decision in the instant case would penalize the re- 
fineries in northeast Oklahoma because of that enlargement 
would leave the Kansas group intact, despite its enlargement. 
They submitted that that would be unfair and that the Com- 
mission would not knowingly permit such injustice. They said 
the rate adjustment prescribed was unjust not only to them 
but to the railroads as well. 


FREIGHT COMMODITY STATISTICS 


Class I railroads in the six months ended with June carried 
1,127,209,586 tons of freight, as compared with 1,070,259,768 tons 
in the corresponding period of 1925, an increase of 5.32 per cent, 
according to the summary of freight commodity statistics of 
Class I railroads prepared by the Commission’s Bureau of Sta- 
tistics for the quarter ended June 30 and for the six months 
ended June 30. 


Below will be found a comparison, by general groups of com- 
modities, of the tonnage transported during the second quarter in 
1926, with the corresponding period in 1925, also a comparison of the 
cumulative figures for the periods January 1 to June 30, 1926 and 1925: 


NUMBER OF TONS ORIGINATED 
Quarter 


ended June 
30, 1926 


Quarter 
ended June crease 1926 
30, 1925 over 1925 
18,078,420 : 8.34 
6,046,218 5 
168,292,854 
28,105,385 


73,170,554 
10,046,533 10,091,985 


323,504,157 303,785,416 
TOTAL TONS CARRIED 


Products of agriculture 43,190,493 
Animals and products 11,220,811 
Products of mines 313,201,807 
Products of forests........... 53,323,303 
Manufactures and n.iscellan- 
151,090,663 141,702,453 
17,330,243 


16,762,310 
589,357,320 553,518,474 
NUMBER OF TONS ORIGINATED 


% of in- 


Classes of Commodities 
Products of agriculture 
Animals and products 
Products Of mines. ....6. 0 
Products of forests........... 27,909,472 
Manufactures and miscellan- 

77,922,252 





39,434,203 
10,861,217 
289,484,693 
55,273,598 


Six months 

ended June 

30, 1926 
44,007,857 
12,330,170 


Six months 
ended June crease 1926 
30. 1925 over 1925 
43,116,184 2.07 
12,542,942 
306,471,443 
57,168,463 


138,193,387 
19,527,607 19,757,168 


604,338,619 577,249,587 
TOTAL TONS CARRIED 


94,406,870 91,212,301 
22,360,271 22,150,821 


590,654,346 547,098,244 
Products of forests 


103,847,389 109,821,787 

Manufactures and miscellan- 
282,472,116 267,181,450 
33,468,594 32,795,165 


1,127,209,586 1,070,259,768 


Products of agriculture 
Animals and products........ i i 
Products of mines 327,552,867 
Products of forests 55,101,706 
Manufactures and miscellan- 

145,818,412 


Products of agriculture 
Animals and products 
Products of mines 


*Decrease. 


WAGE ARBITRATION FAILURE 


Failure of the arbitrators selected by the eastern railroad 
managements and the representatives of the conductors and 
trainmen seeking an increase in wages to agree on neutral al 
bitrators, reported from New York, September 30, will make it 
necessary for the United States Board of Mediation to select the 
two neutral arbitrators to sit with the four arbitrators already 
selected, two by the managements and two by the employé. 
It was indicated that some time would elapse, probably, before 
the board announced the selection of the neutral arbitrators. 
It must find persons deemed by it qualified to act in the capacilY 
of arbitrators and must obtain their consent to serve. Possible 
arbitrators considered by the arbitrators representing the cal 
riers and the employes and rejected by them will be barred 2 
the board’s considerations. 
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GROWTH 


We are growing, thank you—going right 


IFTY miles closer by WATER 
=e tO the vast markets of the 
SES) Southwest— 




















: up and spreading out. Served by SEVENTEEN RAIL- 
H Two years have passed since we tackled ee Sayin — <onenee 
Ka Gein: dhiinien tity ‘oit-eee Mie eeeniee POINT in Texas and extending the 
j Sind 8g a peed: 8 HOUSTON RATE ADVANTAGE into 
a we handled represented an increase of 
more than 700% over the preceding Louisiana 
j aaa Oklahoma 

We liked it at the start—we like it better Arkansas 
now. New Mexico 
q More customers know us—they like us— Arizona 
a tell us so—brag about the service we give Colorado 
















them—and what’s the result? 















The whole story is told most graphi- | 
cally in 


“PORT HOUSTON” 


The official organ of the 
Port Commission. 










We work our heads off for them, not only 
giving them what they want, but often 
what they didn’t expect. 


That, in a large measure, accounts for 
the success we have attained. 


Why don’t you try us and see what we can 
do for you? 






In Picture, Text and Tariff. 





Charles H. Gant, Manager 
Wilmington Marine Terminal 
Wilmington, Delaware 


WILMINGTON 


on the Delaware 
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Address 


The Director of the Port 
5th Floor Courthouse 


HOUSTON TEXAS 



















































CONFERENCE 
The Traffic World Washington Bureau 


Widely divergent and’ seemingly irreconcilable differences of 
opinion were expressed by participants in the coke conference 
held by Director Hardie and Assistant Director Pitt of the Com- 
mission’s Bureau of Traffic, September 28, on the question: of 
what rates, if any, should be made on coke from the Birming- 
ham district to points in Michigan, in particular, and points in 
central territory generally. 

It took more than two hours to state the positions of the 
parties in interest. So much time was taken for that phase of 
the subject because every man in the crowded conference room 
seemed intent upon cross examining his neighbor before the 
neighbor had finished his first sentence. Then, fo make the 
matter more intricate, the conferees at times drifted from the 
main question to questions as to the righteousness of the C. F. 
A. scale or the propriety of the relationship of the rates on coal 

‘and coke or the quality of so-called transit arrangements in the 
Birmingham and Chattanooga districts. 


J. M. Dewberry, general coal and coke agent for the Louis- 
ville & Nashville; S. B. Murray, speaking for the Alabama By- 
Products Co., and A. J. Ribe for the Iron and Steel Conference 
at Birmingham, presented the definite proposal that rates to 
central territory from Birmingham be made on the basis of dif- 
ferentials over Chattanooga, the differentials varying according 
to the crossing used; that is to say, if the traffic moved via 
Evansville the rates should be 34 cents over Chattanooga; if 
via Louisville, 50 cents, and if via Cincinnati, 75 cents. Messrs. 
Murray and Ribe said that all the southern coke producers were 
asking were just and reasonable joint through rates to points to 
which there were no joint rates. Such a line of rates, Mr. Dew- 
berry said, would be produced by the use of the differentials 
proposed. 

Chicago and a few other points in the northern territory, 
now having rates, were excepted from that proposal. 


Generally speaking their proposal was supported by F. D. 
Claggett, assistant to the traffic vice-president of the Southern 
Railway system, and B. J. Rowe, coal traffic manager for the 
Illinois Central. Each, however, made some reservations. Mr. 
Claggett, for instance, suggested that Chattanooga should be 
lined up, in the matter of coke rates, with Connellsville and New 
River and then the rates from the Birmingham district made 
differentially over Chattanooga. It was suggested that inasmuch 
as Birmingham produced many times the tonnage of coke of 
Chattanooga, the proper way would be to line up Birmingham 
with the older coke producing points farther north and then 
bring Chattanooga into line with Birmingham. However, the 
differences between the southern lines did not seem such as to 


make it misleading to say that they supported the proposal of 
the southern shippers. 


S. S. Bruce, speaking for the Koppers Company, a producer 
of by-product coke and manufacturer and builder of such plants, 
pointed out to Mr. Dewberry what he thought would be the 
whopper-jawed relationship between the rates on coal from 
points in Kentucky, on the Louisville & Nashville, and those on 
coke, from the Birmingham district, if the 34, 50 and 75 cent 
differential proposal were put into effect. He wanted to know 
how the Louisville & Nashville could justify rates on coal, paid 
iby by-product coke producers in central territory that produced 
revenue of nearly 40 cents per car-mile in comparison with rates 
on coke that produced a car-mile of not more than 20 cents, and, 
to many points, as low as 17 cents per car-mile. Mr. Bruce 
wanted to know whether Mr. Dewberry would be willing to make 


reductions in rates on coal to correspond to the proposed rates 
on coke. 


“We're talking about rates on coke, not on coal,” said Mr. 
Dewberry. It was pointed out that the Commission had never 
undertaken to establish a relationship in rates on the two com- 
modities. Mr. Dewberry said no one was asking for rates on 
coal but somebody was asking for rates on coke. 

Mr. Dewberry quoted some statistics which did not seem to 
agree with some Mr. Bruce had. 

“Would you believe me if I told you that the figures for 
your road were so and so?” asked Mr. Bruce. 

“I would not,” said Mr. Dewberry, with such emphasis that 
the conference broke into a roar of laughter. 

Chattanooga interests supported the Birmingham proposal, 
with minor reservations. The Chicago adjustment, it was sug- 
gested, needed attention because it was somewhat out of line. 
It was pointed out, the differences caused by the 33% per cent 
increase in the south and the 40 per cent increase in the north, 


under Ex Parte 74, had not been handled as Chattanooga thought 
it should have been. 


Mr. Dewberry, in the course of the discussion, said the 
Pittsburgh and Chicago coal and coke committees, of which he 
was a member, had agreed to the differential adjustment and 
then, without notice to him, he said, it was discarded. Ever 


Since that time, he said, there had been an uproar on the 
subject. 


J. W. Harnach, for the Semet-Solvay interests, said he 
backed the proposal of the southern carriers, although the pro- 
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duction of his company in central territory was greater than in 


the Birmingham district. In the conferences on the same sub- 
ject while the anthracite strike was on, northern by-product coke 
interests said there was no emergency in Michigan, where it 
was said coke was needed, but that there was an emergency in 
the Semet-Solvay plant in the Birmingham district. 

C. P. Schrecongost, for the Hillman Coal & Coke Company 
and other Connellsville interests, said the Chattanooga rates 
were too low. The rates now proposed, from Birmingham, he 
said, were lower than those which were put in last spring on 
account of the emergency that was supposed to have been cre- 
ated by the hard coal strike. But, he said, the rates now pro- 
posed were lower than those established to meet that emergency 
and which expired by limitation on April 30. Answering ques- 
tions by Mr. Hardie he expressed the opinion that the C. F. A. 
mileage scale, upon which many of the Connellsville rates were 


‘based, was too high. He said the carriers were considering 


their revision. 


When pressed for an opinion- as to how the rates from Bir- 
mingham should be made Mr. Schrecongost said that the proposal 
to add twelve cents per ton for each 25 mile block Birmingham 
might be over Connellsville, in distance, would produce fairly 
aligned rates. The twelve cent factor was taken from one of 
the recent coke decisions of the Commission. But Mr. Schre- 
congost said the start in the whole matter should be made by 
correcting the rates from Connellsville and Chattanooga. 

J. T. Carbine, of the Pennsylvania, said the northern lines 
would like to take back, from this conference, some definite pro- 
posal. At one time, he said, the northern lines had a proposal 
to make the rates by adding 75 cents and $1 to the Chattanooga 
rates. Now they are considering arbitraries of $1.25 and $1.50, 
according to Mr. Carbine, but to Michigan points only. He said 
he thought, when invited to the conference, that Michigan points 
only were to be considered and indicated that he was surprised 
to find that the proposals of the southern carriers covered all 
points in C. F. A. 

R. J. Pierce, of the Indiana Coal and Coke Company, made 
a proposal for the northern shippers. After pointing out that 
southern sixth class rates are from 125 to 128 per cent of the 
C. F. A. class rates and that the average of C. F. A. class rates, 
for all classes, is not more than 60 per cent of the new southern 
class rates, he said it seemed out of all reason for the southern 
carriers to propose rates on coke so much out of line that what 
they suggested would make rates on coke from the southern 
ovens to northern destinations on a basis lower than the basis 
of rates in the north. He said that even if the southern rates 
were on a basis of only 20 per cent higher than the C. F. A. 
rates, the rate on coke from Birmingham to Chicago would be 
$5.29 per ton instead of only $4.30, as at present. 

Mr. Bruce said that the southern railroads were certainly 
not fair to the northern by-product coke oven interests in insist- 
ing upon rates on coal, from Kentucky, on a basis of from $145 
to $165 per car and then making rates on coke on the basis of 
$150 per car or less. He said the northern oven had to pay 
rates on coal in and coke out, to destinations in C. F. A., which, 
when added together, would make the freight cost about $200 
per car, while the same railroads proposed to bring in southern 
coke at a freight cost, to the same destinations, of about $150. 

“In and of themselves the proposed rates are too low,” said 
Mr. Bruce. “There is no necessity for going to Birmingham for 
coke. There are enough coke ovens in the north to supply all 
needs, if consumers desire to buy.” 

The appearance of irreconcilability manifest at the begin- 
ning of the conference became an actuality within four hours 
after the beginning of the talk. The conference came to an 
end without even the suggestion of a basis for further talk on 
the subject. Director Hardie, in bidding the conferees good-by¢ 
told them that the Commission and the members of its staff, at 
all times, would be ready to afford any help that might seem 
possible. 

Before the end of the conference A. S. Knowlton, also speak- 
ing for the Koppers company, pointed out what he claimed to 
be the lack of a basis for making rates on coke. His theory 
was that using Connellsville was without justification, for the 
reason that industry did not depend upon beehive coke to the 
extent it formerly did. 

The latter part of the discussion brought in the commercial 
feature of the situation to a larger extent than the earlier, al- 
though right at the beginning questions were asked as t0 
whether there was any coke produced at Chattanooga and as 
to what amount of coke moved on the so-called emergency rates. 
One of the points made by Mr. Knowlton was that the location 
of by-product ovens at or near the points of consumption cre 
ated a situation that made, or should make, for the elimination 
of cross-hauling of coke or the hauling of coke for long dis 
tances. 

Production and other costs were discussed by George Staat, 
of the Brown-Pickands Company of Chicago, and Mr. Doebbet, 
of the Citizens’ Gas Company, of Indianapolis. Costs were 
also brought forward by Messrs. Bruce and Pierce. They, how 
ever, seemed to bear on the question as to whether there could 
be an agreement only in a remote way, although they seemed 
to show, perhaps, why the northern railroads did not carry out 
what Mr. Dewberry said they had agreed to do. 
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10S. STOCKTON TRANSFER CO. 


Kennicott-Patterson Warehouse Corporation 
STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 

1020 South Canal St., near Taylor St. Serving many large National Distributors. Write us for information and rates 
Teaming of Every Description--City Delivery Service 1700 Sixteenth Street, DENVER, COLORADO 


and Carload Distributors 





ST. PAUL, MINNESOTA 


ST. PAUL, MINNESOTA( TT 
PORTL AND, OREGON or pane ene a - Northwest’ 
COLONIAL WAREHOUSE & TRANSFER C0. | |>-" AREHOUSE CO. 


STORAGE AND DISTRIBUTION Storage of Merchandise — Pool Car Distribution 
FREE MERCHANDISE BONDED 
Serving many large National Distributors 474 Everett St., or Licensed by and bonded to the State of Minnesota 
Write or wire us for information and rates 13th and Everett Sts. 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. ae ann 




































Merchandise Storage and Pool Car 
ccgzstacesce* Distribution >*ssec? 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 
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NEW ORLEANS, LA. 
STORAGE 


Efficient Merchandise Distribution 


THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 
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DECATUR, ILLINOIS 


‘WAREHOUSES on LC Freight 


atless cost than e Aaate 


DECATUR, ILLINOIS Coe ICAGO or St.Lours 
DISTRIBUTION 4~o WAREHOUSING 





What Do You Know About Tratfic? 


It is your knowledge of traffic work 
which determines whether you are merely 
a traffic clerk or a traffic expert. The 
traffic specialist is not ten times as smart 
nor ten times as big and as heavy as you. 
Nevertheless his finer knowledge of traf- 
fic and his ability to apply his knowledge 
is most likely bringing him an income 
ten times the size of yours. 


FREE PARTICULARS: Let us send you particulars 
showing how you also can become a specialist in traffic— 
earning while learning. 


A Real Traffic College 


We are specialists in one branch only— 
TRAFFIC. Our practical method of 
training is the only one of its kind in 
existence. No theory. No tedious book 
reading. You are trained personally by 
experts through actual practice on legally 
filed tariffs, I. C. C. publications and 
decisions. 

Two separate courses: Traffic Speciali- 
zation. Traffic Law and Practice. Both 
courses available through resident classes 
and resident-by-mail. Resident classes now forming. 
Resident-by-mail training available at all times. 

Insure your future. Send the coupon for FREE par- 
ticulars NOW. 


We Bind The Traffic World COLLEGE OF ADVANCED TRAFFIC, 608 S. Dearborn St, Chicago 


In Best Grade Buckram fo for $2.25 Per Volume (26 Numbers) I am interested in the following: 


_ 0) Traffic Specialization: Resident....... Mails. «4 <i 
‘— an hae pened a (] Traffic Law and Practice: Resident....... Mail 


The Book Shop Bindery ff | Yam..-...... ee Se ee 


350-354 West Erie Street Chicago 


BUILDS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


| | BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 









ALBANY, Wi. Y. 





Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc. 











































































































COMMISSION ORDERS 


The Commission has reopened for reconsideration on the 
record as made, No. 16703 (and Sub. Nos. 1 to 3, inclusive), 
Husley-Bessent Company vs. Pennsylvania et al., and No. 17438, 
Brooks-Scanlon Corporation et al. vs. Atlantic Coast Line et al. 

By an order entered in No. 13413, in the matter of auto- 
matic train control devices, the Commission has authorized the 
Santa Fe to install an automatic train stop or train control de- 
vice between Chillicothe, Ill., and Pequot, Ill., in lieu of the in- 
stallation required between Chillicothe, Ill, and Chicago, IIl., 
subject to the provision that both the’ track of the Santa Fe 
and that of the Chicago & Alton, referred to in the Santa Fe 
petition of September 21, 1926, for modification of order entered 
therein on January 14, 1924, as modified by further order of 
October 29, 1924, as extending between Pequot, IIl., and Joliet, 
Ill., be promptly equipped with automatic signals. 

The Commission has reopened for further hearing, on the 
question of fourth section relief to points located on tidewater 
or adjacent thereto, as described in petition filed by Boston & 
Albany, Boston & Maine, and New York, New Haven & Hart- 
ford, at such time and place as it may hereafter designate, 
fourth section applications Nos. 272, 774, 976, 1589, 11863, 1623, 
1788, 1920, 3698 and 3974. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 876, in re valuation of Chicago & 
Erie. 

The Crucible Steel Company of America and Pittsburgh 
Crucible Steel Company have been permitted to interevne in 
No. 18031, the American Motor Body Corporation et al. vs. Balti- 
more & Ohio et al. 

The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 18359 (Sub. No. 
1), Sioux City Grain Exchange vs. Abilene & Southern et al. 

The Lunkenheimer Company has been permitted to inter- 
vene in No. 18426, Federated Metals Corporation vs. Illinois 
Central et al. 

Hess Brothers Stone Company has been permitted to inter- 
vene in No. 18504, Chicago Coal Merchants’ Association vs. 
Chicago & North Western. 

The Illinois Brick Company has been permitted to intervene 
in No. 18504, Chicago Coal Merchants’ Association vs. Chicago 
& North Western. 

The Commission has permitted the West Virginia Pulp & 
Paper Company to intervene in No. 18545, Edward G. Bailey et 
al. vs. Boston & Maine et al. 

The Commission has permitted the Crucible Steel Company 
of America and Pittsburgh Crucible Steel Company to intervene 
in No. 18547, Cleveland Chamber of Commerce vs. Santa Fe et 
al., and No. 18548, Jones and Laughlin Steel Corporation vs. 
Alton & Eastern et al. 

The Miami Fruit and Produce Company has been permitted 
to intervene in No. 18656, Atlantic Fruit Company, Inc., et al. 
vs. Florida East Coast. 

The first paragraph of the order of the Commission entered 
in finance No. 2709, stock of Mississippi & Alabama Railroad, 
on February 23, 1923, is modified to read as follows: “It is 
ordered, That the Mississippi & Alabama Railroad Company be, 
and it is hereby, authorized to issue not exceeding $5,500 of 
common stock, consisting of 55 shares of the par value of $100 
each, said stock to be represented by certificates substantially 
in the form submitted with the application, said stock to be 
sold at not less than par, and the proceeds from the sale thereof 
to be useed in the acquisition of certain equipment, as set forth 
in the application and aforesaid report.” In all other respects 
it shall remain in full force and effect. 

The Wisconsin Paper & Pulp Manufacturers’ Traffic Associa- 
tion, Fort Frances Pulp & Paper Co., Ltd., Kenora Paper Mills, 
Ltd., and Minnesota & Ontario Paper Company have been per- 
mitted to intervene in No. 18596, Tonawanda Paper Company, 
Inc. (successors to the Daily News Paper Corporation), et al. 
vs. New York Central et al. 

The Wisconsin Paper & Pulp Manufacturers’ Traffic Associa- 
tion, Fort Frances Pulp & Paper Co., Ltd., Kenora Paper Mills, 
Ltd., and Minnesota & Ontario Paper Company have been per- 
mitted to intervene in No. 18597, the Ontario Paper Company, 
Limited, et al. vs. Canadian National et al. 

The order entered in No. 15286, Traffic Bureau of Nashville 
vs. Louisville & Nashville Railroad et al., on October 16, 1925, 
as subsequently modified, has been further modified so that it 
will become effective on December 1, 1926. 

The Commission has permitted the Springfield Stockyards 
Company to intervene in No. 12358, Texas Live Stock Shippers’ 
Protective League et al. vs. Director-General, as agent, Abilene 
& Southern et al.; No. 11018, Wichita Board of Commerce et al. 
vs. Director-General, as agent, Alexandria & Western et al., and 
No. 13001, Chamber of Commerce of Kansas City, Mo., vs. Alex- 
andria & Western et al. 

The Board of Railroad Commissioners of the State of 
South Dakota has been permitted to intervene in No. 17330 (and 
Sub. No. 1), Illinois Coal Traffic Bureau vs. Arkansas Valley 
Interurban et al. 
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The American Hardware Corporation has been permitted 
to intervene in No. 18387, Hudson Valley Coke & Products Cor- 
poration vs. Boston & Maine et al. 

The Alabama Iron & Steel Shippers’ Conference, Cast Iron 
Pipe Committee, has been permitted to intervene in No. 18431 
(Sub. No. 1), Warren Foundry & Pipe Company vs. New Haven 
et al. 

The Southern Cotton Oil Company has been permitted to 
intervene in No. 18607, Newton Oil Mill vs. Alabama & Vicks- 
burg et al. 

The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 17980, Bismarck 
Association of Commerce of Bismarck, N. D. et al. vs. Great 
Northern et al. 

The Pine Bluff Chamber of Commerce has been permitted 
to intervene in No. 18336, Gibson Oil Company vs. Arkansas 
Western et al., and No. 18529, Ed. Harper, Clay S. Henderson 
and Harry Earhart constituting the Arkansas Railroad Commis- 
sion, et al. vs. Ann Arbor et al. 

The Commission has permitted the Board of Railroad Com- 
missioners of the State of South Dakota to intervene in No. 
18616, Minneapolis Traffic Association vs. Chicago, Milwaukee 
& St. Paul, H. E. Byram, Mark W. Potter and Edward J. Brun- 
dage, receivers. 

The Fall River Chamber of Commerce and New Bedford 
Board of Commerce have been permitted to intervene in No. 
18418 (Sub. No. 1), the Firestone Tire & Rubber Company et al. 
vs. Akron, Canton & Youngstown et al. 

The Traffic Bureau, Winona Association of Commerce, Inc., 
has been permitted to intervene in No. 18454, Commercial Club 
of Fargo, N. D., vs. Ahnapee & Western et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2764, the Commission has suspended from 
September 25, until January 23, schedules as published in sub- 
plement No. 10 to Atchison, Topeka & Santa Fe I. C. C. No. 
10166. The suspended schedule proposes to establish an out-of- 
line charge of 5 cents per 100 pounds on iron and steel articles 
fabricated in transit at Tulsa, Okla., on shipments originating 
at points on or east of the Mississippi River, or at Kansas City, 
Mo., when destined to points on the A. T. & S. F. Ry., G. S. & 
S. F. Ry., and the P. & S. F. Ry. in Kansas, New Mexico, (except 
points west of Belen, N. M.) Oklahoma and Texas. 

In I. and S. No. 2766, the Commission has suspended from 
September 29, 1926, until January 27, 1927, the operation of 
certain schedules as published in the following tariff: J. E. 
Johanson, agent: Supplement Ng. 79 to I. C. C. No. 1640. The 
suspended schedules propose to increase the rates on wool, not 
scoured, washed, combed or brushed, in sacks), carload, from 
points in Arkansas and Louisiana to Lowell, Mass. The follow- 
ing is illustrative: 


From Texarkana, Ark., 
posed *164— 149i; 
*150—1135, proposed 


to Lowell, Mass., present *159—t144, pro- 
from Shreveport, La., to Lowell, Mass., present 
*15514,—1140%4. 

*Minimum weight 14,000 pounds. tMinimum weight 20,000 rounds. 

In I. & S. No. 2765, the Commission has suspended from Sep- 
tember 27, until January 25, schedules as published in the fol: 
lowing tariffs: Union Pacific Railroad Company, Sup. No. 28 
to I. C. C. No. 3421; E. B. Boyd, Agent, Sups. Nos. 57 and 61 to 
I. C. C. No. A1468; Sup. No. 56 to I. C. C. No. A1498. The sus- 
pended schedules propose to cancel the application of the com 
bination rule for constructing rates on live stock between points 
in western territory, served by the Union Pacific System and its 
connections and by western trunk lines, which would result in 
increased rates. The following is illustrative: Sheep, in car 
loads. Rates in dollars and cents per car: 





To Chicago, Ill., from Roswell, 
$222.20; to Kansas City, Mo., 
proposed $190.30. 


In I. and S. No. 2767, the Commission has suspended from 
September 30 until January 28 schedules as published in sup- 
plement No. 55 to Fonda’s I. C. C. No. 174. The suspended 
schedules propose to cancel the stopover privilege on cranbel- 
ries, carloads, when stopped in transit at points in Texas for 
partial unloading. 


N. M., present 


$204, proposed 
from Roswell, N. 


M., present $174.50, 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
September 8-14, inclusive, was 137,377, as compared with 141,096 
cars in the preceding period, while the average daily shortage 
was 63 cars, according to the car service division of the Amer- 
ican Railway Association. The shortage was made up of 38 
box and 25 gondola cars. The surplus was made up as follows: 

Box, 64,035; ventilated box, 61; auto and furniture, 10,293; 
total box, 74,389; flat, 3,501; gondola, 17,664; hopper, 17,723; total 
coal, 35,387; coke, 1,419; S. D. stock, 11,247; D. D. stock, 1,705; 
refrigerator, 8,590; tank, 300; miscellaneous, 759; total 137,377. 

Canadian roads reported a surplus of 17,850 cars, made 

up of 15,950 box, 850 S. D. stock, 750 refrigerator and 300 mis 
cellaneous cars. 
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SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 





JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 






New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members; American Warehousemen’s Ass’n 





INDIANAPOLIS, IND. 


IN 
COLUMBUS, OHIO 


IT’S 





THE MERCHANDISE STORAGE CO. 


U. S. BONDED 


FOODSTUFFS and NON-ODOROUS 
COMMODITIES ONLY 


Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 


Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 


“Service That Satisfies’’ 





Oy eee en care ay eee 


Na 9a ta mata 


IN THE CHICAGO SWITCHING DISTTRIC 


DENVER, COLORADO 


— 
™ 


i 


GENERAL MERCHANDISE, FURNITURE and COLD STORAGE 
Quick Service, Efficient Handling, Low Rates. Send us your Merchandise 


THE GREAT LAKES WAREHOUSE CORP., Hammond, Ind. 


S00 TERMINAL WAREHOUSE 


3 Storers and Distributors of 


MERCHANDISE 


Chocolate and other candie stored 
all year round. 


FIREPROOF Legg yn ayy os TRACK 
Free Switching to Warchouse. e specialize in the DISTRIBUTION of 
local and pool car shipments. mates rate 15c. Negotiable Warehouse 


Receipts Issued. The Weicker Transfer & Storage Company. 


CHICAGO, ILL. 
LOCATED NEAR LOOP 


40 Car Siding. Free Switching. Tunnel de- 
livery to all Trunk Lines and to Aurora and 
Elgin Electric. 






Space for Rent 
New York Representative 


MONTUL WAREHOUSE SERVICE, Inc. 
296 Broadway 4 


Cool Temperatures 


“THE ECONOMICAL WAY” 
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SNe pasate 


Direct from ships’ holds to warehouse, by means of electric conveyors, with one handling :—No trucking, cwteshins or draying. 
Warehouse,—Re-inforced concrete and ph et A with automatic sprinkler,—insurance 12c per hundred dollars s= a, 
With cur long quussieeen tn Gee Wencbensn Dadian, we ace Eaauiiiar Gath Gap seamioemnets ts necessary to the proper ing of your shipments. 
page Mr of a ~ ae mailed same day stock reports furnished, if desired. 
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" BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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CANADIAN CAR LOADING 


The holiday on September 6 (Labor Day) affected the car 
loadings, the reduction from the previous week in the eastern 
division being 4,862 cars and in the western division 1,204 cars. 
Grain loadings showed a seasonal increase of 862 cars over the 
previous week, but was 5,253 cars less than for the correspont- 
ing week in 1925. 

Wet weather and a slightly smaller crop accounted for the 
bulk of this decrease. Gains were made in coal of 1,256 cars, 
in ore of 943 cars, and in merchandise of 667 cars, the total 
being 2,427 cars under last year’s. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
—For the Week Ended— 





























































Sept. 11, Sept, 4, Sept. 12, 

Commodities 1926 926 1925 
Grain and Grain Products............... :’ Son 1 960 1,862 
BT ER Keddie vasenaccecees icone eeeecesece 1,155 1,175 1,033 
ME Gui desderanedus tewre waereans voasiwedus «« 6307 5,401 4,283 
DL hei bebmat staiwemaseqeanemeee eewerewe ° 299 179 289 
Lumber ..... CH oeNSCE CESS COCwS eooesses Se 2,675 2,515 
PE AGS veantoccecedues cmeques ea: 1,755 1,776 
Pulp and Paper.. ceecedaevewnwesen uneoceee  aanne 1,911 1,622 
Other Forest Products...... covcvcccces cee 998 1,250 1,148 
i danedahGadne dale @ecaees ¢3o0 ve be eews eeees nee 1,204 680 
Merchandise, L. C. L.......... neeews aeinoe «20,089 13,073 10,111 
Miscellaneous........ peda wen enveeedetineartes 10,103 11,999 9,943 
Total Cars Loaded.........sseeeeseee+ 37,720 42,582 35,262 
Total Cars Received from Connections 32,164 35,382 26,980 

WESTERN CANADA 
Grain and Grain Products......... nitinhciinana 6,795 13,008 
Live Stock........ SoaeekeeOrehere womes ecooee 1,074 1,186 1,545 
Geal-.. iss IE ee OR ee ee 1,609 1,226 
Rae eee ee chic dete 66 Ceescces 43 48 36 
Lumber ...... RAC hOeeECuoues< éeteneeseiece 972 1,138 990 
Pulpwood ....... RNA OREAE wee cccecese 97 139 156 
Pulp and Paper.. pdeenee< tc nenidadameawee 139 230 92 
Other Forest Products...........-..--- ous 3 Ree 1,498 1,054 
a ee ee esr nenemoe os 906 890 548 
MS Bi Co. Rbseeicicccécvcetscesces 4,624 5,177 4,535 
Miscellaneous...... pamew nessa Secmnecsiemnen 4,269 4,949 4,150 
Det Ch Bs 6 cccsiwesivecesnswes 22,455 23,659 27,340 
Total Cars Received from Connections 2,701 2,941 2,727 
TOTAL FOR CANADA 
Grain and Grain Products............. ooo  Sea7 8,755 14,870 
Live TEE ee sake mene vogen 2,229 2,361 2,578 
SORE cocics 6,765 7,010 5,509 
Coke ..:.. 342 227 325 
Lumber ..ccccces 3,288 3,813 3,505 
Pulpwood eeewien 1,979 1,894 1,932 
Pulp and Paper. oo “en 1,854 2,141 1,714 
Other Forest ee eg oen 2,245 2,748 2,202 
Seen ticd cedh wens bar ecese's 2,171 2,094 1,228 
Merchandise, L. C. ~ “ Be coe See 18,250 14,646 
ERP RENE RIALS AER 14,372 16,948 14,093 
GE CONG TMMNNO 6 ccccrsccecseecces 60,175 66,241 62,602 
Total Cars Received from Connections 34,865 38,323 29,707 
CUMULATIVE TOTALS TO DATE 

1926 1925 
Grain and Grain Products....... Ceeevoeee 234,078 213,481 
OE RE Heecterseeeepeonses 73,100 80,730 
MEE, cudeatecsecetertbeeetenens tueieetawes 191,764 121,214 
DE cncusubabdce ode eomneteee Neciceeennes . 13,003 9,864 
RRL ERE R ACE i ee 131,336 129,003 
UNE itivuuiaw angie saeads eveeeeeseees Keeee 102,201 98,995 
Pulp and Paper... ia elated Shaan aque: eleal® Sees 86,976 73,053 
Other Forest Products...... wevuew occ 112,399 102,390 
Scctccdeceuqnekamest 66650 aise nine aeedarwaiere 60,880 48,766 
Merchandise, > eee en 581,348 546,712 
CC cccccionvestsareeretecnere: 500, 111 441,750 
TGS COSe EDRGE. oc cccccvesecsccesce 2,087,196 1,865,958 
Total Cars Received from Connections 1,334,182 1,192,481 


Car loadings for the week ended September 18 increased 
11,877 cars over the previous week, 4,373 cars in the eastern 
division, principally due to the holiday the previous week, and 
7,504 cars in the western division, 5,744 cars of which being 
seasonal increase in grain. Compared with the corresponding 
week last year, grain loading was lighter by 4,353 cars, but 
increases were made by miscellaneous freight, 1,544 cars; by 
coal, 708 cars; by pulpwood, 330 cars; by ore, 431 cars; by other 
forest products, 366 cars; the total being only 1,098 cars less 
than in 1925. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


For the Week Ended— 


Sept. 18, Sept. 11, Sept. 19, 


Commodities 1926 1926 1925 
Grain and Grain Products................ 2,562 2,001 2,486 
I Coscctecccevtaressiceesecneceorte e 1,250 1,155 1,241 
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ores ebebensscegeuseameacmmeneaadiron samen 5,297 4,888 
CONG ccccs e eee 246 299 284 
Lumber ...... ce - Saar 2,316 2,550 
Pulpwood ...... $066 0OR Se CO ee CREE SECC CS 1,879 1,882 1,553 
Pulp and Paper... sadeeees 1,910 1,715 2,062 
Other Forest Products. . 1,221 998 1,278 
i cn-atscances seceniraolnc ti ode ewes has aha aetna aces 1,478 1,265 1,156 
Sartbemtine. Ta Qe. Baccscecceveseececs -e 12,641 10,689 11,492 
WRIGERTENOOUS: 65.3 56 loca ecekeaveccncokes 11,290 10,103 11,129 

Weta Core EmGec asics concccecccees 42,093 37,720 40,119 
Total Cars Received from Connections 35,186 32,164 28,957 
WESTERN CANADA 
Grain and Grain Products...........ceee - 13,360 7,616 17,793 
UN HI gods cdacdeenatees comdeeoeseses ° 1,395 1,074 1,380 
ie RCE Re AN Rie Sep sericea Ninos 2,090 1,468 1,713 
MEN. <a scc-g:adies 6 o6 qemmes een edeee seep aaeamele ° 77 43 23 
Lumber ..cccceceee Cvececccccvceccoeseseces 1,068 972 1,030 
PEOONEE, 5:66. «ROME we creek am eddeeeaeiecebs 154 97 150 
Pulp and Paper....ccccece ccccccece ecccece 235 139 129 
= Forest Products.....ccece oncewoses Ayana 1,247 1,019 
licks 61) 4s @: aan snare oho Git 1s eeiaare ieee ssieoes 842 906 ° 733 
Tepeinniien. BRAS. Wile GN Wierdta. 0 o:0:edmrewaacaimersts 5,003 4,624 4,608 
cian saissacsin nachos oui ocrucn/nin nstveaien 4,293 4,269 4,444 
Total Care TONGS oc iciscc.cccsccesoves 29,959 22,455 33,022 
Total Cars Received from Connections 2,719 2,701 2,925 
TOTAL FOR CANADA 
Grain and Grain Products.......c.cccecee 15,922 9,617 20,275 
EU CEs cic. cc ace ce wuicedisiceucesscieeyese 2,645 2,229 2,621 
MED dient Sr See ee CSCS Ao Ree ee Neen eweemenee 7,309 6,765 6,601 
MEER diwaiccndegamve nines wwewiseeet-oie-e gees sows 323 342 307 
NUNN 1515) Sra ar ouatth Sa latclo.o6a) eh a(aatal BW eee IS/ ES 3,465 3,288 3,580 
IID ons kd paceluleg.y 4:06 er com aeaeeeseaoae 2,033 1,979 1,703 
PA CG FE ioc 0.60.00 ee cieiciscceveeweesss 2,145 1,854 2 191 
Other Forest Products...... OE REIE a re 2,663 2,245 2,297 
nn ree Ore CO 2,320 2,171 1,889 
isevebantion. iC. Sovectvceedccsr EUj,684 15,313 16,100 
RAIN ek iriie acrciipcrcceeceaacaienataloacoancie: 15,583 14,372 15,573 
WEE Care THON o 4 i. 600 0.0<cceceaeees 72,052 60,175 73,141 
Total Cars Received from Connections 37,905 34,865 31,882 
CUMULATIVE TOTALS TO DATE 
1926 1925 
Grain and Grain Products........e.sseeee 250,000 233,760 
ENVG BtOCK..c.0.0cccce Sicrnssie arnnnn aaa 75,745 83,351 
MIE - aco euiew dvarctelarule eiaimiat ana aia anieiOe oleearaianaere 199,073 127,815 
CEE <6. 6:6:6.6:09'4:060:060-666E8S sre eeesoeeTeeeees 13,326 10,171 
pS eer POLS CRG RE ONG Ce er 134,801 132,583 
PN vic aicceccewtadanesscersenee cee ree 104,234 100,698 
WD GHG POOR icc ccccte des cccesecucoeses 89,121 75,244 
Other Forest Products.....+...seeeeeee eee 115,062 104,687 
eT Sern rR eee ey eee 63,200 50,655 
Merchandise, Le Cy. Liccccccccccccccccccce 598,992 562,812 
PRINCOTATOOG 6.0.06 bcc cecsciecscecsvesesncees 515,694 457,323 
Total Cavs LOGGGGE. cccescccccsecescees 2,159,248 1,939,099 
Total Cars Received from Connections 1,372,087 1,222,363 


LUMBER SHIPMENTS 


Reports received September 30 by the National Lumber 
Manufacturers’ Association from 357 of the larger softwood, and 
145 of the chief hardwood mills, representative of all the prin- 
cipal lumber regions of the United States, indicated little or no 
change from the high level of activity of the preceding week. 
The reported production, shipments and new business of the 
comparably reporting softwood mills are actually somewhat less 
for the week ended September 25 than for the preceding week, 
but the difference is mainly to be accounted for by the fact that 
fifteen fewer mills reported for that week. A similar explana- 
tion accounts for apparently lower production and shipments 
than for the corresponding week for last year; nevertheless, 
new business reported by a smaller number of mills is greater 
in the aggregate. 

Hardwood operations showed nominal decreases in produc- 
tion and shipments, and almost a ten per cent gain in orders. 

The following table compares the softwood lumber move- 
ment, as reflected by the reporting mills of seven regional asso- 
ciations, for the three weeks indicated: 

Corresponding Preceding WK., 


Past Week Week, 1925 1926 (Revised) 
IS hice biter sis avatee Guo on ohibk 339 369 
PROGUCUON. 6c o:cikc veces 234,954,249 247,112,255 236,162, 36 
eee 234,307,882 253,443,333 245,980, 060 
Orders (New Bus.).. 230,585,167 249,315,090 252,782, 057 


The following revised figures compare the softwood lumber 
movement of the same seven regional associations for the first 
thirty-eight weeks of 1926 with the same period of 1925: 


Production Shipment Orders 
EE diavaistaveamialeree umes 9,087,903,721 9,311,364,822 9,344,090,620 
III siGisale asa cca sites acerinerdn 9,129,424,696 9,052,832,928 8,899,530,998 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that $14,568.24 is due the Western Cable Railway Company 
of Missouri in reimbursement of its deficit in the period of 
federal control. 
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October 2, 1926 


Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of rein- 
forced concrete and is located in the 
heart of the wholesale and retail districts. 

The insurance rate is 17c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 
LOS ANGELES 


WARD LINE 


New York and Cuba Mail Steamship Co. 
General Offices Foot of Wall Street New York 
Passenger and Freight Service Between 


New York-CupA-MEXICAN GULF PorTs 


NEW YORK — HAVANA 


Weekly Sailings on Saturdays for Passengers and Freight 



















































NEW YORK — HAVANA — MEXICO 
Weekly Sailings on Thursdays 


HAVANA, CUBA; PROGRESO, VERA CRUZ 
and TAMPICO, MEXICO 
For Passengers—Fortnightly. ot For Freight—Weekly. 


















Additional Freight Service 


Sailings on Thursdays 
NEW YORK TO CUBAN SOUTHSIDE PORTS 


. es eekly sailings to Santiago, Cuba. 
Fortnightly sailings to Cienfuegos, Guantanamo and Manzanillo, Cuba. 







Monthly sailings to Puerto Mexico, Mex. 
Full information on request 


AGENCIES 


Chi » Ul., 1501-2 Marquette B M. L. Schultz, Western Traffic Agent. 
Befial lo, N. Y., 408 Prudential Bidg., L. I, Lancaster. 
Pen York, N. Y., Pier 14, East River, Wm. Imlay, Agent. 
hiladelphia, Pa.. Texas sport & Terminal Co., The Bourse. 
San Francisco, Cal., Davies Turner & Co., 110 California St., C. A. Anderson, 
qavana, Cuba, Compostela y Desemparado, Wm Harry Smith, General Agent for Cuba- 
ioe City, Cinco de Mayo No. 16. RB. C. Burns, General Mexican t 
verpool, Eng., Dock Board Bldg., Benj. Ackerley & Son, General 


it Manager. 
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PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 
From San Francisco From Los Angeles 







S. 3. COLOMBIA. .....c.cceccs: October 2 October 4 
S.S. VENEZUELA ........... October 23 October 25 
S.S. ECUADOR............ November 13 November 15 


Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 
OFFICES 


350 Marquette Bldg., Chicago, III. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 So. Spring St., Los Angeles, Cal. 



















Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON......... EVERY MONDAY 







Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 
























SHIP 
ORIENTAL 
FREIGHT 


by THE SHORT ROUTE and our fast vessels 
if you wish quick service to the Orient. 
Modern equipment for loading and unloading. 
Clean, dry, well-ventilated storage facilities 
on board. Sailings from Seattle every twelve 
days for Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. 
















L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL 
ORIENTAL 


















Other Offices at New York, Boston, Philadelphia, Detroit, Chicago, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Victoria, B. C. 


SEATTLE, WASH. 
































































W. E. White has been appointed commercial agent of the 


Mobile & Ohio at Tampa, Fla. C. C. Fleming has been made 
commercial agent at Jacksonville, and M. W. Castle has been 
appointed freight traffic representative at Mobile, Ala. 

i Jamés W. Casey and Richard W. Zwemer have become as- 
sociated with the law firm of Huff & Cook, Chicago, and will 
have charge of the commerce law work of that firm. 

Charles A. Forrest, of Atlanta, died September 25, following 
a long illness. He was executive general agent of the Frisco 
at Birmingham. 

R. Bruce Robinson, formerly general traffic manager of the 
United Alloy Steel Corporation, has been made general traffic 
manager of the Central Alloy Steel Corporation, which corpora- 
tion is a consolidation of the Central Steel Company, of Massil- 
lon,. Ohio, and the United Alloy Steel Corporation, of Canton, 
Ohio. The general office of the new company will be at Mas- 
sillon, Ohio. 

G. D. Brooke has been appointed general manager of the 
Chesapeake & Ohio Railway Company, effective October 1, with 
headquafters at Richmond, Va. J. B. Parrish has been appointed 
assistant vice-president, effective October 1, with headquarters 
at Richmond. 

G. J. Browne has been appointed general agent of the New 
York, New Haven & Hartford Railroad Company, Central New 
England Railway Company, and the New England Steamship 
eT effective October 1, with headquarters at Portland, 

aine; 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New York held a golf outing at the Fox 
Hills Golf Club, Staten Island, September 28. 





The Omaha Traffic Club held its “South Omaha” night Sep- 
tember 28. There was a program of music, and Thorne Browne, 
manager of the Industrial Bureau of the Omaha Chamber of 
4 pee spoke on transportation from the shippers’ point of 
view. 





The Traffic Club of St. Louis will hold its “Industry” din- 
ner October 19 at the Chase hotel. There will be a speaker 
from the east. It is the intention of the club to bring the 
industrial, rail, and finance executives together at this meeting. 
The annual dinner of the organization will be held the first week 
of December. 





The Traffic Club of Philadelphia will hold its autumn meet- 
ing dinner at the Bellevue-Stratford hotel October 11. J. L. 
Eysmans, vice-president of the Pennsylvania Railroad, will be 
the speaker. 





The Transportation Club of Evansville will hold its fourth 
annual banquet at the Hotel McCurdy October 20. H. A. Palmer, 
editor of The Traffic World, will be the speaker. Harold Van 
Orman, lieutenant-governor of Indiana, will be toastmaster. Two 
hundred visitors and two hundred and fifty residents are ex- 
pected to attend. 





The Pacific Transportation Club held a meeting September 
28 in the Palace hotel, San Francisco. Ray M. Hudson, chief of 
the division of simplified practice, Department of Commerce, 
gave an illustrated address on the work of the department in 
simplified practice and the elimination of waste. An unclaimed 
picnic prize of an order for $20 worth of merchandise was made 
a door prize. A joint dinner with the Women’s Traffic Club will 
be held October 14. 





The Traffic Club of Kansas City held a luncheon September 
28 at the Hotel Baltimore. George H. Combs addressed the club 
on “Kansas City and the Southwest Farmer.” 





The Transportation Club of St. Paul held its weekly lunch- 
eon September 28 in the St. Paul hotel. C. L. Fountaine, gen- 
eral safety supervisor of the Great Northern Railway, spoke on 
the subject of “Safety.” Entertainment was furnished by the 
Great Northern Male Quartette. 





Officers were elected at a banquet of the Traffic Study Club 
of Akron, Ohio, September 27. Dean Ayers, of the Akron Munici- 
pal University, was the speaker of the evening. His subject 
was, “The Value of Education.” Election results were as fol- 
lows: President, H. E. Fox, Cotter Warehouse Company; vice- 
president, J. J. King, A. C. & Y. Railway; secretary and treas- 
urer, K. K. Bradley, A. C. & Y. Railway; directors, E. J. Stubbs, 
Erie Railroad; E. F. Mulaney, Robinson Clay Products Com- 
pany; D. R. Taylor, Baltimore & Ohio Railroad; C. A. Moore, 
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Firestone Tire & Rubber Company, and E. J. Delagrange, North- 
ern Ohio Power & Light Company. 





The Traffic Club of Baltimore will hold a luncheon October 
5 at the Emerson hotel. Herbert O’Conor, state’s attorney, Bal- 
timore, will deliver an address on “The Criminal versus the 
State, or the Criminal’s Profession.” This is the first meeting 
of its kind held by the Baltimore club. 





The Traffic Club of Detroit has on its schedule a luncheon 
to be held at the Statler hote November 13, a luncheon Novem- 
ber 27, a dinner dance October 21, to be held at Eastwood Inn, 
and the annual dinner on February 15, 1927, at the Statler hotel. 





The Association of Railroad and Steamboat Agents of Bos- 
ton will hold a smoker and entertainment October 29 at the 
American House. There will be entertainment, consisting of 
songs, dances, boxing and wrestling. The association is to have 
a membership drive from October 1 to November 15. A first 
prize of a Thanksgiving basket, open to old members, and a sec- 
ond prize of a Thanksgiving turkey, open to new members, have 
been posted. 





The Traffic Club of New Orleans has approved the resolu- 
tions and the slogan adopted by the Associated Traffic Clubs of 
America at Dallas, and has gone on record as “heartily in favor” 
of the educational program proposed. 





The Traffic Club of New York held a meeting September 28 
at the Waldorf-Astoria hotel. A nominating committee of seven 
was chosen to prepare a list of candidates for the offices to be 
filled at the annual election. 


“HAWAIIAN RATE CASE 


The Hawaiian Consolidated Railway, Ltd., in I. and S. No. 
2684, Class and Commodity Rates Between Points on the Hawaii 
Consolidated Railway, Ltd., replying to the representations made 
by the Hakalau Plantation Company, Honomu Sugar Company, 
Onomea Sugar Company, and Pepeekeo Sugar Company, the 
protestants, contended that in 1924 it earned only 3.86 per cent 
on valuation of $6,800,000, instead of 4.6 per cent as claimed by 
counsel for protestants. It claimed that the protestants’ brief 
improperly set forth the amounts chargeable to operating ex- 
penses because they insisted on deducting charges made for the 
repair of damages by storm and the painting of bridges. The 
carriers said that the protestants desired to eliminate charges 
for repair of damages by storms, because they were not of a 
normal character. The railroad company pointed out that, while 
the protestants contended that such expenses should not be 
charged to the operating account, they included in the revenues, 
as if they were normal things, the revenue derived from the 
transportation of rock for the construction of a break-water, 
just as if the construction of a break-water were a normal thing. 

“It is said that it is a poor rule that doesn’t work both 
ways,” said the carrier, “and this case, we submit, offers no 
exception.” The carrier, answering one of the contentions of 
the protestants, said that the evidence it had produced showed 
conclusively that the protestants were prosperous, highly so, 
and that that question had a bearing on the question whether a 
shipper could afford to pay the rates needed to give a carrier a 
proper return, 


GRAIN RESHIPMENT RATES 


Hearing in Docket 17573, Charles A. Krause Milling Com- 
pany, Milwaukee, against the Baltimore & Ohio and others, was 
held before Examiner Carter in Chicago this week. The com- 
plainant desired that reshipment rates from Chicago on grain 
products and grain by-products via Milwaukee to points east, 
now available on two lines out of Chicago, be made general. 
They also desired reparation on shipments made over a period 
of two years preceding February, 1925. 

It was represented by the complainant that rates on grail 
and like commodities similar to those desired were generally 
in effect, and that competing firms in and near Chicago were 
able to avail themselves of such rates to the extent that the 
complainant was the victim of unfair competition in laying down 
its product in eastern markets. 

The desired rates on the commodities in question are at 
present available on shipments via Milwaukee over the Chicago, 
Milwaukee & St. Paul and the Northwestern, and then across- 
lake by car ferry route to the Grand Trunk and Pere Marquette 
lines. 

The defendant attempted to show that the facts with refer 
ence to existing tariffs permitting reshipment rates from Chi 
cago on commodities routed via Milwaukee to the east were not 
general in nature, as the complainant had represented; but, 
on the contrary, were the exception. A further contention of 
the defendant was that tariffs such as asked for would result it 
the necessity for a wholesale readjustment of tariffs to Trunk 
Line territory from Chicago via Milwaukee. 
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MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 








*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Branch Offices 
Cu'Pilladeiphia, Mobile, New Orleans 
McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 





SAILING EVERY SECOND SATURDAY 


MOBILE and = ORLEANS 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle 


and Tacoma 


Through bills of lading issued to Hawaii, Australia, 
ew Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 
THE STEELE STEAMSHIP LINE, INC. 
GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 


SWAYNE & HOYT, INC., Pacific ones 
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New York—California 


Fastest Service by Sea 
Passenger and Freight 


days 


Itinerary: New York—Havana—Panama Canal— 
Balboa—San Diego (Westbound)—Los Angeles—San 
Francisco. 


Throu 


gh Bills of Lading to or from other Pacific 


Coast ports; also European, West Indian, Canadian, 
Hawaiian, Far Eastern and Australian ports. 
Passengers’ automobiles accepted uncrated as bag- 


gage at 


moderate charge. All steamers equipped for 


refrigerator cargo. 


Proposed Sailing Dates 


Westbound from New York Eastbound from San Francisco—Los Angeles 
S.S. Mongolia Oct. = S.S. Manchuria Oct.30 Nov. 1 
S.S. Finland Nov. S.S. Mongolia Nov. 13 Nov. 15 
S.S. Manchuria Nov. 25 S.S. Finland Nov. 27 Nov. 29 










PANAMA nA Pactric Linz 


INTERNATIONAL MERCANTILE ery tgs COMPANY 


pf 61 ~—— River, 


San Francisco, 60 California a? 
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1 Broadway, C. 
Tel. Bowling , 8800 
Salle —~— Boston, 84 State Street 
Baltimore, Chamber of ee Bldg. 
Los Angeles, Central Bldg. 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco’ 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 


New York and Norfolk 


SAILINGS EVERY 14 DAYS 


Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CoO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


Baltimore, Md. 
39 South St. 


Nerfolk, Va. 


Philadelphia, P; Pishergh, P 
Drexe Bldg. Oliver Dg Law Building 


And at our Branch Offices at ports of call, etc. 













































































































































































































































































THE 


STATUS OF THE TRAFFIC MAN 


Editor The Traffic World: 

Anent the many letters appearing in The Traffic World re- 
garding the status of the traffic manager in the professional and 
business world, the thought has been impressed on my mind 
most strongly that the only way we can gain the proper recogni- 
tion is through channels of education, the public being the school 
and ourselves the educators. I note this movement has already 
been started and is making some progress, and I believe the 
matter is being gone at in the proper way and with the proper 
spirit. 

But until one can convince the laymen of the great differ- 
ence between traffic managers and “claim sharks” we are going 
to have an up-hill fight, and I believe we will never receive 
proper recognition until the “claim shark” is knocked out. His 
living is made sokly through claim collections for his prin- 
cipals and there is no incentive to devote his time to matters of 
claim prevention, for why should he correct situations that 
mean bread and butter to him? 

This is’ one of the hardest things to combat, and these so- 
called “bureaus” must either be gotten out of the way or made 
to see the light in true traffic managerial style. 

And, when this step has been accomplished, then the legiti- 
mate traffic man will receive the more wholesome regard from 
the public and the employers that he is today striving to create. 

And, again, this matter of education must be kept sight of 
within the ranks. With the ever-changing laws and situations 
of today, the real traffic man must study as hard or harder than 
a doctor or a lawyer, and have as large a library, to keep him- 
self up-to-date and ready to meet all situations as they arise. 

Yours, for a bigger and better profession, 
J. L. Pease, Traffic Manager, 
Sawdey & Hunt. 
Los Angeles, Calif., Sept. 16, 1926. 


PRESERVE THE SHORT LINE RAILROAD 


Editor The Traffic World: 

The lingering apathy that has taken possession of some of 
the short line railroads since consolidations of the larger rail- 
roads have been advocated, must be overcome if their interests 
and those of the public capable of being served are to be pre- 
served. That many of the consolidations leave out of considera- 
tion the short lines should be an impetus for initiative and re- 
sourcefulness. There is inherent in the life of the short line 
that subservience that has mastered its destiny, and few have 
made the best of their opportunities for development, unre- 
strained by the power exerted by the larger connections. The 
machinery at command of the short line is necessarily limited 
and should, therefore, be utilized to the utmost. Local move- 
ments within the confines of the short line will not sustain it; 
hence, it must look to the participation in through traffic for 
necessary revenues. If, therefore, operation and management 
are economic and efficient, there are two controlling factors that 
will determine the financial success. The one, the volume of 
business that can be influenced by solicitation of the shipping 
public, and the other the proportion of the through rates that 
should accrue to the short line as measured by the standards of 
good practice and not by undue persuasion of larger railroad 
connections. An effective influence for increased gross earnings 
is the appeal direct to the shippers whose prerogative it is to 
dictate the route to be observed for the transportation of prop- 
erty. If service can be assured, the appeal will bring a response. 
The appearance of the short line as a party to the tariffs is 
inadequate to encourage the patronage. Emphasis must be laid 
on the service that can be performed and the shipper fully 
informed of the advantages of the route. This avenue for in- 
creasing the earnings has been neglected, except in a few in- 
stances, while the larger roads have profited by intensive 
solicitation so directed as to conserve their interests. The 
expense of solicitation is charged to operating costs and is ulti- 
mately paid by the public in the rates, and the short line, to 
enhance its earnings, must exercise the same principles as 
adopted by the larger railroads competing for the patronage. 
Increased traffic, however, will fail in its purpose, however, if 
the other controlling factor is not primarily adjusted, namely, 
the divisions of the_rates. The primary divisions of the short 
lines were established on a basis of what the connecting larger 
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roads would allow them, and an examination into this structure 
may find it antiquated and failing to supply the earnings justi- 
fied by the service rendered. The principles for arriving at 
what is fair and reasonable are well established, and the act to 
regulate commerce guarantees to the short lines rights for 
proper return for service, as claimed by the larger roads. The 
safety of all carriers is assured, the divisions need not follow 
the dictates of the more powerful, and examination should de- 
termine if the line has acquiesced in unremunerative divisions. 
The awakening of the short lines to these two practical sugges- 
tions and the exercise of their prerogatives with respect thereto 
would promote the best interests of all concerned. 
Pittsburgh, Pa., Sept. 25, 1926. John F. Lent. 


MOTOR VEHICLE REGULATION 


Editor The Traffic World: 

In your comment on my letter on motor vehicle regulation 
in your issue of September 11, you stated that no one had pro- 
posed regulation of trucks engaged on a building operation, etc., 
So far as my knowledge goes, you are right. But in your ar-. 
ticles you ask the question as to the contract carrier, private 
carrier, or “the little fellow who owns a flivver and takes his 
wife and kiddies out for a ride,” and the “little fellow with a 
garden patch,” etc. Is it fair to regulate the common carrier, 
and not regulate him? 

At the moment, you ask these questions as if in search of 
information. The next step—if not taken by you, by someone 
reading your constantly recurring questions—will be to change 
from a question to a positive statement that all forms of motor 
vehicle transportation must be regulated. It is the history of 
governmental regulation. The interstate commerce act has been 
in effect for thirty-nine years. Prior to 1906 it was of little 
effect. Amendments made from time to time have strengthened 
the act, giving increased powers to the Commission. Then fol- 
lowed the transportation act. When government control came 
in with the entrance of our country into the war, recall what 
short time passed before fanatics and harebrained theorists 
were shouting for permanent control or actual government 
ownership. I merely mention these to show that, when a move- 
ment of this sort is once started, none can tell where it will end. 

In a recent address, President Crowley, of the New York 
Central, stated that competition was felt, saying there were 5/0 
automobiles in use for every passenger car in the country, a 
motor truck for every freight car. True, But with a crew oi 
five or, at the most, six men, one of the giant freight engines 
can haul a train of 100 cars of coal at 70 tons per car. Compare 
this performance with that of a five-ton truck with one or, more 
often, two men on each truck. Mr. Crowley goes further and 
calls attention to 3,000,000 miles of free highways and 250,000 
miles of railroad trackage. His conclusion was, however, that 
the railroads will benefit in the long run from the stimulation 
of the desire to travel. He also called attention to the fact that 
the railroads are now carrying the greatest tonnage in their 
history. 

Between Wilmington, Del., and Philadelphia, Pa., the Penn- 
sylvania Railroad has substituted motor trucks for way trains 
in the handling of package freight and less-than-carload ship- 
ments, but does not perform either a pickup or store door 
delivery service, and I am told it has established 33 motor truck 
routes, serving a great many of its stations. This was done 
because of the saving of time and operating costs. These routes 
are operated by private trucking concerns under contract. 

The whole question resolves itself into this: The motor 
vehicle, whether common carrier, contract carrier, or private 
truck, performs a specialized service that never has been and 
never can be performed by a railroad. When one of the best 
managed and one of the largest railroads requires thirteen days 
to move a carload’ of export freight 105 miles, in spite of every 
effort, apparently, being made, it is about time for the shipper 
to find a more efficient and more dependable means of getting 
his freight to destination. I know nothing about motor bus 
transportation,. But I certainly do know something about the 
freight-carrying motor truck. The much despised truck proved 
a live saver in 1920, during the railroad strike. It did not opel 
ate between fixed termini, but was used wherever the emergency 
had to be met. It could be met in no other way. 

What is it all about anyway? Whose ax is in need of grind: 
ing? Is it the motor truck operator, who has a certificate of 
convenience and necessity, who wants the exclusive right 
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HERE IS 


Real Traffic Service 


& 


A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 


A running report of progress in any matter 
before any government body in which you may 


be iriterested. This includes formal and informal 


complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 


A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


An office in the city of Washington where you 


will be furnished with facilities for transacting 


your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 


RARFICWORL 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 


418 So. Market-St., Chicago, Ill. 
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SHIP VIA 


Los Angeles Harbor 


The Leading Port 


of the 


Pacific Southwest 


Twenty-three modern up-to- 
date Wharves with Transit 
Sheds 


Low Municipal Port Charges 


Municipal Rail Connections 
with all Transcontinental 
Railroads 


Fireproof Warehouse Facilities 


Send for late Annual Report 
Also Rates, Rules and Regulations 


Board of Harbor Commissioners 
1017 So. Figueroa Street 


LOS ANGELES, CALIFORNIA 
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the use of the highways? Is it the railroads, who do not agree 
as to whether they are being hurt or not, and who also use the 
highways for moving freight because of the saving of time and 
operating costs? Is it the shipper, who “pays the freight?” 
Apparently the man who pays is not considered at all, as is 
too often the case. Is it the farmer, who is taxed to death for 
the building of hard roads along his farm? My sympathies go 
out to him. | think ‘it is inherently wrong to specifically * tax 
adjacent property for the building of roads. I believe that reads 
should be built by the state and paid for by generai taxation, 
as they are public highways—at least thus far—and everyone 
should contribute to their building and upkeep. But that is 
another phase of the question. 

I am opposed to the regulation of motor vehicles, except, as 
previously stated, in so far as safety, speed, limit of load, width 
of tires, etc., is concerned. 

R. G. Kreitler, Traffic Manager, 
Congoleum-Nairn, Inc. 
Philadelphia, Pa., Sept. 27, 1926. 


COOLIDGE AND CONSOLIDATION 


The Traffic World Washington Bureau 


' Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, September 30 called on President Coolidge, at 
the White House. He left with the President a copy of the re- 
port of the hearings on the Parker railroad consolidation bill 
before the House committee on interstate and foreign commerce, 
where the bill is now pending. This testimony includes that 
given by Mr. Thom on the general subject of railroad consolida- 
tions and his detailed analysis of the Parker bill. The railroads 
generally approve the principles of the Parker bill, which pro- 
vides for voluntary consolidations and unifications of railroads 
subject to the approval or disapproval of the Commission, but 
some of them do not approve in detail various provisions as now 
written. , 

The President is understood to be preparing material for 
his message to Congress in December. It is expected that he 
will renew his recommendation of last year that Congress amend 
the consolidation provisions of the present law, which is con- 
strued as indicating approval of provisions looking to voluntary 
consolidations subject to the approval of the Commission. 

It was also understood that Mr. Thom told the President of 
the manner in which the railroads were handling the largest 
volume of traffic in the history of the country. 





SALE OF C., M. & ST. P. 


The upset price of the Chicago, Milwaukee & St. Paul Rail- 
way, as fixed by Judge James H. Wilkerson in Chicago, Sep- 
tember 28, is to be $122,500,000. The sale is to take place 
November 22, at eleven o’clock a. m., in front of the passenger 
station at Butte, Mont. On December 13 Judge Wilkerson will 
hear the report on the bids. The price was fixed as follows: 


Parcel one (Puget Sound property), $42,500,000. 

Parcel two (Property subject to refunding mortgage other than 
Puget Sound bonds), $67,500,000. - 

Parcel three—The aggregate of the sums required as to parcel 
one and parcel two. 

Parcel four (Unpledged assets), $12,500,000. 

Parcel five—The aggregate of the sums required as to parcel one, 
parcel two, and parcel four. 


Attorney Nathan L. Miller, former governor of New York, 
representing a minority committee of bondholders, had asked 
for an upset price of $250,000,000. 

Prospective buyers must submit with their proposals plans 
for reorganization, and as to how they will assume the outstand- 
ing obligations of the company. When the sale is made and the 
reorganization agreed on, the whole proposed financial structure 
must go before the Interstate Commerce Commission for 
approval of the new securities. 


S. P. UNIFICATION PLAN 


The Trafic World Washington Bureau 


Unification of Southern Pacific system lines in Louisiana 
and Texas has been proposed in an application filed with the 
Commission by the Texas & New Orleans, which asks authority 
to acquire control by lease of eleven other subsidiaries of the 
Southern Pacific. The applicant and the other lines are con- 
trolled through stock ownership by the Southern Pacific. 

The lines which the Texas & New Orleans would acquire 
control of by lease are: Louisiana Western; Morgan’s Louisiana 
& Texas; Iberia & Vermilion; Franklin & Abbeville; Lake 
Charles & Northern; Houston & Shreveport; Galveston, Har- 
risburg & San Antonio; Houston & Texas Central; Houston East 
& West Texas; Southern Pacific Terminal Company, and San 
Antonio & Aransas Pass. These lines embrace a mileage of 
approximately 4,000 miles. 

The applicant set forth that the Southern Pacific owned 
practically all the capital stock of the applicant and other 
carriers, except that the stock of the Iberia & Vermilion and 
the Franklin & Abbeville was owned by Morgan’s Louisiana & 
Texas. 
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For all rate-making purposes, according to the application, 
the properties are considered and dealt with by the Commission 
and the state commissions of Texas and Louisiana as a unit 
under common ownership, management and control. The ap. 
plicant said, however, that it was necessary to maintain separate 
organizations in Louisiana and Texas, as a result of which the 
companies were unable to realize as fully as the public interest 
required the economies which would result from complete uni- 
fication of control and operation. The applicant said the 
unification of control and operation sought would result in 
substantial savings in general, traffic and other expenses, all of 
which would be effected without any impairment of service to 
the public and all of which would result in an increased ability 
on the part of the companies to earn a reasonable return on 
the value of their properties with less gross revenue than was 
now necessary for such purpose, and would strengthen the finan- 
cial condition of the companies. The applicant said the control 
sought was consistent with the intent and policy of Congress 
in enactment of the transportation act and with the tentative 
consolidation plan of the Commission. The leases, of the com. 
panies would run for one year from date of approval by the 
Commission and thereafter until terminated by 30 days’ notice 
by either side. 


RATES ON SOAP 


Hearing in I. and S. 2748, soap and soap powder between points 
in Western Trunk Line territory and Illinois Classification ter- 
ritory, was held before Examiner Carter in Chicago this week. 

C. W. Galligan, chairman of the Illinois Freight Association, 
and W. J. Kelly, a member of the auxiliary committee of the 
Central Freight Association, were the first two witnesses for the 
respondents. They presented the general outline of the conten- 
tions of the carriers, on which the reasonableness of the rates, 
published to take effect September 1, was based. The carriers 
proposed the raising of commodity rates on soap, soap powders, 
and cleansing compounds to full fifth class from Missouri River 
cities to points in Western Trunk Line territory, and in Illinois 
Classification territory, which would mean an increase of from 
2% to 9 cents a hundred pounds. The witnesses for the carriers 
stated that the rates proposed were a “part of a program to 
eliminate all of the low spots in the existing rate structure.” It 
was contended that the proposed rates were based on rates in 
territory east and west of the territory affected by the present 
hearing; also, that fifth class rates are general in Western 
Trunk Line territory on the affected articles, and it was argued 
that the cancellation of the exceptions was justified. The fear 
was expressed that, if the rates in question were allowed to 
stand, there would be difficulty in preventing their spread into 
eastern territory, having been used as a yard stick in other 
proceedings. 

Other witnesses appeared to present statistical material in 
support of these contentions. 

Mr. Willey, traffic manager for Procter and Gamble, and C. 
D. Dooley, traffic manager for Peet*Brothers, in opposing any 
increase of rates on soap, declared that, if the program of can- 
celing all commodity rates on soap and instituting fifth class 
rates went into effect, it would mean an average increase of 46 
per cent. One of the chief points stressed was the fact that the 
carriers did not expect to retain the present class rate structure 
and that, as a result, the effect of the proposed change would 
be too indefinite. Mr. Willey stated that the present fifth class 
rates were 27 per cent higher than existent rates on soap in 
C. F. A. territory and that the existing soap rates out of Kansas 
City were higher than those in Southeastern territory. It was 
maintained that the commodity rates did no more than equalize 
market opportunity, and that the proposed cancellations were 
not justified merely to obtain uniformity in the application of 
fifth class rates. Carload earnings on soap were said to be gen- 
erally higher than on most other fifth class articles. 

Exhibits were introduced by various representatives of the 
soap manufacturers to show that, contrary to the contentions of 
the carriers, where there was actual movement on soap, com- 
modity rates were the rule. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of September 1 was 64.4, according to the semi-monthly bul- 
letin issued by the car service division of the American Rail- 
way Association. By classes of equipment the percentages 
were as follows: Box, 55.4; refrigerator, 75.3; coal and coke, 
69.8; stock, 84.1; flat, 73.9; tanks and other, 94. By districts 
the percentages for all classes of equipment were as follows: 
Eastern, 51.3; Allegheny, 71.2; Pocahontas, 61.6; Southern, 
62.9;. Western, 70.8. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, Class I roads, as of September 1, showed 
the following: Eastern district, 94.9 as against 95.9 a year ago; 
Allegheny, 101.7 as against 102.2 a year ago; Pocahontas, 80.6 
as against 72.9 a year ago; Southern, 95.2 as against 97.3 4 
year ago; Western, 101.3 as against 102.7 a year go; all dis- 
tricts, 98 as against 98.7 a year ago; Canadian roads, 98 as 
against 95.2 a year ago. 
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TERMINAL WAREHOUSE : TERMINAL WAREHOUSE 


* COMPANY * & COMPANY * 
ERAL STORAGE 
GHT FORWARDING 
AR DISTRIBUTING 
CITY DISTRIBUTION 


WE OFFER 
Warehouse Space and Offices to Lease 


CLEAN, AIRY, WELL-LIGHTED FLOORS 
Stocks carried for local and out-of-town concerns 
Pool cars distributed 
Rail shipments anywhere without cartage expense 


CD GE ALLIEN 6 I MELEE EET 





CHICAGO’S BIG DOWNTOWN WAREHOUSE 


“At the edge of the Loop” 
INSURANCE 17.7c PER $100 PER YEAR 


WESTERN WAREHOUSING COMPANY 


MERCHANDISE WAREHOUSES—POLK STREET TERMINAL, PENNSYLVANIA SYSTEM 
321 W. Polk St., Chicago 


NEGOTIABLE RECEIPTS 


TELEPHONE STATE 3878 E. H. HAGEL, Superintendent 
























































































































OCEAN RATES CONTINUE HIGH 


The Trafic World New York Burcau 

Continued high rates paid for coal ships, with no decrease in 
the demand for space at the moment, despite indications of an 
end of the British mine strike, have practically put a stop to, 
chartering for other trades. Shipowners have shown a desire 
to fix their vessels for November loading from Montreal to the 
Antwerp-Rotterdam range at 20 cents a hundred pounds, but 
grain shippers who believe rates will be lower at that time 
give no inclination of doing business on that basis. Meanwhile, 
a renewed demand for coal ships is in evidence in London. Cur- 
rent rates average $6.00 to $6.25 a ton. Shippers are paying 
these figures because of frequent disappointments concerning 
the end of the strike. It is certain that there will be recessions 
on definite termination of the labor trouble, but those needing 
immediate space are not willing to take the chance. Grain ship- 
pers cannot compete for ships at these prices and have with- 
drawn from the market for the present. 

As a result of the existing conditions it is reported that 
Montreal shippers believe it will be impossible to move the 
local grain before closing of navigation, and that most of this 
year’s crop will move through the winter ports. 

Advices from the Pacific Coast state that eastbound cargo 
offerings are swamping the intercoastal lines, and it is expected 
that the October traffic figures will exceed the previous record 
movement in 1922. The seasonal movement of canned goods 
and dried fruits to the North Atlantic and Gulf started.later than 
usual, but the abnormal demand for space has developed almost 
overnight. 

Intercoastal lumber is being pone at $14.00 per 1,000 feet 
for both October and November, with cargoes offering freely. 
The strength in the lumber trade, however, is attributed to the 
heavy movement of other commodities and not to conditions 
within the trade itself. The loss of property in the Florida zone 
is expected to result in large demand for building material, in- 
cluding lumber, brick and structural steel, which may lead to a 
large movement from the Atlantic and Pacific Coast. 

With the scarcity of ships, it was noted, rates for carrying 
wheat have been increased and much of this grain is in danger 
of being held up for weeks. 

The British Chamber of Shipping index number of shipping 
freights for August, 1926, is 27.37, or 2.66 per cent higher than 
the index number for last July. The Australia to United King- 
dom rate jumped to 30.85, an increase of 73.02 per cent, com- 
pared with July, and 30.55 per cent higher than August, 1925, or 
the highest values in the rate since March, 1925, although a 
nearly equal value was reached last October. 

The index for the United States group for August is 27.59, 
or 8.79 per cent lower than the high level reached in July, but 
21.43 per cent higher than August, 1925. An increase of 10.70 
per cent is shown in the Canadian-United Kingdom grain rate, 
which is indexed at 34.91, and which is 55.01 per cent higher 
than in August, 1925. The August stood time charter rate 
showed no change, being 22.41, or 9.05 per cent higher than in 
August of last year. 

Taking 100 as an average for 1913, the general index number 
for August, 1916, is 116.97, as compared with 113.93 for July, 
1925. The Argentine-Uruguay August group index at 26.08, or an 
increase of 9.07, as compared with July, and an increase of 
46.57 per cent as compared with the month of July, 1925. 


Managing agents of Shipping Board services are.to be urged 
to strengthen their traffic organizations with a view, to getting 


a larger share of the cargo tonnage moving from’; districts 
which they serve both at home and abroad. ‘The ‘gt step to- 
ward the general application of this policy~has afr ady been 


taken, President Dalton,*of the Fleet Corporation, announced in 
New York. 


Discussing the new policy, he said he regarded the develop- 
ment of traffic as the chiek factor in successful’ operation of 
shipping services. Without? an adequate volume of traffic, he 
pointed out, profitable operation “was out of the question. Up 
till now, he said, attention had been concentrated on*fiquidation 
or temporary operation pending sale of the 
chant ships. 


From now on, however, he proposes to concentrate on traffic 
development, so that operating deficits may be reduced and the 
various services may be made more attractive to prospective 
purchasers. Cooperation of consular agents and the trade com- 
missioners of the Department of Commerce is to be enlisted in 
carrying out the new policy, and it is hoped that this will result 
in material gains in cargo for the various lines. 

The New York Merchants’ Association has received an offi- 
cial notice from the Consulate General of Poland to the effect 
that no certificates of origin will be vised by his office unless 
they apply to merchandise sold and shipped directly to a mer- 
chant in Poland. Such sale must be evidenced by the nature of 
the invoice attached to the certificate. 

In explanation of this ruling the Consulate General points 
out that a certificate of origin in reality provides a bonus for the 


THE TRAFFIC WORLD 


government’s’ mer-""" 












Vol. XXXVIII, No. 14 





importer in Poland and the exporter in the United States for 
direct purchases and sales, which is granted by a rebate in 
duties on the merchandise. The object is to eliminate the profit 
of a foreign middleman or agent, whose profit is eventualy paid 
by the Polish consumer. Naturally it is the desire of Polish 
Officials not to grant such a bonus in cases where the goods 
are sold to a foreign merchant for resale in Poland. 


DEMAND FOR SHIPPING BOARD VESSELS 


The Shipping Board this week approved action of the Fleet 
Corporation in allocating two vessels to the Export Steamship 
Corporation to handle full cargoes of coal to the west coast 
of Italy. 

President Dalton said there was now a heavy demand for 
ships, with the result that the Fleet Corporation had no “spot” 
ships available for use out of Atlantic or Gulf ports. There 
were a few “spot” ships on the Pacific coast which might be 
pressed into service, he said. A “spot” ship is an idle vessel 
ready for service and ordinarily the Fleet Corporation has a 
number of such vessels to draw on when necessary. 

The extra vessels that were put into service to move the 
grain exports are now being used for transporting cotton and 
other commodities. 

President Dalton said a request for a vessel for transporting 
a lumber cargo from the Gulf to Brazil had been turned down 
because no ship was available for the service. The board, of 
course, has many cargo ships tied up, but it costs at least $10,000 
a ship to “break” them into service. That course is not followed 
unless there are reasons to believe that the demand for the 
ships will at least continue for some time. 


PROTEST RATE ADVANCES 


Senator McKellar, of Tennessee, this week telegraphed a 
protest to the Shipping Board against advances in ocean freight 
rates in the north Atlantic. The senator said he hoped the 
Shipping Board lines had not agreed to the increases made 
effective by the ocean rate conference of the carriers operating 
in the north Atlantic. He was particularly concerned about in- 
creases in the rates on cotton and tobacco cargoes. Replying 
to the telegram, E. C. Plummer, vice-chairman of the board, said: 


Answering your telegram twenty-seventh, a slight general advance 
in rates was recently made by North Atlantic Conference to U : 
ports. Revenues in the past have been entirely insufficient to cover 
operating cost. The disruption through coal strike and the heavy 
and urgent demand for ocean space on general commodities including 
grain, flour, cotton, lumber, tobacco and others has necessitated the 
assignment of additional steamers at increased expense of operation. 
This demand for tonnage still on increase and under all circumstances 
the slight advance in ocean rates seems fully warranted. There has 
been no advance in rates from South Atlantic ports with cotton mov- 
ing in almost unprecedented volume. 


The Cincinnati Chamber of Commerce, by M. M. Stewart, 
manager of its foreign trade department, sent the following tele- 
gram to President Dalton, under date of Sept. 28: 


At a largely attended meeting of important shippers of Cincin- 
nati and southern Ohio, Tuesday, September 28, the increase in 
freight rates by the North Atlantic United Kingdom Conference on 
tobacco, lumber, and general cargo was under discussion. It was the 
unanimous opinion of all present that the North Atlantic United 
Kingdom Conference had not dealt fairly with the shippers and had 
acted in a very unusual manner by immediately increasing the rates 
without giving the shippers a chance to be heard. Furthermore, the 
question was brought up that it had been the claim of the shipping 
board that the presence of shipping board vessels on the high seas 
was a guaramtee against such arbitrary action as this on the part 
of the North “Atlantic, Conference. It was unanimously agreed that 
a Viggpous pretest besa ade to the shipping board and. the fleet cor- 
poray against this a yn without taking up the question of the 
measure of t rates, and.that the shipping board and fleet cor- 
poration be- quested to instruct shipping board operators not to 
apply the rates immediately, but to give the shippers sixty days 
in order to. readjust themselves to changed conditions or to protest 
the measure of the rates if it appears that they are unjust. In ad- 
dition to this, it is requiested ‘that the shipping board and. emergéncy 
fleet corporation insist that the application of the imcreases be sus- 
pended for at least sixty days and that the North Atlantic Con- 
ference Dbe.so instructed. Shippers cannot absorb increases on present 
contracts dnd will suffer losses. 


RAIE TERMINAL CHARGES 


The Traffic World New York Bureau 


Representatives of municipalities, trade and commercial or- 
ganizations, and railroads, within the Port of New York district, 
attended a hearing of the Port Authority last week for the pur- 
pose of discussing the issues raised by Docket No. 12,681 of 
the Interstate Commerce Commission. This is an investigation 
into the costs to railroad carriers of accessorial terminal serv- 
ices, such as wharfage, handling, and storage at Atlantic and 
Gulf ports. The hearing was called by the Port Authority to 
develop the attitude of interested concerns and individuals with- 
in the district on the questions involved. 

Wilbur La Roe, Jr., of counsel for the Port Authority, as- 
serted that among the questions involved were the following: 


Should terminal charges at the several ports be published sep- 
arately from the linehaul rates? 





} for 
e in 
rofit 
paid 
olish 
‘oods 


Fleet 
iship 
coast 


i for 
spot” 
‘here 
it be 
essel 
las a 


e the 
1 and 


rting 
down 
rd, of 
10,000 
lowed 
r the 


hed a 
reight 
d the 
made 
rating 
ut in- 
plying 
said: 
dvance 
<5. 25. 
. cover 
heavy 
sluding 
ed the 
ration. 
stances 
re has 
1 mov- 


ewart, 
g tele- 


Cincin- 
ase in 
nee on 
vas the 
United 
nd had 
e rates 
re, the 
hipping 
zh seas 
he part 
ed that 
et cor- 
of the 
et cor- 
not to 
y days 
protest 
In ad- 
ergency 
be sus- 
ie Con- 
present 


k Bureau 
cial or- 
listrict, 
he pur- 
681 of 
tigation 
al serv- 
tic and 
rity to 
ls with- 


rity, as- 
‘ing: 


1ed sep- 



















October 2, 1926 


J 













Sugarland Ry.) 


Cote 
»* 
; eaciets sae 
ws ,oenve® 
" on™ ’ fj 2b a.6.05 ? | astrnes 
. ie eas pute missouns 
¢ . 
z 
o vs 
‘ A i 
+ a 
4 ¥ « 
10,035 Miles F 
OF RAILWAY SERVING THE 2 
SANTA FE 


West, South, Southwest : 


Fast—Dependable 
Freight and Service 
or 


Passenger 
The Map Tells The Story! 


s 
ae** 


SEVEN MISSISSIPPI RIVER GATEWAYS t 
DIRECT LINES TO THREE GULF PORTS v ' 


THREE MEXICAN GATEWAYS 


Direct service to and from Lower Rio Grande Valley 


The shipping and travel experts of the Greater Missouri Pacific Lines will 


gladly help in the handling of your transportation requirements 


L. W. Baldwin, President 
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ADAMS 
Transfer & Storage Company 


228-236 West 4th Street 


Located in the Heart of the Wholesale District 


Low Insurance Rates Modern Warehouses 
Prompt and Efficient Service 


CHAMBER OF COMMERCE OF THE U. S. 


MEMBERS CHAMBER OF COMMERCE OF KANSAS CITY 
AMERICAN CHAIN OF WAREHOUSES 
TRAFFIC CLUB OF KANSAS CITY, MISSOURI 


Represented by American Chain of Warehouses 


260 West Broadway, New York City 203 S. Dearborn St., Chicago, III. 
Phone Walker 7195 Phone Harrison 3300 


Write Us for Information and Rates 
RESPONSIBLE RELIABLE REASONABLE 
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MISSOURI PACIFIC LINES 


(Asherton and Gulf; Gulf Coast Lines; Houston and Brazos Valley; International 
Great-Northern; Rio Grande City Ry.; San Antonio, Uvalde and Gulf; 





Merchandise Distribution 





City Delivery Service Twice Daily to all Parts 


Consolidated Car Service With Free Store Door Delivery 
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Are the railroads now performing at a loss their several terminal 
services? 

Are the railroads chargeable with unfair competition because their 
terminal charges for warehousing and kindred services are less than 
cost, making it impossible for private companies to compete? 

Has the policy of the railroads unduly restricted or handicapped 
the development of any of the Atlantic ports? 

Are the ports fairly treated by the railroads in the matter of 
terminal practices? . 


He laid some stress on the policy of Congress, as expressed 
in the merchant marine and transportation acts, looking toward 
the fullest possible development of ports and the maximum of co- 
ordination between rail and water service. The investigation 
had its origin, in a certain sense, he said, in a report made by 
the War Department to the Interstate Commerce Commission. 
The U. S. Shipping Board, which owns water terminals at many 
ports, is one of the most interested parties. The investigation, 
Mr. La Roe added, might have a vital bearing on future rate 
policies and on the practices of railroads with respect to port 
charges. 

Opposition to segregation of railway terminal charges from 
line-haul rates or any action by the Commission that would in- 
crease those charges to the detriment of the export and import 
business of this port was the keynote of the views expressed by 
representatives of carriers, shippers, and warehouse interests. 

David T. Warden, for the New York State Chamber of Com- 
merce, pointed out that the situation in the port of New York 
differed from that of other ports, inasmuch as less than 1 per 
cent of ocean-going vessels entering the port docked at railroad 
piers. He said the chamber held that there are two classes of 
terminal charges, those normally included in the carriers’ line- 
haul to the ship’s side and those not normally included in this. 
Lighterage car float service here, he said, had come to be con- 
sidered merely an extension of the rail line to the vessel at her 
pier. 

Ability to reach all piers on equal terms, he added, was 
essential to the welfare of the port and the interests of both 
importers and exporters. Segregation of terminal charges, he 
continued, would result in different charges for movement of 
goods to or from such widely separated points as the Chelsea 
piers, Bush Terminal, the Staten Island piers and the East River 
piers, and would be in direct conflict with the present zone 
method of making rates. 

W. H. Chandler, representing the New York Merchants’ As- 
sociation, said the association, although it had not taken any 
action in the matter, had given it serious consideration. He said 
he believed the principal question involved was whether the 
existing rates did not give the railroad terminal an unfair ad- 
vantage over warehouses without similar facilities, and that the 
investigation represented an effort to get the railroads to in- 
crease their terminal charges so as to make it possible for the 
warehouses to compete with the railroad terminals. 

Any action by the Commission in this direction, he added, 
would increase the cost of export business and make it more 
difficult for our merchants to meet foreign competition or the 
competition of other ports. He also suggested that, if ware- 
house and terminal charges were to be based purely on costs, 
this might create a differential against New York and in favor 
of other ports. 

R. W. Barrett, for the Lehigh Valley Railroad, said he be- 
lieved he was voicing the attitude of the other carriers when he 
said the railroads had no intention of taking any action that 
would deprive New York of any of the business it now had. 
Fears of shippers that charges might be increased, he said, were 
groundless. 


P. H. W. Ross, trade consultant of Newark, N. J., said the 
city of Newark, which had capital invested in terminal and 
warehouse properties, was opposed to the idea of the railroads 
giving free dockage and wharfage. By giving such service, he 
said, they were going outside their proper province and doing 
part of the vessel business. This, he said, was unfair to those 
who had invested in dock facilities and the objection, he added, 
applied to all warehouse concerns doing business on this basis. 

Among the organizations represented at the hearing, in 
addition to those mentioned, were: New York Dock Company, 
Shippers’ Conference, New York Cotton Exchange, New York 
Produce Exchange, Warehousemen’s Association of the Port of 
New York, Whitlock Cordage Company, National Industrial Traf- 
fic League, Foreign Commerce Club, and Brooklyn Chamber of 
Commerce. 


SOUTHERN PACIFIC OIL TANKER 


Lewis J. Spence, executive head of the Southern Pacific 
Steamship Lines (Morgan Line), has announced that the com- 
pany’s oil tank steamship Tamiahua, which is now undergoing 
annual overhauling at South Brooklyn, N. Y., will be restored 
to service this week. The Tamiahua is the third largest tanker 
in the world, having a capacity of 110,000 barrels of heavy oil 
and as much as 125,000 barrels of light oil. 

The twenty-three ocean-going vessels of the “Morgan Line” 
fleet burn oil for fuel, as do the locomotives of the Southern 
Pacific’s rail ines. To supply these engines of transportation 
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with the necessary fuel an oil supply was developed by drilling 
wells in Mexico. 

There are two other oil tankers in the “Morgan Line” fleet, 
the Topila and the Torres, each having a capacity of 50,000 bar- 
rels. The company’s fuel oil is carried in these three tankers 
from Mexico to New Orleans and Galveston for distribution. 
The tankers, when not required for company service, are avail- 
able for charter to outside interests. 


BALTIMORE’S PORT CASE 


The Trafic World Washington Bureau 


The Baltimore Chamber of Commerce, in No. 18715, Balti- 
more Chamber of Commerce vs. Ann Arbor et al., has attacked 
the port differential adjustment, in general terms, on all im- 
port and export freight, but specifically on grain and grain 
products, between New York on the one hand and Baltimore 
on the other, as unreasonable and unduly prejudicial. The com- 
plaint also asserts that in that the tariffs of the carriers do 
not state separately the charges for accessorial services, they 
are also in violation of the sixth section. 

The export grain differential, once three cents is now 1.5 
cent says the complaint. The differential on export ex-lake 
grain, it asserts, is one half cent. 

Baltimore asserts that the differential of three cents per 
100 pounds does not now and never has adequately and suf- 
ficiently axpressed the full measure of the rate advantage to 
which Baltimore is and always has been entitled, by reason 
of its physical advantages, and its shorter mileage as compared 
with New York. From differential territory the complaint 
asserts the mileage difference in favor of Baltimore is about 
about 20 per cent. 

The complaint points out that to handle export and import 
traffic at New York it is necessary to use costly lighterage and 
floatage service, including, as to grain, floating elevators and 
grain boats or barges, while no such costly services are re- 
quired at Baltimore where the loading service is direct from 
the railroad terminal to the vessel. 

According to the complaint, the cost of such transfer is 
not less than 6 cents per 100 pounds on export and import 
traffic but that, notwithstanding that costly service the differ- 
ential, generally, is only three cents in favor of Baltimore, the 
cost, in recent years having greatly increased. 

The complainant asserts that the difference .between rates 
on export grain from Chicago as a point of origin and Balti- 
more and New York as ports of export, 1.5 cents does not repre- 
sent the difference in the cost of the additional services re- 
quired to export the grain through New York, the extra serv- 
ices being an additional haul of 112.2 miles and the water 
transfer. 

“After deducting from their revenue under the aforesaid 
rates the costs of such harbor and other services,” says the 
complaint, “the compensation actually received by said car- 
riers for the rail haul to and from New York is, relatively and 
proportionately, far less than the compensation received for 
corresponding transportation to and from Baltimore, with the 
result, in substance and effect, that the basis of rates to and 
from New York, as measured by the rate compensation of the 
carriers, is actually and, in fact, materially lower than the 
basis of rates to and from Baltimore, even after deducting and 
applying the differential above mentioned, so that for practical 
purposes, the differential in respect of the rail haul for export 
movement from differential territory to New York and Balti- 
more respectively, is a differential in favor of New York, 
whereas it has been recognized that there should be a sub- 
stantial differential in favor of Baltimore in respect of said 
rail haul.” 

The prayer is for a differential not less than 5 cents less 
than corresponding rates to and from New York on export and 
import traffic other than grain; a like differential on export 
grain; a differential of 3 cents on ex-lake grain; the abolition 
of any distinction between export grain traffic from differential 
territory and other export traffic from that territory for the 
purpose of applying a scale of differentials to the grain traf- 
fic, differing in amount from the differentials applied to ex- 
port traffic generally. 

In the alternative the complaint asks for maximum and 
minimum rates to be established by the Commission, as it 
shall deem just and reasonable. It also asks the Commission 
to make an investigation by, its own experts, into the relative 
terminal costs; that the carriers be forbidden to absorb ac- 
cessorial services and be required to publish, in separate 
schedules, all terminal charges for such accessorial services, 
at New York and Baltimore, respectively, whenever such serv- 
ices are rendered. 


PARCEL-POST REGULATIONS 


; W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 

_ _Effective at once the offices of Kopanakion (Messinias) and Ag- 
gistis (eastern Macedonia) are designated to engage in the exchange 
of parcel-post packages between the United States and Greece. 

The offices mentioned should be added to the list of those auth- 
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Trosdail, Plant & Lafonta 


New Orleans, La. 


P. & P. U. Railway Co., 
Peoria, Illinois. 


Gentlemen: 

We have read with interest the 
article appearing in a recent issue 
of The Traffic World, under the fol- 
lowing caption: “The gateway be- 
tween Northern and Southern Trunk 
Line Territories.” It will be a 
pleasure for us to use the P. & P. U. 
whenever possible. 


Sincerely yours, 


Trosdail, Plant & Lafonta. 


PEORIA & PEKIN UNION RAILWAY CO. 


UNION STATION, PEORIA, ILL. 


INQUIRIES SOLICITED 





Figures denote first merning 
delivery and mileage from Peoria 
—the center of the world’s best 
markets. 


“We use the P. & P. U. Railway 
whenever possible” 


Expedite Your Shipments 


Ship via Peoria— The gateway between 
Eastern and Western trunk line territories 
The displayed letter is but one of the many we are 
constantly receiving, commending our service, 
co-operation and efficient manner in which we 
transfer traffic from all points of the compass. 


One Day Delivery from Spot Stocks 


Peoria has an enviable location as a distribution 
point, by reason of relative inbound freight rates 
and a favorable outbound basis, combined. with 
excellent transportation service both in and out. 


Sixteen railroad lines enter Peoria and transfers of 
traffic between these many line-haul carriers are 
made within a few hours instead of the days required 
in the larger and more congested areas. 


Manufacturers are rapidly learning that a careful 
study of distribution will often show how their 
present area of business may be covered more 
economically with a resulting gain in profits. 


FEDERAL W AREHOUSE CO., HOME OFFICE 


PEORIA, ILLINOIS 
Branches: CHICAGO, 427 W. Erie St. NEW YORK, 100 Broad St. SAN FRANCISCO, 625 Third St. 
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orized to participate in the parcel-post service, shown on page 288 
of the annual Postal Guide for 1926. 

Ordinary parcel-post packages will be accepted for dispatch via 
the desert motor route (Haifa-Baghdad motor service) up to a weight 
limit of 11 pounds when prepaid at the postage rate of 14 cents for 
each pound or fraction thereof plus the following transit charges: 
one to three pounds, $1.44; four to seven pounds, $2.16; eight to 
eleven pounds, $2.82. 

All parcels intended for dispatch by this route should be ad* 
dressed to the Poste-Restante at Qasr-i-Shirin, Persia, and indorsed 
“By overland mail, Haifa-Baghdad,” 

The motor service mentioned is in addition to that now indicated 
under the item ‘‘Persia,’’ on pages 256 and 303 of the annual Postal 
Guide for 1926, and parcel-post packages to be dispatched by the 
motor route referred to should be forwarded to the exchange office 
at New York for onward transmission to destination. 


LIVE STOCK BEDDING CHARGES 


Hearing in I. and S. 2756, and three supplemental orders, 
bedding charges for live stock in Central Freight Association 
territory, was begun in Chicago before Examiner Carter Octo- 
ber 1. 

Edwin Kluever, general freight agent of the Nickel Plate, 
yas the first witness for the carriers, representing the C. F. A. 
lines. He presented something of the history of tariffs dealing 
with live stock bedding in C. F. A. territory and the situation 
that caused the carriers to publish the tariff under suspension. 
The tariff in effect stipulates a charge of one dollar for suitable 
bedding (bedding supplying the stock a safe footing) in a 
single-deck car, and a dollar and a half for suitable bedding in 
a double-deck car. According to Mr. Kluever, the general in- 
terpretation put on “suitable” bedding is represented by a 
quarter of an inch of sand or a hundred pounds of straw, or 
similar material. Due to the failure of the tariff to specify 
what constitutes “suitable” bedding, the history of the past 
has involved the arbitrary cutting of bedding charges by ship- 
pers, when excess bedding had been given in response to their 
requests and specifications. According to Mr. Kluever this has 
embarrassed the freight offices and the accounting departments 
of the various roads to such an extent, in the accumulation of 
various and unsettled claims, that it was necessary to institute 
a great number of suits to attempt to get some classification 
of the matter. The proposed tariffs specify what shall con- 
stitute suitable bedding, and stipulate, in a general way, that 
the carriers shall be reimbursed by the shippers for additional 
bedding at rates based on the cost of the service in supplying 
that additional bedding. 


COAL PRODUCTION AND SHIPMENT 

Production of soft coal the week ended September 18 was 
estimated by the Bureau of Mines of the Department of Com- 
merce at 11,442,000 net tons, an increase of 1,185,000 tons over 
the output in the preceding holiday week and a record for the 
present coal year. Production of anthracite the week ended 
September 18 was estimated at 2,003,000 net tons, a gain of 
313,000 tons over the output in the preceding five-day week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended September 18 totaled 783,624 net tons, of which 
201,630 tons were for New England delivery. Cars of coal for- 
warded over the Hudson to eastern New York and New England 
the week ended September 4 were reported as follows: Bitumin- 
ous, 2,380; anthracite, 3,563. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended September 19 totaled 766,141 net tons, bringing the 
shipments for the season to 20,941,895 net tons. Anthracite 
shipped from Lake Erie ports the week ended September 19 to- 
taled 65,387 net tons, bringing the shipments for the season to 
2,075,040 net tons. 


HOG SHIPPERS REDUCE LOSSES 


Losses of hogs in transit due to hot weather were reduced 
materially the past summer, according to reports received by 
the United States Department of Agriculture from a number of 
markets. The department said: 


Most of the losses heretofore have been caused by overloading 
and lack of provision for keeping the hogs cool in transit. Apparently 
much more care Was exercised in loading and handling all livestock 
during the hot weather this summer, and for that reason death losses 
in shipment were reduced to a very small percentage. 

During a period of six days of variable weather, with tempera- 
ture as high as 100 degrees, stock arriving at the South St. Paul 
market showed small death loss, considering the size of the runs. 
Only 5 sheep, 41 calves, 5 cattle, and 108 hogs were dead upon arrival 
at the chutes during the six market days in question, whereas in 
previous years, there have been losses as high as 300 head of hogs 
in one day. . 

At the Kansas City market it was estimated that the losses of 
hogs from overheating in transit were about 15 per cent less during 
July and August than in the same months a year ago. The small loss 
in hogs is rather remarkable, says the report from this market, in 
view of the fact that weights have been unusually heavy this sum- 
mer and it is evident that heavy hogs suffer from the heat more 
than lighter ones. 

Many shippers are using wet sand for bedding hog cars and also 
ice bags suspended from car roof, practices that have long been 
urged by the department. More attention is also being paid to load- 
ing so that hogs have plenty of room to move around and lie down. 
All of these measures have a tendency to reduce hog losses in hot 
weather, ’ 


























Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w'de knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. J 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. . 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 






Tariff Interpretation—Conflicting Rates 


North Carolina.—Question: Controversy has arisen as to 
the correct rate to protect a carload of watermelons originat- 
ing in the state of Georgia destined to Greensboro, N. C., which 
rate was based upon basis of an Atlanta, Georgia combination. 

Our figures were based in a Southern Railway Watermelon 
Tariff from Atlanta, Georgia to destination, which rate be- 
came effective July 20, 1923. 

There is still another rate also published from Atlanta, 
Georgia to Greensboro, N. C. in Agent Glenn’s Watermelon 
Tariff considerable higher than the rate published in the South- 
ern Railway Watermelon Tariff. : 

By digging back into ancient history the Southern Rail- 
way finds that the rate published in Agent Glenn’s Tariff was 
first published June 6, 1921, stating that inasmuch as rate 
published in his tariff is the older rate, that it will have to 
apply, which information we think is correct. 

The question in our mind is, is there a ruling whereby a 
commodity rate published in a local tariff of an individual line 
should take precedence over a rate published for account of 
various lines by a publishing agent? If there is such a ruling 
kindly cite same. ‘ 

Answer: A case directly in point is that of the Commis- 
sion in Commodity Rates on Strawberries, 73 I. C. C. 365. The 
Commission in this case held that rates established on straw- 
berries in Agent Cottrell’s tariff effective May 22, 1909, had not 
been cancelled by an individual issue of the Southern Rail- 
way Company effective July 10, 1910. 

Sales—Cost of Dunnage—Party Liable for Where Goods Sold 


F. O. B. Origin 

New York.—Question: <A is a firm located in New York 
who buy automobile chasses from B, located at Lansing, Mich. 
A buys these chasses f. o. b. Lansing. When invoicing A 
for these chasses B has included freight from point of origin 
to destination and also the charge of $5.00 ptr car for blocking 
and bracing these chasses in the freight car. 

A contends that this charge is unwarranted inasmuch as 
these chasses are bought f. o. b., it being their contention 
that the shipper B is obliged to put these chasses in the car 
and also see that they are blocked and braced and in proper 
shipping condition before the car moves out and that they are 
only responsible for freight charges for the movement of this 
car to destination. 

B contends that the $5.00 as charged per car for blocking 
and bracing these chasses in the freight car also constitutes 
a freight charge inasmuch as this blocking and bracing is re- 
quired by the railroads, and also due to the fact that they 
publish a tarriff covering such charges when this work is 
performed by the railroad instead of by the shipper. 

Will you be kind enough to give us your opinion? 

Answer: We are unable to locate decisions of the courts 
in which the question the liability for the expense of dunnage 
on goods sold f. o. b. point of origin has been specifically at 
issue. There are numerous cases in which the question of the 
meaning of the term “f. o. b. origin’ has been considered, 
some of which contain general statements which apparently 
support the view that the expense of dunnage must be borne 
by the seller. See, for instance, Vogt v. Shienebeck (Wis.) 
100 N. W. 820; Jurst v. Altamont Mfg. Co. (Kansas) 85 Pac. 
551; Lawson v. Hobbs (Va.), 91 S. E. 750; National Gas Light 
& Fuel Co. vy. Bixby (Minn.), 51 N. W. 217 and Manganese 
Steel Safe Co. v. First National Bank of Leola (S. D.), 125 
N. W. 572. 

In the case first cited above, the court said on page 822: 


That is supported by authorities generally holding that a sale 
f. o. b. cars means that the subject of the sale is to be placed on 
ears for shipment without any expense or act on the part of the 
buyer, and that as soon as so placed the title is to pass absolutely 
to the buyer, and the property be wholly at his risk, in the ab- 
sence of any circumstances indicating retention of such control by 
the seller as security for purchase money, by preserving the right 
of stoppage in transitu. Neimeyer L. Co. vs. Burlington R. Co. (Neb.) 
74 N. W. 670; Congdon vs. Kendall (Neb.) 73 N. W. 689: Capehart 
vs. Furnam F. I. Co. (Ala.) 16 Sou. 627: Sheftield F. Co. vs. Hull C. 
& C. Co. (Ala.) 14 Sou. 6722 Knapp Electrical Works vs. New York 
I. W. Co. Cll.) 42 N. E. 147; Silberman vs. Clark, 96 N. Y. 522: Ex 
Parte Rosewear China Clay Co., 11 Ch. Div. 560: Miller vs. Seaman, 
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ARE YOU PAYING FOR 
THIS BACKHAUL!? 
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Every Eastern concern using Minneapolis or St: Paul as a storage and distribution center for their 
Northwest trade will find that backhauls to Duluth, Northern Minnesota and North Dakota points are an 
expense which can be avoided. 


Shipments moving via the LAKES are brought into Duluth, moved into the Twin Cities and then in 
many instances reshipped in l.c.1. lots back to Duluth and sections of the Northwest. In the case of 
Duluth an extra haul of 300 miles is involved with freight costs piling up every mile of the way. 


The saving in freight costs on inbound movement to Duluth as against the Twin Cities is from 6% 
cents on sixth class up to 26% cents on first class. The out rates from Duluth and the Twin Cities are 
practically the same except for territory directly adjacent to the Twin Cities, southern and southwestern 
Minnesota. The Duluth break point has the advantage in distributing to the majority of points in the 
Northwest. 


A stock at the McDougall Terminal Warehouse would eliminate this backhaul. Savings on freight 
would in nearly every case more than pay the storage charges leaving the shipper with an actual cash 
saving. 

Even Twin City concerns have found it to their advantage to maintain stocks at the Head of the 
Lakes. Navigation will be. open for more than two months. Move your winter’s stock to the Head of 
the Lakes. 

With every modern warehouse facility we can handle your storage and distribution out of Duluth for 
the Northwest. We will appreciate the opportunity of serving you. 


McDougall Terminal Warehouse Co. 
DULUTH, MINNESOTA 
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35 Atl. 134; Benjamin on Sales, Vol. 1, Section 741, Note; Elliott on 
Railroads, Section 1425. All of such authorities declare that a “‘f. o. b. 
cars’’- so plainly indicates that the seller, without expense to the 
buyer, is to deliver the subject of the sale on cars ready to be taken 
out by the carriers that the term is not open to construction. Some 
hold that evidence is admissible to show that the letters “‘f. 0. b.’’ 
as used in mercantile contracts stand for the words “free on board;”’ 
but, generally speaking, it is held that the courts will take judicial 
notice that such is the meaning, and that the inport of the words is 
too plain to call for or permit judicial construction. . 


Liability of Common Carrier and Innkeeper 

Minnesota.—Question: Carrier A conducts public eating 
houses and hotels as a subsidiary of their railroads. 

Salesman B stops at this hotel and displays his goods 
in their sample room. During the night his sample room 
is broken into and salesman B’s samples are stolen. Is 
Carrier A liable for merchandise stolen while in their hotel? 
Is the carrier’s liability contingent on the prosecution of this 
criminal? 

Answer: - . With respect to this question Section 57 


of Vol. 32 Corpus Juris, under the subject of Innkeepers pro- 
vides: 


It is a requisite of the absolute liability of an innkeeper for the 
effects of his guests that the effects, at the time of the loss or in- 
jury, must have been in the custody of the innkeeper as such. No 
such liability is incurred where the guest assumes the entire and 
exclusive care, control and possession of his goods, as where the guest, 
by arrangement with the innkeeper, displays merchandise in a room 
of the inn and invites customers there, the control of the room 
and the goods for this purpose being in the guest. Fisher vs. Kelsey, 
121 U. S. 383; Myers vs. Cottrell, 17 F. Cas. No. 9, 985; Abercrombie 
vs. Edwards (Okla.), 161 P. 1084 (reciting the rule at common law 
before changed by statute); Williams vs. Norvell Shapleigh Hardware 
Co. (Okla.),°116 Pac. 186. However, some statutes have extended the 
liability of the innkeeper to cover the latter case, Abercrombie vs. 
Edwards (Okla.), 161 P. 1084; and in the absence of statute, the inn- 
keeper is responsible if the goods are lost or injured through his 
negligence. Myers vs. Cottrell, 17 F. Cas. No. 9, 985; Williams vs. 
Norvell Shapleigh Hardware Co. (Okla.) 116 P. 786; Sheffield vs. Cor- 
son (S. D.), 58 N. W. 555. Moreover, where the room is also used 
as a sleeping room, the innkeeper is responsible as such for the 
personal baggage of the guest placed in the room. Meyers vs. Cot- 
trell, 17 F. Cas. No. 9, 985 


As you will observe from the above, the rule at common- 
law is that the innkeeper is not liable except in the case of 
negligence for the loss of samples placed in the innkeeper’s 
sample room, but that by statue in the state of Oklahoma, and 
possibly other states, the innkeeper’s liability has been ex- 
tended to cover much cases. 

As to a common carrier’s liability as innkeeper where it 
is engaged in the business of operating a hotel, we can locate 
no cases in point. However, it has been held that a railroad 
may conduct eating houses and hotels as a necessary part of 
its business (see Abraham v. Oregon & California Ry. Co., 
60 Pac. 899; C. M. & St. P. v. Supervisors, 5 N. W. 3; State 
v. Ill. Cent., 92 N. E. 814), and we see no reason why, in the 
event a carrier does operate a hotel it may not be held liable 
as an innkeeper. 

Whether in the instant case a carrier would be held liable, 
if our view is correct that its liability is that of an innkeeper 
where it operates a hotel, for the goods in question is depend- 
ent, in the absence of negligence on its part, upon whether 
or not there are statutory provisions making the carrier liable 


for the loss of the goods of a commercial traveler placed in 
the sample room. 


Abandonment of Right of Way by Railroad 

Georgia.—Question: We sold a right of way to A. B. C. 
Railway and gave warranty deed. This road has discontinued 
operation and been dismantled. Will you advise if the right 
of way property reverts back to us. 

Answer: Whether or not the title to the property in ques- 
tion has reverted to you is dependent upon whether or not 
there has been an abandonment of the railroad right of way. 

The question of abandonment of a railroad right of way 
is always one of intent. Non-user alone does not constitute 
abandonment, although it may furnish evidence thereon. In the 
absence of adverse possession by the servient owner, or acts of 
such unequivocal nature on the part of the railroad company 
as evince a clear intention to abandon the easement, non-user 
will not work an extinguishment of the right. See, in this 
connection, Gaston vs. Gainesville R. Co., 120 Ga. 516, 48 S. E. 
188, and Holmes vs. Jones, 80 Ga. 659, 7 S. E. 168, which are 
the only cases we can locate which have a direct bearing on 
the question you raise. 

Tariff Interpretation 

Indiana.—Question: The title page of Y. & M. V. Tariff No. 
254-E, I. C. C. No. 6500, indicates the rates found in the tariff 
are applicable from Friars Point, Miss. (when from beyond), 
to Armistead, Clarksdale, Lyon, Miss., etc. 

The arrangement also provided space for the classification 
governing, the effective date, and the following: 


Governed as to prepay requirements at stations, discontinuance 
of stations, charges in station names and restrictions as to the han- 
dling of carloads and less carload freight by the Y. & M. V. R. R. Co. 
ee No. 99-G, I. C. C. No. A-9126, supplements thereto or reissues 

ereof. 

Applicable only on traffic having origin, destination and entire 
transportation within the state of Mississippi. 
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In view of the fact that each space is divided by two lines, 
we believe the sentence “Applicable only on traffic having origin, 
destination and entire transportation within the state of Mis- 
sissippi,” is to apply in connection with Y. & M. V. Circular No. 
99-G, I. C. C. No. A-9126, and does not prevent the use of the 
tariff on interstate traffic. 

The tariff is on file with the Interstate Commerce Com- 
mission, and, in the absence of a statement, spaced on the title 
page in accordance with the general arrangement to the effect 
that the tariff applies only on intrastate traffic, we believe the 
rate should apply interstate. 

Your opinion as to the application of the ,tariff will be 
appreciated. 

Answer: While in the arrangement of the title page for 
the original and supplement 1 of Y. & M. V. tariff 54-E, I. C. C. 
No. 6500, there should be a separation of the two paragraphs 
appearing thereon and quoted in your letter, it will be observed 
that on the title page of supplements 2, 3 and 4 these two para- 
graphs are properly separated. 

We do not believe that it could be successfully contended 
that this tariff is applicable on interstate traffic, notwithstanding 
that it is filed with the Interstate Commerce Commission, in 
view of the provision appearing on the title page of the original 
and all the supplements thereto to the effect that the tariff is 
applicable only on traffic having origin, destination and entire 
transportation within the state of Mississippi, notwithstanding 
the improper arrangement of the title page of the original tariff 
and supplement No. 1. 


Tariff Interpretation 

Arkansas.—Question: "We wish you would give us tariff in- 
terpretation in connection with item 990 of S. W. L. tariff 114-B, 
I. C. C. 1795, J. E. Johanson, agent. 

Kindly advise if it is your opinion whether the description 
carried in this item reading rods will apply on iron and steel 
sucker and pull rods. 

Answer: In our opinion, the description carried in item 990 
of S. W. L. tariff No. 114-B, Agent Johanson’s I. C. C. No. 1795, 
on rods, is not applicable to sucker rods and pull rods. 

Neither sucker rods nor pull rods are carried in the classifi- 
cation under the heading of iron and steel articles, and, further- 
more, rates are published thereon in other items of the tariff 
in question, namely, items 1070 and 1080. 

Routing and Misrouting—Signature of Shipper 

Minnesota.—Question: Will you kindly advise if shipper is 
entitled to refund of overcharge on a shipment misrouted on 
original bill of lading which was not signed by the shipper? 

In this instance it appears that the entire bill of lading, in- 
cluding the routing instructions, was written by the railroad 
agent, but, for some unknown reason, the shipper failed to sign 
the bill of lading, the shipment moving nevertheless. 


If you can find any court or Interstate Commerce Commis- 
sion decisions in point, please cite them. 


Answer: A bill of lading must be signed by or on behalf 
of the party undertaking the carriage, but need not be signed 
by the party shipping; the mere acceptance of the bill by the 
latter is sufficient to constitute an agreement by him to its 
terms. 

If a bill of lading merely recognized the common law duties 
and liabilities of the carrier, it would serve no purpose to in- 
quire whether or not the consignor agreed to its terms, for the 
terms and conditions governing the transportation would be 
fixed by the law independently of any contract of the parties. 
But, since these instruments usually contain stipulations respect- 
ing the rates of freight, the place of shipment, etc., which mat- 
ters are not, of course, established by the common law, and also 
very frequently contain clauses limiting the common law lia- 
bility of the carrier, this question of the assent of the consignor 
to the terms of the instrument becomes of importance. 


If a contract for the carriage of goods is signed by the ship- 
per, he must be deemed to have been acquainted with, and to 
have agreed to, its provisions, and he will, in the absence of 
fraud and misrepresentation in the execution of the instrument, 
be bound thereby notwithstanding the fact that he was, in 
reality, ignorant of its terms. But the signature of the shipper 


is not necessary to establish his assent to the terms of a Dill 
of lading. 


If a bill of lading is accepted by the shipper, without ob- 
jection, he is ordinarily, i. e., in the absence of fraud, accident, 
or mistake, presumed to have knowledge of and to have as- 
sented to its terms, and he cannot afterward be heard to say 
that he did not read it, but will be bound thereby. Christenson 
vs. American Express Co. (Minn.), 2 Am. Rep. 112; Grace vs. 
Adams (Mass.), 97 Am. Dec. 117; McMillan vs. Mich. Southern, 
etc., R. Co. (Mich), 98 Am. Dec. 208; Bostwick vs. Balto., etc., 
R. Co., 55 Barb. (N. Y.) 1387. 

See also the statement of the Commission on page 681 of 
its report in Bills of Lading, 52 I. C. C. 671, reading: 


It is sufficient if a shipper accepts the carrier’s bill of lading 
without himself singing it. It becomes binding upon him by his ac- 
ceptance, he being presumed to know and accept the conditions of 
the written bill of lading. 
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Chicago and Eastern Illinois Railway 


‘The Service Railroad of America’’ 


A new dependable service route has been opened and is in operation between 


Chicago—St. Louis—C. & E. I. points—Northwestern points 
and 
points in West Virginia, Virginia, North Carolina and North Atlantic Seaboard 


territory via 
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Rail and Water Rates 
between 
Eastern Seaboard Cities 
and 
Chicago, St. Louis, etc., 
and points beyond 
via this route 
are fixed differentials under the all-rail rates 
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| Digest of New Complaints | 
Rt. ee Rs. Fee 


No. 18648. Sub. No. 1. 
vs. Lehigh Valley. ‘ 
Charges in violation of sections 1 and 6 of the act, on scrap jron 
and scrap steel from points in New Jersey, New York and New 
Hampshire, originally consigned to Bethlehem, Pa., part of which 
was reconsigned to Allentown, Pa. Asks reparation. 
No. 18691. American Hide and Leather Co., Inc., Boston, Mass., vs. 
Delaware & Hudson. . 
Charges in violation of sections 1 and 3 of the act, on anthracite 


Aronsky Iron and Steel Co., Allentown, Pa., 


coal from points in Pennsylvania to Ballston Spa, N. Y. Ask 
reparation. 
No. 18692. American Hide and Leather Co., Inc., Boston, Mass., vs. 


New York Central et al. ; : 
Charges in violation of sections 1 and 3 of the act on bitumi- 


nous coal from mines in Pennsylvania to Ballston Spa, N. Y. Ask 
reparation. i <2 : 
No. 18693. Standard Gypsum Co., Seattle, Wash., vs. Union Pacific 


et al. 

Rates on plaster from Seattle, Wash., to points in Washington 
and Idaho in violation of sections 1 and 3 of the act. Asks rates 
for the future. 


No. 18694. Chicago Live Stock Exchange, Chicago, Ill., vs. B. & O. 
et al. 

Charges in violation of sections 1 and 6 of the act, on hogs 
from Union Stock Yards, Chicago, Ill., to Youngstown, Ohio. 
Asks reparation. ; ; a : 

No. 18695. Butler’s Feed Mills et al., San Diego, Calif., vs Arizona 


Eastern et al. 

Rates and charges in violation of section 1 of the act, on hay 
from points in Arizona to Los Angeles group points and other 
California destinations. Asks reparation. 

No. 18696. Purse Bros. et al., Detroit, Mich., vs. Atlantic Coast Line 
et al. zs 

Rates and charges for transportation and refrigeration services 
in violation of the first four sections of the act, on vegetables, 


including beans, lettuce and cucumbers, from points in the 
Carolinas and Virginia to points in Ohio, Indiana, Illinois and 
Michigan. Asks rates and carload minimum weights for the 
future and reparation. 

No. 18697. The Parkersburg Rig & Reel Co., Parkersburg, W. Va., 


vs. Santa Fe et al. 

Unreasonable charges on iron and steel articles from Bethlehem, 
Coatesville and Harrisburg, Pa., and points taking the same rates, 
fabricated at Parkersburg, W. Va., and forwarded in an unfinished 
state, K. D., carloads, to various destinations throughout the 
United States. Asks rates for the future, and reparation. 

No. —— George E. Freeby, Lehighton, Pa., vs. Seaboard Air Line 
et al. 

Rates in violation of first four sections of the act, on water- 
melons from Avants, Ga., to Lehighton, Pa. Asks rates for fu- 
ture and reparation. 

No. 18699. Libby, McNeill & Libby, Chicago, Ill., vs. Pittsburgh & 
Lake Erie et al. 

Rates in violation of sections 1 and 4 of the act, on tin plate 
from Yorkville, O., and Woodlawn, Pa., to Waupun, Wis. Asks 
rates for future and reparation. 

No. 18700. William Frank et al., Youngstown, O., vs. A. C. L. et al. 

Rates and charges in violation of first four sections of the act, 
on potatoes, from points in North Carolina to Youngstown, O. 
Asks rates for future and reparation. 

No. 18702. Tennessee-Arkansas Gravel Co., Arkansas City, Ark., vs. 
Mo. Pac. et al. 

Charges in violation of sections 1, 3 and 13 of the act, on sand 
and gravel from Arkansas City, Ark., to Ferriday, Lake Provi- 
dence and other La. points. Asks rates for the future. 

No. 18703. Cumings Brothers, Flint, Mich., vs. Wabash, et al. 

Rates and charges in violation of sections 1 and 3 of the act’ 
on automobile heaters from Keokuk, Ia., to Flint, Mich. Asks 
reparation. 

No. 18704. Balish Brothers, New York City, N. Y., vs. Santa Fe et al. 

Alleges damage by reason of misrouting of carload of grapes 
from North Dinuba, Calif., billed to Chicago, Ill., diverted to 
Jersey City, N. J. Asks reparation. 

No. 18705. Lathrop-Marshall Grain Co., Kansas City, Mo., vs 
& North Western et al. 

Rates dnd charges in violation of section 6 of the act, on corn 
from points within the switching limits of Kansas City, Mo.- 
Kan., to points in Texas and Tennessee, offered under provisions 
of transit tariffs of defendants. Asks reparation. 

No. Le Illinois Steel Bridge Co., Jacksonville, Ill., vs. 
et al. 

Rates in violation of sections 1 and 3 of the act, on structural 
steel from Indiana Harbor, Ind., to Blythe, Calif. Asks reparation. 

No. 18707. Union Candy Co., St. Louis, Mo., vs. Chicago & Alton. 

Rates and charges in violation of sections 1 and 6 of the act, 
ps machinery from Chicago, Ill., to St. Louis, Mo. Asks repara- 
tion. 


No. 18708. Rumford Chemical Works, Providence, R. I., vs. Merchants 


& Miners Transportation Co. 


. Chicago 


Santa Fe 


I 


3 ocket 


SS 
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Note. items in the Docket marked with an asterisk (*) are new, 
Raving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


October 4—Tulsa, Okla.—Examiner Kettler: 
* 1, & S. No. 2764—Iron and steel fabricated in transit at Tulsa, Okla. 
October 4—Washington, D. C.—Examiner Molster: 

* Finance No. 5692—Application of Monongahela Ry. for authority to 
operate under trackage rights over the railroad of the Penn- 
‘Sylvania R. R. between Brownsville Junction and Millsboro, Pa. 

* Finance No. 5693—Application of Chartiers Southern Ry. for au- 
thority to acquire control, by lease, of that portion of the Penn- 
sylvania R. R. between Besco and Crucible, Pa. 

* Finance No. 5694—Application of Monongahela Ry. 
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_ October 4—New York, N. Y.—Examiner Parker: 
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Rates in violation of sections 1 and 4 of the act, on baking 
powder from Providence, R. I., to points in Virginia, West Vir- 


ginia, Pennsylvania and the District of Columbia. Asks repara- 


tion. 
No. 18709. The Kawneer Co., Niles, Mich., vs. Chicago & North West- 
ern et al. 


Rates in violation of sections 1, 2 and 3 of the act, on sheet 
copper in straight carloads or in mixed carloads. with sheet brass 
and/or bronze, and copper, brass and/or bronze rods. from Ke- 
nosha, Wis., to Niles, Mich. Asks rates for the future. 

No. 18710. Manufacturers’ Association of Chicago Heights (Ill.), on 
behalf of the Standard Lumber Co. of Illinois,*vs. Chicago Heights 
Terminal Transfer R. R. Co. et al. 

Unreasonable rates of 75 cents per ton on sand, in carload lots, 
from Crisman and Willow Creek, Ind., to complainant’s delivery 
on Chicago Heights Terminal Transfer line at Chicago Heights, 
Ill. Asks rate of 50 cents per net ton, and reparation. 

No. 18716. Texas Chemical Co. Houston, Tex., vs. Arkansas & Louisi- 
ana Missouri Ry. et al. 

Rates in violation of sections 1, 2, 3 and 4 of the act, on bones, 
in carload quantities, from points in Arkansas, Louisiana and 
Oklahoma to Houston, Tex. Asks rates for the future and rep- 
aration. 


RAILROAD FUEL COSTS 


Total cost of coal and fuel oil consumed in passenger and 
freight road service of Class I railroads for the seven months 
ended with July amounted to $184,468,715, as compared with 
$187,702,614 for the same period of 1925, according to the 
monthly statement prepared by the Bureau of Statistics of the 
Commission from carriers’ reports. For July the total cost of 
coal and fuel oil was $24,743,331, as compared with $25,181,167 
for July, 1925. 

Net tons of coal consumed in July amounted to 7,635,174, as 
compared with 7,378,578 in July, 1925. Average cost per ton 
was $2.58 in July, as compared with $2.67 in July, 1925. Total 
cost was $19,710,544, as compared with $19,726,126 in July, 1925. 


Gallons of fuel oil consumed in July totaled 170,978,790, as 
compared with 163,401,248 in July, 1925. Average cost per gal- 
lon was 2.94 cents, as compared with 3.34 cents in July, 1925. 
Total cost was $5,032,787, as compared with $5,455,041 in July, 
1925. 

For the seven months ended with July the net tons of coal 
consumed amounted to 57,544,501, as compared with 54,754,371 in 
the same period of 1925. The average cost per ton was $2.62, 
as compared with $2.76 in the same period of 1925. The total 
cost was $150,645,524, as compared with $151,151,865 for the 
same period of 1925. 

Gallons of fuel oil consumed in the seven months totaled 
1,161,467,145, as compared with 1,145,334,903 for the same period 
of 1925. The average cost per gallon was 2.91 cents, as com- 
pared with 3.19 cents in the 1925 period. The total cost was 
$33,823,191, as compared with $36,550,749 for the 1925 period. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended September 25 totaled 26,663 cars, as compared with 
29,952 cars (revised) the preceding week, according to the 
Bureau of Agricultural Economics of the Department of Agri- 
culture. The bureau said the carlot movement was not show- 
ing the customary increase for this time of the year. The total 
shipments for the week ended September 25 were 7,250 cars 
less than last season’s corresponding movement. Compared 
with 1925, the largest decreases were in shipments of grapes, 
potatoes, onions and tomatoes. Grape output of 5,000 cars, the 
bureau said, was surprisingly short, considering that 10,600 cars 
moved in the corresponding period last year. 


Shipments the week ended September 25 were reported as 
follows: 


Apples, 6,329 cars; imports, 2 cars; cauliflower, 48 cars; cabbage, 
841 cars; cantaloupes, 501 cars; celery, 255 cars; cucumbers, 58 cars; 
grapefruit, imports, 178 cars; green peas, 18 cars; grapes, 4,937 cars; 
lemons, 114 cars; lettuce, 578 cars; miscellaneous melons, 336 cars: 
mixed citrus fruit, 18 cars; mixed deciduous fruit, 116 cars; mixed 
vegetables, 547 cars; onions, 958 cars; oranges, 740 cars; imports, 1 
car; peaches, 1,035 cars; pears, 1,151 cars; peppers, 108 cars; plums 
and prunes, 354 cars; sweet potatoes, 938 cars; spinach, 15 cars; to- 
matoes, 1,299 cars; watermelons, 152 cars; potatoes, 5,195 cars; im- 
ports, 4 cars, 
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to acquire control of the Chartiers Southern Ry. and Indian Creek 
and Northern Ry. by purchase of capital stock and by lease; and 


of the Catawba Branch and a part of the Paw Paw Branch of the 
Baltimore & Ohio R. R. by lease. 


a 


a Metals Corporation vs. Transmarine Corporation 
et al. 
October 4 Chicago, Dil. Examiner Hall: 

() 


17330 (and Sub. . 1)—Illinois Coal Traffic Bureau vs. Ark. Val. 
Interurban Ry. et al. 


*18025—Old Ben Coal Corp. vs. A. & V. Ry. et al. 


October 4—Washington, D. C.—Examiner Kelley: 
Valuation No. 126— 


Western Pacific Ry. 






In re tentative valuation of the property of 
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October 4—Chattanooga, Tenn.—Examiner Hillyer: 
18188—Hubbuch Glass Co. et al. vs. Mo. Pac. R. R. et al. 
October 4—Washington, D. C.—Examiner Conway: 

Valuation No. 785—In re tentative valuation of the property of the 

Saint Joseph Belt Railway Company. 
October 4—St. Louis, Mo.—Examiner Keeler: 

1 Rates on petroleum and petroleum products within the terri- 
tory on and east of the Mississippi River, and south of Ohio 
River, and east of the Indiana-Illinois State Line, and from points 
without to points within said territory. 

17280—Lone Star Gas Co. vs. A. & V. Ry. et al. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—American Refining Co. et al. vs. A. & R. R. R. et al. 

17911—Arab Gasoline Co. vs. A. & R. R. R. Co. et al. 
18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 

18253—The Texas Co. vs. A. & R. R. R. et al. 

18413—Indian Refining Co. vs. A. & V. Ry et al. 

18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 

18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 

18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
186869—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 
* 18061 (Sub. No. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 
* 18253 (Sub. 1 and 2)—The Pure Oil Co. et al. vs. A. & R. R. R. et al. 
October 5—Washington, D. C.—Examiner Davis: 
* Finance No. 5803—Application of Missouri Pacific R. R. for au- 
thority to acquire control of the New Orleans and Lower Coast 


R. R. by purchase of the capital stock and bonds of that com- 
pany. 


y. 
October 5—Argument at Washington, D. C.: 

Finance No. 5746—Application New Orleans, Texas & Mexico Ry. 
for authority to acquire control of the San Antonio Southern Ry. 
by_ purchase of its capital stock and outstanding securities and 
indebtedness. ss 

October 5—Washington, D. C.—Examiner Berry: 

. & S. No. 2751—Cement from Fordwick, Va., to Elkin to Alleghany 
Railroad stations in North Carolina. 
October 5—New York, N, Y.—Examiner Parker: 

18421—Federated Metals Corporation vs. C. R. R. of N. J. et al. 
October 6—Argument at Washington, D. C.: 

1. & S. No. 2455—Fruits and vegetables between Pacific Coast States. 
October 6—Washington, D. C.—Examiner Rasch: 

Valuation No. 849—In re tentative valuation of the property of the 

Donora Southern R. R. 
October 6—Washington, D. C.—Examiner Berry: 
* 18643—Armour & Company et al. vs. A. T. & S. F. Ry. et al. 
October 6—New York.—Examiner Parker: 
18426—Federated Metals Corporation vs. Ill. Cent. R. R. et al. 
oe York, N. ¥.—Commissioner Campbell and Examiner 
och: 

15006 (Supplemental Order 23)—Rates, rules, regulations and prac- 
ont governing transportation of anthracite coal. (Further hear- 
ng. 

October 6—Washington, D. C.—Examiner Berry: 
18216—National Leather Co. vs. Santa Fe et al. 
October 6—Washington, D. C.—Examiner Hendon: 

Valuation No. 812—In re tentative valuation of the property of the 
Unadilla Valley Ry. 

October 6—Atlanta, Ga.—Eaxminer Hillyer: 

Finance No. 5395—Application of Perry & Southeastern Ry. Co. for 
authority to construct a line of railroad in Houston county, Ga 

Finance No. 5396—Stock of Perry and Southeastern Ry. 

October 6—Fort Smith, Ark.—Examiner Kettler: 
18336—Gibson Oil Company vs. Arkansas Western Ry. et al. 
October 7—Atlanta, Ga.—Examiner Hillyer: 
* 1. & S. No. 2761—Bananas from Gulf Ports to Points in Southern 
Territory and to Ohio River Crossings. 


October 7—Argument at Washington, D. C.: 


13583—-Burroughs Adding Machine Co. and Dalton Adding Machine 
Co. vs. Mich. Cent. R. R. et al. 


14729—-Standard Oil Company (California) vs. Santa Fe et al. 


12680—American Fruit & Vegetable Shippers’ Assn. et al. vs. Amer. 
Ry. Exp. Co. et al. 


— oa Sub. No. 1)—Joseph H. Steinhardt vs. Amer. Ry. Exp. Co. 
et al. 
15990 (and Sub. No. 1)—Joint Council of the International Apple 
Shippers Assn. et al. vs. Amer. Ry. Exp. Co. et al. 
16916—Dennis, Kimball & Pope vs. Amer. Ry. Exp. Co. et al. 
17381—Louis Richman, Irving Richman, Meyer Samuels, doing busi- 
ness as Richman & Samuels, vs. American Ry. Exp. Co. et al. 
17333—D. Natoli, doing business under the name and style of East- 
ern Fruit Co., vs. Amer. Ry. Exp. Co. et al. 
October 7—Washington, D. C.—Examiner Kephart: 
Valuation No. 824—In re tentative valuation of the property of the 
Atchison Union Depot and Railroad Co. 
October 7—Washington, D. C.—Examiner Roberts: 
Valuation 830—In re tentative valuation of the property of the 
Pacific Coast R. R. 
October 7—New York, N. Y.—Examiner Parker: 
bs een Valley Coke & Products Corporation vs. B. & M. 
. R, et al. 
October 8—Argument at Washington, D. C.: 
12420—C: 


arnegie Steel Co. vs. Director General, as agent, Penna. 
R. R. et al. 


15225—The Board of Railroad Commissioners of the State of Iowa 
vs. C. R. R. of N. J. et al. 
October 8—Atlanta, Ga.—Examiner Hillyer: 
1. and &. No. 2719 (first supplemental order)—Agricultural imple- 
ments between points in the southeast. 
i. ane 5. = 2719—Agricultural Implements between points in the 
southeast. 


oer 8—New York, N. Y.—Commissioner Campbell and Examiner 


och: 

18111—Corning Glass Works et al. vs. N. Y. C. R. R. et al. 
October 8—San Antonio, Tex.—Examiner Peck: 

17985—Exxpress Publishing Co. vs. G. H. & S. A. Ry. 
October 9—St. Louis, Mo.—Examiner Kettler: 

18331—St. Louis Cooperage Company et al. vs. C. B. & Q. R. R. et al. 
October 9—San Antonio, Tex.—Examiner Peck: 

k eet ped A and Albers et al. vs. Santa Fe et al. 
October 11—New Orleans, La.—Examiner Keeler: 

18468—Rates on petroleum and petroleum products within the ter- 

ritory on and east of the Mississippi River and south of Ohio 
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River and east of the Indiana-Illinois State Line, and from points 
without to points within said territory. 

17280—Lone Star Gas Co. vs. A. & V. Ry. et al. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 
17561—American Refining Co. et al. vs. A. & R. R. R. et al. 
17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 

18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 
18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 
18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—-Standard Oil Co. (Ky.) vs. A. & 
18253—The Texas Co. vs. A. & R. R. R. 4 
18413—Indian Refining Co. vs. A. & V. Ry. et al. 


18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 
18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al 
18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 


* 18061 (Sub. No. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 
* 18253 (Subs. 1 and 2)—The Pure Oil Co. et al. vs. A. & R. R. R. et al. 
October 11—Philadelphia, Pa.—Examiner Parker: 
* 18431 (and Sub. No. 1)—Florence Pipe Foundry and Machine Co. 
and R. D. Wood & Company vs. N. Y. N. H. & H. R. R. et al. 
October 11—Atlanta, Ga.—Examiner Hillyer: 
1. & S. No. 2745—Horses and mules from Chicago, 
River Crossings. 
October 11—Washington, D. C.—Examiner Walter: 
Valuation No. 844—In re tentative valuation of the properties of 
the Atlantic City & Shore R. R. Co. et al. 
October 11—St. Louis, Mo.—Examiner Kettler: 
18389 (and Sub. No. 1)—Milne Lumber Company vs. D. T. & I. R. R. 
1. & S. No. 2755—Stoves and Gas Ranges from Eastern Points to 
Pacific Coast States, Transcontinental. 
October 11—Washington, D. C.—Examiner Brinkley: 
Valuation No. 851—In re tentative valuations of the properties of 
the Chicago & Alton R. R. et al. 


October 11—New York, N. Y.—Commissioner Campbell and Examiner 


Ill., to Ohio 


och: 
= ——- Sub. No. 1)—International Paper Co. et al. vs. D. & H., 
‘oO. et al. 
18474—St. Regis Paper Co. vs. B. & O. R. R. et al. 
18200—International Paper Company et al. vs. D. & H. Co. 
18471—International Paper Company vs. B. R. & P. Ry. et al. 
18472—-International Paper Company vs. C. R. R. of N. J. et al. 
* 17502—New York & Pennsylvania Company vs. Delaware and Hud- 
son Co. et al. 
* 17503—New York & Pennsylvania Company vs. Delaware & Hudson 
Co. et al. (Further hearing, solely on the question of reparation.) 
October 11—Chicago, Ill.—Examiner Hall. 
17579 am Sub. No. 1)—Ruggles & Rademaker vs. A. C. & Y. Ry. 
et al. 
17968—American Salt Company et al. vs. A. C. & Y. Ry. et al. 
17310 (and Sub. Nos. 1 and 2)—Geo. A. Hormel & Company vs. C. 
M. & St. P. Ry. et al. 
October 12—St. Louis, Mo.—Examiner Kettler: 
18183—Rates on bituminous coal from points in Illinois to East St. 
Louis, Ill., switching district. 
— —_ Chamber of Commerce vs. Alton and Southern 
. R. et al. 
17994 (and Sub. No. 1)—Perry Coal Company et al. vs. Alton and 
Southern R. R. et al. 


October 13—Argument at Washington, D. C.: 

Finance No. 3197—Application of Waco, Beaumont, Trinity & Sa- 
bine Ry. to extend its line from Livingston, Tex., to Beaumont, 
Port Arthur and West Port Arthur, Tex. 

Finance No. 5104—Application of Waco, Beaumont, Trinity & Sa- 
bine Ry. to extend its line from Weldon, Tex., to Waco, Tex. 

October 13—Ft. Worth, Tex.—Examiner Keeler: 
* 18061 (Sub. No. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 
* 18253 (Subs. 1 and 2)—The Pure Oil Co. et al. vs. A. & R. R. R. et al. 
18458—Rates on petroleum and petroleum products within the terri- 
tory on and east of the Mississippi River and south of Ohio River 
and east of the Indiana-Illinois State Line, and from points with- 
out to points within said territory. 

17280—Lone Star Gas Co. vs. A. & V. Ry. et al. 

17471—Roxana Petroleum Corp. vs. C. C. C. & St. L. Ry. et al. 

17561—American Refining Co. et al. vs. A. & R. R. R. et al. 

17911—Arab Gasoline Co. vs. A. & R. R. R. et al. 

18006—Kansas City Refining Co. vs. A. & S. Ry. et al. 

18007—Mid-Continent Refiners Traffic Assn. vs. W. & W. Ry. et al. 

18061—Transcontinental Oil Co. vs. A. & V. Ry. et al. 
18199—Standard Oil Co. (Ky.) vs. A. & V. Ry. et al. 

18253—The Texas Co. vs. A. & R. R. R. et al. 

18413—Indian Refining Co. vs. A. & V. Ry. et al. 

18451—The Muscle Shoals Oil Co. et al. vs. A. & V. Ry. et al. 

18605—The Caldwell & Taylor Co. et al. vs. A. T. & S. F. Ry. et al. 

18653—Empire Refineries, Inc., vs. A. T. & S. F. Ry. et al. 
18689—Ohio Valley Refining Co. vs. B. & O. R. R. et al. 


October 14—Washington, D. C.—Examiner Potter: 
Valuation No. 816—In re tentative valuation of the property of the 
Santa Maria Valley R. R. Co. 
October 14—Argument at Washington, D. C.: 
14940—A pplication of rates on cotton to Gulf ports. 
13991—Weatherford, Crump & Co. vs. A. & S. Ry. et al. 
11965—Galveston Commercial Assn. et al. vs. A. & V. Ry. et al. 


October 15—Cincinnati, O.—Examiner Money: ' 
* 1, & S. No. 2750—Coal from Virginia, West Virginia, and Kentucky 
Mines to Cincinnati. O. 
October 15—Washington, D. C.—Examiner Law: 
Finance No. Excess Income of the Midland Valley R. R. Co. 
October 15—Argument at Washington, D. C.: 
17555—Crescent Bed Co., Inc., vs. C. R. I. & P. Ry. et al. 
15151—Oklahoma Portland Cement Co. et al. vs. D. & R. G. W. R.B. 


et al. 
15427—Iola Cement Mills Traffic Assn. et al. vs. A. & S. Ry. et al. 
15923—Oklahoma Portland Cement Co. vs. A. & S. Ry. et al. 
16836—Oklahoma Portland Cement Co. vs. C. R. I. & P. Ry. et al. 
‘415938—Oklahoma Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
October 15—Columbus, Ga.—Examiner Hillyer: 
17220—O. A. Mann & Co. vs, A. C. L. R. R. 
October 15—Houston, Tex.—Examiner Peck: 
16979—Humble Oil and Refining Company vs. 
October 16—Houston, Tex.—Examiner Peck: 
1. & S. No. 2717—Storage in transit of iron and steel articles at 
Texas Gulf ports. 
October 16—Argument at Washington, D. C.: 
16272—Lone Star Gas Co. vs. Santa Fe et al. 
16493—Beaumont Export & Import Co. vs. La. Western R. R. et 4). 
15028—Peyton Packing Co. vs. A. & S. Ry. et al. 
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It is quite true that absolute 
perfection is never attained in 
many things, but it stands to 
reason that the closest approach 
to it is made by those special- 
ists who devote their entire 
time to striving for that goal. 


For more than 28 years Trans- 
Continental Freight has con- 
centrated on shipping prob- 
lems. The resultant experience 
proves its value in achieve- 
ment for clients. 


Ask our nearest branch about 


handling your shipments with 
the greatest possible efficiency. 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Los Angeles, Cal. 
Buffalo, N. Y. Minneapolis, Minn. 
Cincinnati, Ohio Philadelphia, Pa. 
Cleveland, Ohio Portland, Ore. 
Denver, Colo. St. Paul, Minn. 
Detroit, Mich. Salt Lake City, Utah 


Kansas City, Mo. San Francisco, Cal. 


Seattle, Wash. 


Consolidators of Machinery, Merchan- 
dise, household goods, automobiles, 
etc., for more than 28 years. 
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MARION, INDIA 


A City of Diversified Industries 


Manufacturing Units of the Marion Machine, Foundry & Supply Co. 


Marion, Indiana, a city of 36,055 population, the county seat of Grant County, is located in 
practically the center of population and distribution of the United States. 


Marion is an industrial city with seventy-five manufacturing plants located within the city 


employing from fifty up to twelve hundred people, and many smaller concerns. The products of 
these plants are distributed over the entire world. 


Marion’s industries make iron and steel castings, furniture, shoes, motor trucks, electric 


appliances, oil well machinery, paper, paper tablets, paper boxes, glass tools, gloves, baskets, handles, 
insulated wires, paper mill machinery, radios, etc., creating a well diversified manufacturing industry. 


Marion has splendid railroad service, affording over-night freight service to Chicago, Cincin- 
nati, Toledo, Louisville, Indianapolis, and Columbus; second day delivery to Milwaukee, St. Louis, 
Cleveland, Detroit, Pittsburgh and proportionately to other parts of the country. 


Marion has an adequate supply of intelligent well-trained labor which can be quickly aug: 
mented by the surplus in the numerous small towns and villages nearby. Traction lines and splendid 
highways put Marion’s industries within easy reach of a large labor market. 


Marion’s geographical location and her distribution facilities, her labor and living conditions, 
enable her industries to compete in the markets all over the United States. Therefore, Marion’s 


advantages are especially favorable to the manufacture of metal products, furniture ceramic wares, 
and other products that have a nation-wide distribution. 


Investigate Marion’s opportunities. 


The Industrial Department of THE CHESAPEAKE AND OHIO RAILWAY will be glad to 
furnish data and information on request. 


K. T. CRAWLEY, 
Manager, Industrial Department, 
Richmond, Virginia. 


D. C. BOY, 
Industrial Agent, 
Huntington, West Virginia. 
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Great Northern Railway 


Offers 
An Unsurpassed Transportation Service 
Between 


St. Paul, Minneapolis, Duluth, Superior, 
Sioux City, Billings and North 
Pacific Coast Points . 


With Rail and Steamer Connections to and 
from Points Beyond 


The New Oriental Limited 


The Finest Train to and from the Pacific Northwest 
No Extra Fare 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 


H. G. Dow M. J. Costello 
Assistant General Freight Agent e Western Traffic Manager 
New York City Seattle, Wash. 


Great Northern Railway 











Manufacturers Since 1880 
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ONCE AGAIN— 


—Acme “Unit-Load” has solved a 
dificult problem for a sadly 
harassed shipper. 


In this particular instance a manu- 
facturer of strip steel was spending 
$11.85 each to brace his cars in a 
manner that was proving unsatis- 
factory. 


Since adopting the Acme “Unit- 
Load” his bracing costs have been 
reduced to less than $6.00 per car— 
and he hasn’t had a single damage 
claim. 


The range of successful application 
for Acme “Unit-Load” has grown 
until it now includes almost every 
commodity that can be bound to- 
gether in large groups or units. 


Regardless of what you ship, if your 
bracing costs are high or if you have 
been troubled with damaged ship- 
ments, Acme “Unit-Load” may help 
you. 


We invite you to consult us regard- 
ing your shipping problem with the 
assurance that there is no obligation 
whatsoever. 


ACME STEEL COMPANY 


BROOKLYN 


ATLANTA 


CHICAGO 
NEW ORLEANS 


SAN FRANCISCO SEATTLE 





2840 Archer Avenue 
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Whitelight 
Limited 


From New York 
TO 


Buffalo—Syracuse—Ithaca 


Lv. New York 11:30 P. M. 
Lv. Newark 11:58 P. M. 
Ar. Syracuse 

Ar. Ithaca 

Ar. Buffalo ... 9330 A. M. 


Eastbound 
Lv. Buffalo 11:30 P. M. 
Ar. Newark 9:20 A. M. 
Ar. New York ......... 9:52 A.M. 


Popular Club Breakfasts served in the é : la chawa i ll d 


dining car. Sleepers open for occupancy : r 1 | 
at 9:30 p. m. oe al [0d 


Assured connections for the Whitelight 
Limited, via Hudson Tunnels, leaving 33rd 
St. and Broadway, New York, at 11:23 p. m. 
or Hudson Terminal Building at 11:31 p.m. 


For other radical improvements, see detailed schedule 


LACKAWANNA 
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SOUTHERN PACIFIC LINES 
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6 Construction of Southern Pacific’s new delegates from all parts of Oregon and “a s 

Cascade Lines (known during construc- California. & 4 
| tion days as the “Natron Cutoff”) of the : : 
Shasta Route between San Francisco and _ [his ceremony followed arrival of a spe- @ ® 
: | Portland was officially completed on the cial train carrying Chancy McCormick, a yo 
‘ Ee morning of August 7, when J. H. Dyer, ™member of the Board of Directors of ke ay 
7 ’ ° . ? “ : me 

i 4: general manager, drove a symbolic golden Southern Pacific ” General Manager a eh AE 

a BF spike joining the 280 mile line of railroad DY€r: Chief Engineer Geo. W. Boschke; ia way 

® @ thrown across the Cascade Mountains. J. T. Saunders, Freight Traffic Manager, e : 

F. S. McGinnis, Passenger Traffic Man- 
, The spike was driven at Railhead in a ager, and other officials participating in a @® ® 
| | celebration attended by citizens from Eu- ffinal inspection of the new line. Local mM - 

4 gene, Oregon, and by railroad officials and train service commenced September 19. ae a 
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